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PREFACE. 



DuBiNG the past few years a complete change has 
taken place in the financial position and prospects of 
British Bailways : a greater change probably than 
any other similar period in the experience of these 
companies has witnessed. In particular the attitude 
of the average investor has undergone a transforma- 
tion. In place of implicit confidence in the adminis- 
tration and financial stability of these important 
enterprises, we find a tendency to doubt whether 
their affairs are administered as ably and thoroughly 
as they should be, and a still greater proneness to 
criticise their financial affairs. This changed attitude 
is not difficult to explain : still less should it be dis- 
couraged by all who have at heart the future welfare 
of our great railway enterprises. 

The predominant position which this country had 
attained, and so long held as the pioneer of rail- 
ways — probably the most important industrial 
development of any age — is seriously assailed by 
other countries, who have profited by our experience. 
In some respects the United States is already more 
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advanced in its methods, particularly in the working 
of freight traffic, and unless our railway directors, 
managers, engineers^ and others are more enterpris- 
ing than formerly^ the undoubted superiority of 
British railway methods in the past will be entirely 
wrested from us in the future. Thus in two distinct 
ways those responsible foi railway administration are 
virtually on their trial : complete confidence in their 
financial affairs has to be restored, and their ability 
to keep abreast of the times has also to be demon- 
strated. In spite of pessimistic forecasts, most com- 
petent critics believe that the railway officials of the 
United Kingdom will prove in the future that they 
are worthy of the high traditions of the service. But 
the process may entail the painful operation of 
abandoning many of the old theories and methods 
which have actuated them in the past. 

The present work is an effort to throw some light 
on a somewhat dark and uncertain position by one 
who for fifteen years has made railway problems a 
continual study, both from inside and outside the 
railway service. 

W. J. S. 
June, 1902. 



INVESTMENT AND SPECULATION IN 
BRITISH RAILWAYS. 



CHAPTEE I. 

INTRODUCTORY: RAILWAY CAPITAL. 

For many years past Home Eailway securities have 
been the favourite investment of British capitalists in 
general, and the amount thus involved probably exceeds 
that invested in any other direction. Until the last few 
years the confidence of the British investor in railway 
stocks was never very seriously shaken. Debenture, pre- 
ference, and guaranteed stocks of all the leading com- 
panies not only received their dividends with unfailing 
regularity, but their market prices over a very long period 
had gradually appreciated until in 1896 the average return 
they yielded was only a trifle more than 2^ per cent. Ordi- 
nary stocks have had their ups and downs, but for the most 
part they also had tended to appreciate in value, compar- 
ing good years with good years, and bad with bad. In 
short, such adverse changes in dividends and prices as the 
junior stocks underwent from time to time were directly 
traced to adverse changes in the course of general trade, 
" and as such they generally proved to be temporary. But 
the unsatisfactory results of British railways in general in 
1900 and 1901 were not the direct outcome of «^^^t^<^ 
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traffic conditions, but were due to a phenomenal advance 
in working expenses and capital charges, and these have 
revealed in an unpleasant way the weaknesses of these 
undertakings. It began to be suspected that capital was 
being spent with too free a hand, and without that careful 
supervision which could alone ensure that it would yield a 
fair return. The rise in expenses also brought into pro- 
minence two other unpleasant features. One was the 
absence of any systematic attempts to restrict working 
expenses, and the other was that maximum rate powers 
which were framed in theory to enable the companies to 
meet any abnormal increase in expenses, were in practice 
virtually a dead letter and afforded no relief, as more than 
one important decision of the Railway Commissioners 
exemplified. In short, as Lord Claud Hamilton said at 
the Great Eastern meeting early in 1902, ** Confidence 
" has to some extent been shaken in railway property as 
" a safe investment, and it is our duty to try and restore 
" that confidence, and to prove by results that it is 
** justified.'* Whether the full measure of confidence 
which, until the last few years, investors placed in Home 
Railways will be restored, depends to a very large extent 
on the success which attends the efforts of the Boards of 
Directors and responsible officials to rehabilitate the 
damaged fortunes of the railways. 

How large is the stake of the British investor in Home 
Railways, may be gathered from the fact that the total 
nominal paid-up capital at the end of 1900 was 1,176 
millions, and at the end of 1901 it probably reached 
nearly 1,200 millions. Of this large figure 186f millions 
were merely nominal additions to capital, leaving the real 
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capital at the end of 1900 at 989^ millions', virtually all 
of which is held by investors in this country. 

Of this figure, after allowing for the nominal additions 
referred to, the English companies represent a total 
capital of 827i millions, those of Scotland 122 millions, 
and those of Ireland about 89| millions. The nominal 
additions arise from various causes, but are mainly a 
result of the conversion and consolidation of stocks, which 
operations have been carried out by most of the large 
companies on a large scale during recent years. As a 
prominent example of this may be instanced the con- 
version of Debenture stocks which has been carried out 
by most of the large companies during the last fifteen 
years. For various reasons (the rise in price of these 
stocks being the most important) several companies 
have found it desirable to reduce their Four per cent. 
Debenture Stocks and those of higher denomination to 
Three per cent. Stocks. In fact, the Great Western 
actually succeeded in placing a 2 J per cent, stock at over 
par a few years ago, whilst the Midland by its Act of 
1897 converted its Pre-Ordinary stocks into 2J per cent, 
stocks, and even issued a Preferred Ordinary stock of the 
same denomination, these changes involving a total 
nominal increase of over 70 millions. Operations of this 
character have been carried, out by increasing the nominal 
amount of capital issued. For instance, holders of Four 
per cent. Stocks have had £133 6s. 8d. of a Three per 
cent., or £160 of a 2 J per cent. Stock, issued in exchange 
for each £100 held by them. This exchange secures to 
them the same income as before, and its only effect is to 
add to the nominal capital of the coxii\}«biv^ . Qi\i 'Ocife <i\>c\«t 
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hand the railway companies have received, in the way of 
premiums on their stocks and shares issued from time to 
time, large sums of money which are not included in their 
nominal capital, although these amounts are used for 
capital . purposes and expended in the extension or im- 
provement of their systems. The London and North- 
western Company, for instance, shows in its capital 
account at 81st December last a sum of £9,284,868 as 
received at one time or another in this way. 

For the most part the capital issued by our railways is 
divided into four classes, namely : Debenture, Guaranteed, 
Preference, and Ordinary Stocks. There are various sub- 
ordinate issues such as Rent-Charge Stocks which are 
practically Guaranteed Stocks, and Preferred Ordinary 
and Deferred Ordinary Stocks, which as their names imply 
are merely component parts of the Ordinary stock itself. 
Besides these there are Contingent Rights Stocks, which 
share in dividends on the ordinary stock after a certain 
rate on the latter has been paid. The only such stock of 
any consequence in the case of English Companies is the 
Brighton Contingent Rights Stock. In the case of the 
Scotch Companies they are more numerous. The Cale- 
donian has two, known by the names of Deferred Stocks 
Nos. 1 and 2, and the Great North of Scotland had two, 
but now has only one, the other being merged in its 
Deferred Ordinary issue. The Glasgow and South- Western 
also has one called the ** Deferred ** Stock, which, by the way, 
the Company would do well to get rid of, as it is liable to 
be confused with its ** Deferred Ordinary Stock," created 
by its Act of 1897. These contingent stocks in every case 
owe their existence to consolidation schemes, when the 
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rights they possess to share in dividends on the Ordinary 
stock beyond a certain rate were separated from various 
Preference stocks which, previous to the carrying out of 
the schemes referred to, carried these rights in addition to 
their fixed rate of dividend. 

The Debenture stock of a railway company is, of course, 
a debt, and the interest thereon an obligatory charge. 
Technically it is not part of the capital at all, though in 
practice it is generally distinguished by the title of "loan" 
capital. If the interest is not forthcoming a receiver may 
be appointed, unless the holders voluntarily forego their 
rights, as has been done in the case of the Cambrian and 
East London among others, in which event the debenture 
stocks become merely Preference stocks. Beceiverships 
are fortunately not nearly so well-known in connection 
with British Railways as they used to be in relation to 
American Bailroads, and this is a feature in regard to 
which holders of British Railway stocks may well con- 
gratulate themselves. With one or two exceptions, none 
of the large railways of this country as we know them at 
the present time have been in the predicament of being 
imable to meet their obligatory charges. Numerous small 
railways have, however, experienced, and still suffer, the 
inconvenience of such an unfortunate state of affairs. In 
Wales the railways have been particularly unfortunate in 
this respect, for, with the exception of those in the extreme 
South (which curiously enough have paid the largest 
dividends of any British Railways) practically all the 
Welsh Companies have been in the hands of receivers 
some time or other. The Cambrian, Mid Wales, Neath 
and Brecon, Brecon and Merthyr, Manchester and Milford^ 
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and Wrexham, Mold and Connah's Quay Companies, have 
all been in serious financial straits, and with several of 
them this stat^ of affairs may be regarded as decidedly 

chronic. 

Guaranteed stocks rank immediately after the Debenture 

stocks of a railway, and the interest on them if not earned 
in the year is cumulative, and must be paid in full before 
the Junior stocks caii receive anything. An example of 
ti^B is the District Guaranteed stock on which arrears are 
now accumulating. Some of the earlier Preference stocks 
are practically in the same position as Guaranteed stocks, 
and when such is the case they are known by the name of 
** Non-Contingent " Preference stocks ; that is to say their 
dividends are not merely contingent on the profits of each 
separate year, but if not earned in any one year will form 
a charge against future years. The Great Central Com- 
pany has several such stocks, and at the time of the strike 
in 1898 considerable doubt existed before the result was 
known as to whether there would be a deficiency on its 
last ** Non- Contingent '* Preference stock, and again in 
1901 the same danger appeared to be imminent. As a 
matter of fact the company paid for 1893 the dividends on 
all its ** Non-Contingent ** stocks, and on a further 
J61, 100,000 of Contingent Preference stock as well, whilst 
in 1901 it also managed to more than pay the non-con- 
tingent dividends. 

By the Companies' Clauses Act of 1863 all Eailway 
Preference stocks issued thereafter were made contingent 
on the profits of each year only. So that if earnings are 
not sufficient to pay them in full the holders have no 

course to the profits of subsequent years to supply the 
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deficiency in their dividends. Practically all the stock 
issued by our railways to meet their current requirements, 
with the exception of debenture capital, is contingent on 
the profits of each separate year. Comparatively little 
Guaranteed stock is now issued, and then only under ex- 
ceptional circumstances. 

A great deal of importance attaches to the proportions 
which the four classes of stock bear to eacli otiicr. As a 
general rule the Debenture stock is about a fourth of the 
total, this being the fixed proportion approved by Parlia- 
ment in the case of companies incorporated with the usual 
capital powers or applying for additional capital. This 
proportion is not varied by Parliament in the cane of new 
capital being raised except under very pressing ciroum- 
stances, as when, for instance, a company in absolute 
need of money could not raise it by other means than the 
issue of loan or debenture capital. In the first table (see 
Appendix) is shown the proportions of the difTerent classes 
of capital, under the headings of Debenture, Prcferentiali 
and Ordinary stocks. The Guaranteed stocks are in thLi 
table treated as Preferential capital, as of course they 
really are. There are various points in connection with 
this matter which are worthy of remark, hi the first 
place if a large proportion of the capital is in the form of 
Debenture and Prefer^^nce stock, leaving a c^irnf/aratively 
small amount of ordinary capital, th^; hiiUfr is likdy to be 
in a precarious position, enjthciHily if the raU;s of int^est 
on the prior kVKkA hXh at all htnnry. In hwh a ciMe Ui# 
fluciuitiir/nij in fihyh^TtlH ar^ ako ]jki;;ly U} Ui n/'MUt, for 
the m^/Thm^uU trs tb«! n<A rev<^ti/^ rufCeHHurily (lave a 
much j^eaUr *;ff^:rt on a kU/ck whi^fa ffyrhti^jiXn only tt 
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per cent, of the total capital, than the same increases or 
decreases would have in instances where the Ordinary 
stock represented say 40 per cent, of the whole capital. 
A further disadvantage of a small Ordinary stock is that 
the margin of net revenue behind the Preference stocks is 
small, rendering them liable in poor years to loss of divi- 
dend, and such being the case they do not command good 
prices. An instance where the Ordinary stock is small, 
and the fluctuations in dividends severe, is the North 
British. Though nominally over sixteen millions, the 
Ordinary capital of this company is really less than half 
that figure, the rest being the result of the conversion of 
the Ordinary stock ; and, allowing for this, the proportion 
of the Ordinary stock to the total capital is only 16 per 
cent. Another Scotch company with a very small Ordinary 
stock (only about 15 per cent, of the total capital) is 
the Great North of Scotland, and it is only necessary 
to glance over the record of dividends to see how great 
have been its vicissitudes in consequence. In its early 
days as much as 7 per cent, was paid. For several years 
prior to 1873 nothing was paid, but in 1875 the dividend 
was 2^. In 1878 it disappeared again altogether, and 
with the exception of 1 per cent, in 1879, nothing further 
was paid until the end of 1882. Since then the improve- 
ment in dividend has been gradual, and fairly steady, but 
with the above record it will be seen that it is a stock 
which is liable to very large and sudden fluctuations in 
dividends. Another instance of a small Ordinary stock is 
the Great Central, and in that case as soon as declining 
profits overtook the company many Preference dividends 
were sacrificed. The Brighton Company is generally 
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supposed to be subject to severe ohanges in its dividend. 
It certainly has in its time undergone considerable fluotua- 
tion in this respect. The increase in its Ordinary stock 
during the past ten years has contributed to reduce these 
fluctuations, and it will be seen by reference to Table I. 
that the proportion of its ordinary capital to the total is 
not much below the average of the companies as a 
whole. 

A reference to Table I. will show the proportion of 
Debenture capital ranges from about 22*6 per cent, to 88*6 
per cent. The proportions of Preferential capital show 
greater variation due, of course, to the fact that whilst 
Parliament keeps a watchful eye on the issue of Debenture 
stock, it is left very much to the companies themselves 
whether Preference or Ordinary stock is issued in respect 
of the share capital for the raising of which they have 
Parliamentary authority. The proportions vary from 28* 8 
to over 58 per cent. In the cases of the North- Western 
and North-Eastern Companies it will be seen that the 
percentage of the preference capital to the total is low, 
being 80.55 and 80.86 respectively. Seeing that these two 
companies pay the largest average dividends of any of the 
large railways, they might well have raised much more 
capital by means of Preference stock. These two com- 
panies, together with the Great Northern and Midland, 
have a comparatively large proportion of their capital in 
the form of Ordinary stock. The Chatham, too, has a 
large proportion of Ordinary stock, but as its Arbitration 
Preference stock included in the preceding column of the 
Table is for all practical purposes in the position of an 
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Ordinary stock, Chatham Ordinary itself may be disre- 
garded. It will be noted that besides the Great Central 
and the North British already alluded to, the Great 
Eastern has a rather small percentage of its total capital 
in the form of Ordinary stock. 



CHAPTER n. 

CAPITAL (eorUimtted). 

In the opening chapter the capital receipts and the 
various forms in which money is raised for capital pur- 
poses are fully dealt with. But to the shareholder it is 
certainly not a less important matter to know how the 
money thus raised is spent. For various reasons the 
capital accounts of our railways have hitherto escaped 
notice in a way which is certainly not altogether creditable 
to the perspicacity of the average railway shareholder. A 
commendable tendency for shareholders and all concerned 
to devote more attention to this matter is one of the most 
striking sequels to recent adverse results. After all, the 
capital account and the raising and spending of money in 
connection therewith, are matters of much more lasting 
importance than the various items of revenue. But the 
average holder of railway stocks is much too apt to look at 
everything from the standpoint of his dividend from year to 
year. This course is quite natural, but it is attended with 
grave dangers. From half-year to half-year the various 
companies publish in the accounts details, often very in- 
adequate, of the expenditure on capital account. Though 
among the large companies from half-a-million to a million 
is frequently spent on this account during the six months, 
the fact is often dismissed by the chairman at the half- 
yearly meeting by a bare mention of the figures, whilst 
with the most minute details he wearies the shareholders 
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with inconsequent remarks and figures relating to all the 
items of revenue for the six months, which the share- 
holders already have before them in the prmted accounts. 
Though capital matters now receive rather more attention 
than formerly, the old lax method is followed in the 
directors' reports— capital matters being glided over whilst 
more than due prominence is given to revenue items. 

Now, as the present writer has insisted for many years 
past, the two weakest points in the financial position of 
our railways are to be found in this direction. First of all 
there is the absolute impossibility of reducing the prior 
charges, and secondly, the lavish charges made to capital 
account. Whilst not taking an alarmist view of these 
matters it is well to insist that still more attention should 
be given to them than has been the case in the past. In 
spite of the great fall in interest (which as regards our 
railways is fully dealt with in a subsequent chapter), in all 
directions in evidence until a few years ago, and probably 
only temporarily checked by the recent war, the railways 
are not in a position to benefit, as practically all the 
Debenture and Preferential stocks issued by them are per- 
petual securities. For all the improvement in their credit 
the companies have not benefitted — all the advantage has 
gone into the pockets of the holders of the prior stocks in 
the shape of enormous rises in prices of these securities, 
which rises have furthermore been facilitated by conversion 
and consolidation operations. Even now whilst nearly every 
corporation, however small, takes the precaution of secur- 
ing to itself the right of redemption at a certain date, our 
Home Hallways go on issuing their three per cent, and 
four per cent, stocks without any provision for redemption, 
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thus leaving the fatnre to take care of itself. This ques- 
tion is undoubtedly a serious one for the ordinary share- 
holders, for with interest on capital permanently reduced 
below the present level, as it may be in course of time, it 
can hardly be expected that even the present reduced 
average return on the whole capital can be maintained, 
whilst any reduction in that return would fall solely on 
the ordinary shareholders, owing to the fixity of the prior 
charges and the impossibihty of making any reduction 
in the interest payable on two-thirds of the capital of our 
railways. In the last three years an unfortunate example 
of this has been witnessed, by ordinary shareholders 
generally, for they have had their dividends seriously 
compressed between the rigid fixed charges on one hand 
and the advance in expenses on the other. 

The other weak point in the financial position of our 
railways is the rapid increase in capital. It is in a measure 
satisfactory to note that the most recent outlays, though 
dangerously large, have shown some reduction. In the 
last four half-years the aggregate outlay of the sixteen 
principal English railways was as follows : — 

1st half, 1900 je8,074,000 

2nd. ,, ,, «/,uDt/,UUO 

1st „ 1901 7,686,000 

^nd ,, ,, .•• ... ••• ••• ••• D, «/«/«/, uuu 

But between 1895 and 1900 there had been a very large 
increase as the following table of the expenditure of all 
British Railways will show : — 
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Year. 


Capital Expenditure 

during year 

in millions of £. 


1890 


14-9 


1891 






... 14-8 


1892 






... 20-9 


1898 






. 170 


1894 






.. iia 


1895 ... 






.. 8-8 


1896 






.. 10-6 


1897 






.. 18'9 


1898 ^ 






.. 18-8 


lo99 






.. 16-6 


1900 






.. 21-6 



Each successive period of growing traffics and increasing 
profits seems to encourage fresh schemes involving enor- 
mous outlays which continue until the next period of 
declining profits comes round again. This was the case in 
1889-1892 and again in 1895-1900. 

The theory upon which our railways work is to charge 
to revenue all that is necessary to keep the line up to its 
original standard of efficiency, and to charge practically 
every addition to its rolling stock, and the cost of all im- 
provexQents and exteneions of their "iyitemink) capital 
account. After making what is considered to be a fair 
charge against revenue for maintenance, repairspand re- 
newals, in addition to the current revenue expensesTlhe 
profits are divid ed lip to the hilt. It is obvious thaf such 
a theory if not acted upon very strictly may lead to serious 
abuses. Even to act up to it to the letter is hardly judici- 
ous in all circumstances, and this is what most companies 



Bailway Capital. 15 



do. For example, a new booking office, a wider bridge, 
expenses incurred in securing an Act for wider powers, 
stamp duty on capital, etc., etc., may be academically fair 
charges to capital account ; but viewed in a purely business- 
like way they are not charges which can prudently be 
treated as such. The straining after ^dividends in excess 
of those which can properly, be paid is in many cases to 
blame, i&s a la_xity which threatens to wre^^UJl^ whole 
finanQial, .^edifice., of,.. the British railway system. As a 
general rule in business an addition to capital which does 
not in any way add proportionately to the profits, is, to 
say the least, not considered wise. But the Boards of our 
railway companies do not look at this side of the matter. 
If they were to be too punctilious dividends would suffer, 
so when a sum of money is expended on what may be a 
very necessary work, if it is academically a fair charge to 
capital, to capital it goes. In fact the question is not how 
little can be charged to capital account, but how much. 
An auditor of a prominent railway company frankly ad- 
mitted to the writer that the present system is faulty. 
But, he saidj^Jhejmsting met^od^Jias^a-prevailed s o long 
and so g enerally that no company dare face the serious 
consequences to their ordinary shareholders of a oEajigS. 
Hadia proper policy been pursued from the first there is 
no doubt that the ordinary stocks would be in a much 
better position than they are now, for fixed charges would 
have been very much lower than at present. The very 
principle now adopted is so dangerous that it needs the 
more to be carefully watched, for i t is c ertain that an open 
capital account is a temptation to wasteful expenditure. 
Charges to revenue are generally kept Tsicyt^ ^ X^sasa^ 
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because of their immediate e£fect on profits, but charges to 
capital being represented only by the interest thereon do 
not at once appear in so concrete a form — whence the 
danger. 

In view of the policy as regards capital expenditure out- 
lined above, it is also essential that the regular revenue 
charges for renewals of rolling stock, and maintenance of 
the permanent way, etc., be carefully examined. If it be 
low, whilst the capital expenditure on lines open for traffic 
is at the same time heavy, it may be surmised that capital 
is being made to bear more than its share of expenditure, 
and such a course must sooner or later tell adversely on 
any company which persistently adopts it. 

The attitude generally taken up by British railway 
boards in regard to this vital question of capital was 
frankly disclosed by Lord Stalbridge at the London and 
North- Western meeting in August, 1901, when he said : — 
** If you will look at the engineer's report on the progress 
** of works (involving heavy capital outlay) you will see 
" that there is hardly one object on which our engineer is 
" busy which you may say will bring in one additional 
" penny of revenue to the company." And the North- 
Westem is deservedly regarded as one of the most conser- 
vative railways ! 

In the second Table (see Appendix) is shown the ex- 
penditure on capital account of the principal English and 
Scotch Eailways during the last ten years. It will be seen 
that the total from 1892 to 1901 amounts to nearly 146 
millions, or an average outlay by the 16 companies of 
nearly 15 millions per annum. In the last column of the 
table is given the increase in the mileage constructed and 
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worked by each company during the period covered by the 
outlay of capital. What strikes one most is the entire 
want of proportion of the additional mileage to the outlay 
of capital. This feature is due to the vast outlay continu- 
ally going on in improving and widening existing lines, 
adding to the rolling stock, et€. 

Examining the second Table in detail we see that the 
Midland expended the most in the ten years, its total being 
over 19^ millions. During the same ten years, of the 
English companies, the Great Central comes second as 
regards its outlay, with a disbursement on capital account 
of nearly 17 J millions, mainly due to the London line. 
The North-Eastern spent over 11 millions, though in this 
sum is included 2J millions in respect of the acquisition 
of the docks at Hull. The Great Northern and North- 
western Companies were very near each other as regards 
actual outlay, with about 11 millions each. But the 
proportionate increase in the capital of the Great Northern 
was considerably over twice as large as that of the larger 
company. Though the Great Eastern and the Lancashire 
and Yorkshire both expended about 7i millions, the in- 
creases in their mileage are small. Of course the Great 
Eastern has spent a great deal of late years on its Metro- 
politan lines to provide for its heavy suburban traffic, and 
as the traffic of the Lancashire and Yorkshire is very dense 
throughout its system, it has spent a good deal in widening 
and improving lines already in existence. The expenditure 
of the South-Eastern Company on capital account has 
also been very large. This is due to the exceptional posi- 
tion it has occupied in the last three years under the 
Working Union with the Chatham, very large sums havmsL 
been spent for joint purposes. 
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With an outlay of over 151^ millions the Great Western 
had the largest addition to its system, namely 448 miles. 
In fact nearly one-third of its outlay in the ten years 
represented the cost of absorbing various subsidiary lines. 

Of the Scotch companies, the Caledonian has expended 
the most between 1892 and 1901, namely, over 10^ mil- 
lions. The North British spent only 8 millions, but raised 
a good deal by forming subsidiary concerns. The Glasgow 
and South- Western was more moderate with an outlay of 
dB3,741,000. 



CHAPTER m. 

REVENUE. 

Ghross revenue has been the one entirely satisfactory 
feature of railway working in recent years, and but for 
the continuous and extraordinary growth therein it is 
difficult to say what might not have happened to share- 
holders' interests. Year by year since 1898 increases have 
been recorded. For all the railways of the United King- 
dom the increase between 1898 and 1900 was over 24 
millions, or nearly 80 per cent., of which over 19 millions 
were absorbed by the additions to expenditure. Gross 
revenue, particularly from passengers, showed further 
increase in 1901, though on a smaller scale than in 
preceding years. 

All our important railways derive the bulk of their 
revenue from the three main sources of goods, minerals, 
and passenger traffic. The proportions ol each traffic 
earned by the various companies necessarily vary greatly, 
depending as they do on the character of the districts 
served by them. The Southern railways are pre-emi- 
nently passenger lines, and derive over three-fiffchs of 
their total revenue from this source. The Northern lines, 
including the Great Northern, Midland, North-Western, 
and Great Eastern, though having a large passenger 
business — particularly the last-named company — never- 
theless earn a large share of their revenue from the 
carriage of j^opds. A few other companies ^\a^^ ^x^ 
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beyond the rest as carriers to a large extent of mineral 
traffic, amongst these being the North-Eastern, Cale- 
donian, Midland, North British, Great Central, Hull and 
Barnsley, and the South Wales Companies. 

In Table III. is shown the total revenue for 1896 and 
1901 of the principal Kailways of Great Britain, the 
amounts and proportions of the receipts derived from 
the three main branches of revenue being given separately, 
whilst miscellaneous receipts are also shown. As regards 
total revenue, the North-Western stands first, with over 
14 millions. This company also commands the first place 
as regards the aggregate amounts of both its goods and 
passenger traffic. Next to the North-Western comes the 
Great Western, with a gross revenue of over £11,893,000 
followed very closely by the Midland, with total receipts 
last year amounting to £11,868,000, or only if 80,000 less 
than the former. Next comes the North-E astern, with 
£9,118,000. Between this company and the Great 
Northern, which is next in order, there is a very large 
gap, for this company's total receipts for 1901 amounted 
to £5,768,000. Both the Great Eastern and Lancashire 
and Yorkshire Companies come rather near to this 
figure. 

Of the Southern railways the South- Western has the 
largest revenue, its figure last year having been over 5 
millions — the highest in its history. Next to it comes the 
South-Eastern and Chatham, with over £4,466,000, the 
Great Central and Brighton following with £8,420,000 
and £3,212,000 respectively. 

The great Scotch railways run each other rather closely, 
though the North British, with its considerably larger 



BevmuB. 21 



mileage, holds the premier position with d64,478,000, against 
the Caledonian figure of £4,824,000. 

Examining the details as shown in Table III., it will 
be seen that the Midland derives as much as 88*18 of its 
receipts from goods traffic. The Lancashire and York- 
shire, which serves a district more dense with traffic than 
any other line in the Kingdom, follows with 84*88 per 
cent, of its gross receipts represented by goods. The 
North- Western obtained last year about 84 per cent, of its 
total earnings from goods traffic. The Southern lines, it 
will be observed, have a very small percentage of goods 
traffic, the largest ratio to total earnings being 19*07 in 
the case of the South-Western, whilst the Brighton is as 
low as 14*21 per cent. From mineral traffic these lines 
derive a still smaller proportion of their revenue, the per- 
centage in the case of those four companies ranging from 
8*81 in the case of the South- Western to 10*21 in the 
instance of the Brighton. 

Though not the largest in amount, the North-Eastem 
secures the largest portion of its revenue from mineral 
traffic. This company, it will be observed, had its revenue 
about equally divided between goods, mineral, and passenger 
traffic last year, the percentage in each case being about 
82, the remainder representing miscellaneous items. It 
is worth noting that the proportions of this company's 
traffic under the three main heads have undergone con- 
siderable changes lately. Since 1889 the proportion of 
the mineral receipts to the total has fallen from about 85^ 
to 81^ — whilst the percentage of passenger earnings has 
risen from under 29 to 88. As a matter of fact, out of a 
total increase in the revenue of this company ^v\i<^^ \$^S^ 
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of about £2,280,000, the growth of passenger traffic is 
accountable for dBl, 027,000, whUst mineral receipts have 
shown an increase of only £467,000. Both the leading 
Scotch railways show a comparatively large percentage 
of their earnings as derived from minerals, as also do 
the Midland, Great Central, and Great Western Com- 
panies. 

It is interesting to note that since 1896 the proportions 
of the various classes of traffic of the Great Central Com- 
pany have undergone important changes, traceable to the 
opening of the London Extension. Passenger revenue has 
increased by 3^ per cent., and mineral receipts by 2 per 
cent., whilst goods earnings are lower by nearly 4 J per 
cent., and miscellaneous income by over 1 per cent. 

In passenger receipts, as might be expected, the 
Brighton Company stands at the top with 72*10 per cent, 
of its total earnings. Next come the South-Eastem and 
Chatham, and the South- Western, showing over 70 per 
cent., and over 60 per cent, respectively of their earnings 
from coaching traffic. The only other company with over 
50 per cent, is the Great Eastern, in which instance the 
percentage of 58*89 is to a large extent accounted for by 
its huge suburban traffic. In 1889 its earnings from this 
source were only 49*16 per cent, of its total revenue. 

Sundries vary a great deal, owing to the fact that the 
items included therein are different in the case of nearly 
every separate company. The large percentage of the 
Great Northern is due to the inclusion of the receipts 
from its joint lines. The Great Central percentage is 
also large (14*44) for the reasons subsequently given. 
The only item common to all the companies included 
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under this head is the comparatively unimportant one of 
" Transfer fees.'* 

As Table III. supplies the gross revenue figures for both 
1896 and 1901 side by side, it is useful for ascertaining 
the tendency of the various classes of revenue. One 
striking feature is that every company included therein 
shews an increase in every branch of revenue, with the 
solitary exception of the miscellaneous income of the 
South-Eastem and Chatham, and as a footnote to the 
table explains that is not actually a decline, but is due to 
a change in the accounts consequent on the working 
union. Another interesting feature is that in almost every 
case passenger traffic bears a larger proportion to the total 
revenue in 1901 than in 1896. The least elasticity has 
been shown by goods revenue, which in the case of nine 
English railways yielded a smaller proportion of the total 
revenue in 1901 than in 1896. 

Theoretically a railway company cannot conduct any 
business beyond that of a carrier on its own line of traffic 
offered it for conveyance, together with the numerous 
operations necessary to enable it to carry on that business 
with efficiency. Nowadays the business of a railway covers 
a great deal more than this, and though the carriage of 
passengers, parcels, mails, merchandise, and minerals are 
the main sources of income, there are various additional 
items of revenue. Among these tnay be mentioned the 
receipts from docks, steamers, canals, hotels, surplus lands, 
and house property. Generally to do anything not coming 
strictly within the business of a railway undertaking it is 
necessary to obtain a Special Act from Parliament. From 
time to time most of the principal railways of this country 
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have secured these powers. Of the fifteen leading English 
and Scotch Eailways twelve are directly interested, and 
hav^ a portion of their capital invested, in steamers, whilst 
one of the remaining three is seeking power to do so. 
Most of them own considerable dock property as well, 
among those having large interests in this direction being 
the North- Western, South- Western, Great Eastern, North- 
Eastem, and Great Central Companies. Various other 
companies own and work canals, including the North- 
western, Great Western, Great Central, and North 
Staffordshire Companies, each of which has important 
interests in waterways. 

In connection vnth the railway ownership of canals it 

may be here noticed that the report of the Select Com- 

Vmittee of 1872 pointed out that of 4,000 miles of canal 

\/ existing in 1866, 1,544 miles had been absorbed by the 

' ^railways. 

The Great Central Eailway probably has more of these 
subsidiary items of revenue than any important company. 
It has steamers, docks, canals, ferry-boats, and derives a 
considerable revenue from rents of property as well. All 
of what were the **Watkin" lines seem to be in an 
especial degree concerned in these auxiliary undertakings. 
Take the South-Eastern for example. Besides its steamers, 
harbours, wharves, and canals, now under the control of 
the Joint Managing Committee, it owns very large hotel 
and other property. The Metropolitan Company also has 
so considerable an amount of land and property that it 
obtained powers in 1888 to create and issue for each £100 
of its ordinary stock £50 of a surplus land stock, which 
takes all the profit derived from its lands, etc. This 
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stock, unoimtiiig to J^640,915, received in 1901 a dm- 
dend of 2f per eeiit. 

As a gexksal rule iliese snhfiadiafy busmesses do not 
pay. Of course the view of the railway companies is that 
though the steamboats or docks, etc, taken by ihemselves 
do not yield a leasonahLe return on the capital invested in 
them, they bring traffic to the railway, and therefore pay 
indirectly. This is no doubt the case in many instances, 
but not invariably. Undoubted^ there is a great deal of 
money hang lost by the Southern railways in the compe- 
tition for the Continental traffic. In Table lY. are shown 
the gross receipts, working e^i^nses, and net revenue in 
respect of steamers in the case of five companies, whioh . 
give these particulars in their published accounts, for the 
years 1895, 1896, and 1901. By reference to the figures 
there given it will be seen that two companies — ^the South- 
western and Brighton show an actual loss on working, 
apart from the interest on the capital sunk in the steam- 
boat traffic. The other three — ^the Great Eastern, South- 
Eastem and Chatham, and Great Central Companies — 
show profits on working, but in no case are they large 
enough to provide a fur return on the capital employed, 
whilst it is very doubtful if they would have shown any 
profit at ail if adequate provision had been made fan 
depreciation and renewals. It will be noted that in the 
case of every company included in the table, except the 
Great Central, tiie results shown for 1901 were poorer 
than those for 1896. This comparative falling off in 
the results derived from the steamboat business only 
emphasises tiie contention so often put forward that rail- 
way companies should not embariL ihssa. ^xs^)Ss^ \i^ ^sc^i^ 
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enterprises. The Great Western is another company 
which sustains a loss on its steamboat working, though 
as the expenses only are shown separately in its published 
accounts it is impossible to give the actual figures. The 
details of revenue in other respects are dealt with more 
folly in the chapters dealing with individual companies. 

Having regard to the long-continued and large growth 
in gross receipts some concern is naturally felt lest revenue 
generally should decline. Increases cannot go on at the 
rate which has been experienced in the past seven years, 
and a maintenance of trade is necessary to prevent any 
falling-off in goods receipts. Passenger traffic is threatened 
in various ways, particularly by the extension of tramway 
competition, and in the Londoif^area, by the proposed 
construction of various underground " tube ** railways. 

Short distance traffic in many areas has already suffered 
from tramway competition, and it will grow, for tram- 
ways are being built on a large scale throughout the 
country, and are often provided not for profit but for the 
public advantage. If the railways can cultivate the long 
distance traffic still more they may not lose by this compe- 
tition : but at present the outlook is uncertain, and calls 
for anxious consideration by the railway authorities. 



CHAPTER IV. 

WORKING EXPENSES, 

Probably no item — or rather group of items — in the 
railway accounts has come more under the notice of the 
shareholders in our railways during the last twelve years 
than the working expenditure. Each year during this 
period (with the exception of 1895 and 1896) has seen a 
considerable increase on the expenses of its predecessor 
quite out of proportion to the concurrent increase in gross 
receipts. In fact, the poor dividends of 1900 and 1901 
were directly due to this extraordinary advance. In spite 
of an advance in gross receipts entirely unprecedented in 
the history of railways, working expenses have grown at 
a still more rapid rate, so that in 1900 the ratio of ex- 
penses to receipts for the whole railway system of the 
United Kingdom had risen to the record figure of 62 per 
cent., and for 1901 the rate will probably not be less than 
68 per cent, on the average. As an example of what had 
been going on between 1889 and 1901 in this way take 
the four " Heavy ** lines. Compared with 1889 the ex- 
penses of these companies showed an increase of 
£11,007,000, or a growth of over 60 per cent, in twelve 
years. In the same period the gross revenue of the 
same lines increased by £10,414,000, or about 80 per cent. 
Thus it will be seen that the addition to expenses in the 
period of twelve years from 1889 to 1901 was £698,000 in 
excess of the increase in gross earnings, enormous though 
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this latter was. This sum, in addition to the very con- 
siderable amount required to meet the growth of capital 
charges, caused a serious reduction in the amounts avail- 
able for dividends on the ordinary stocks, necessitating 
large and general falling-off in the rates of distribution in 
1901 as compared with 1889. Here are the figures for 
the four companies referred to : — 

Working Expenses. 

1889. 1901. 

Great Western £4,185,062 £7,175,876 

London & North-Western 5,816,926 8,829,268 

Midland 4,880,771 7,088,914 

North-Eastern 3,622,714 6,928,911 



Total ... £17,955,478 £28,962,968 



Gross Receipts. 

Great Western £8,517,527 £11,851,778 

London & North-Western 11,392,625 18,901,296 

Midland 8,881,119 11,188,981 

North-Eastern 6,844,118 9,112,179 



Total ... £85,085,384 £45,499,179 



There is no doubt whatever that abiiormal influences 
were at work during the period covered by the above 
figures, and the effects were felt by every company. The 
tendency in all businesses of long standing is for working 
expenses to increase steadily, and certainly the railways 
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have not been exempted from this rule, though it is doubt- 
ful if ever before in their history working charges took 
such a sharp spurt upwards as during the period of twelve 
years already alluded to. 

A competent writer on the position of railway companies 
over forty years ago, in discussing their future prospects, 
held out to the shareholders the hope of considerable re- 
duction in working expenses. This is far from being 
realised, for the ratio of expenses to receipts on the prin- 
cipal lines, which was then about 40 per cent., compares 
with an average of about 63 at the present time. The 
effect of the increase in expenses between 1889 and 1901 
was to raise the ratio from 52 to over 63. In Table V. 
the actual revenue expenditure on the principal lines is 
shown for the years 1896 and 1901, together with the 
ratio to gross receipts in the case of each company. 

From the Table it will be seen that the two large Scotch 
lines are worked at considerably lower cost than the 
principal Enghsh lines. Of the latter the Brighton and 
Lancashire and Yorkshire Companies show the lowest 
rate of working. The Great Northern shows the highest 
percentage of working expenses to gross receipts, its 
figure being over 67 per cent. For some reason or other 
the ratio of expenses of this line has, for a long time, 
largely exceeded that of other important companies. 
Next to the Great Northern comes the South-Eastem and 
Chatham with 66.57 per cent. Next comes the Great 
Central with the high rate of 66.26 per cent, to be traced 
largely to the increased cost of working the London ex- 
tension. Li 1896 its ratio of working cost was only 52 
per cent. Since 1896 the South-Eastem and Ch&tb&xs^ 
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ratio has advanced by about 14 per cent., but mis is mainly 
to be attributed to the efforts made recently to overtake 
arrears in the provision made out of revenue for mainten- 
ance of way and rolling-stock. The North-Eastern ratio 
of 65 per cent* is the highest of the big railways, and is 
directly due to the very liberal provision which it regularly 
makes for the upkeep of the system, which is the strong 
point in its financial position. In the case of the other 
companies the ratio last year ranged from 61 to about 68 
per cent. 

The items of working expenditure which have shown 
the most important increases during recent years are 
" Coal," '* Wages," " Bates and Taxes," and ^'Materials." 

From 1888 to 1896 a phenomenal advance took place in 
the wages bills of the various companies, due to a move- 
ment in the direction of shorter hours and to higher rates 
of wages which came into operation. Since 1896 this 
item of working expenditure has continued to grow but 
not at so rapid a rate, particularly having regard to the 
very important growth in traffic between 1895 and 1900. 

No sooner had the rapid growth in wages shown some 
signs of slackening than an entirely unprecedented ad- 
vance began in the railway coal bills, which, before it had 
ceased, entailed a loss of millions of pounds to railway 
stockholders. This increase began in a quiet way in 
1897 and 1898, but m 1899, 1900, and the first half of 1901, 
it grew to enormous proportions. Subjoined are the ad- 
ditions to cost of coal in the four half years from the 
middle of 1899 to dOth June, 1901, in the case of the 
twelve leading English Companies : — 



Working Expanut. 



Half-year to 
31st December, 1899 
80th Jnne, 1900 ... 
31st December, 190O 
30th Jime, 1901 ... 



Addiijona to 
coBt of Fael. 
. £353,000 
. S16,000 
. 957,000 
. 648,000 



Total 



,. £2.474,000 



I 



Thus the total growth was nearly 21 millione, and, of 
oouree, the cumulative addition was mnch greater. In 
the second half-year of 1901 the same companies saved 
^6510,000, which still left about two millions per annum of 
pobsible further saving if the prices of coal existing in 
1899-1899 are reverted to. In fact, the saving ought to 
be larger, because the high cost of fuel in the last few 
years has indcced the companies to effect considerable 
eavinga in train mileage. Had not the years 1899-1901 
been remarkable for a continued growth in gross receipts, 
the effect of the abnormal additions to the cost of fuel in 
the same years would have been even more disastrous. 
The prospective saving in this item of expenditure is one 
of the brightest features of the immediate outlook. 

Another item of working expenses which has grown 
continuously, and which, unfortunately, cannot be ex- 
pected to show any reduction in future, is " Bates and 
Taxes." For this the multiplication of local bodies, 
armed with spending powers which they know how to use, 
is largely to blame. County Councils, Borough Counoila, 
Village Councils, Bchool Boards, &c.. &c., have added 
enormously to local taxation, and, unfortunately, the 
railway companies, whilst contributing a very large 
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proportion of the expenditure, have no control over it, 
except such as railway shareholders indirectly exercise as 
individuals. In fact, ^* taxation without representation " 
in the existing principle. 

What the increase in ** Bates and Taxes " has been 
since 1891 will be seen from the following table, showing 
the total payments on this account of all the railways of 
the United Kingdom. 









Total amount of 


Increase compared 


Year. 


Kates and Taxes. 


with previous year. 


1891 


• • • • 


£2,246,000 




1892 






2,869,000 


£128,000 


1898 






2,588,000 


219,000 


1894 






2,816,000 


228,000 


1895 






8,011,000 


195,000 


1896 






8,149,000 


188,000 


1897 






8,294,000 


145,000 


1898 






8,425,000 


131,000 


1899 






8,582,000 


157,000 


1900 






8,757,000 
increase... 


175,000 




Total 


...£1,511,000 



The whole principle of taxation of railways is unsound, 
\They are assessed not as individual companies, but each 
-Railway is chopped up among the various rating areas 
through which it passes, and they endeavour to obtain as 
much as possible. la short, what is called ''the parochial 
principle " is adopted, namely, the net earnings of the 
railway in each separate rating area are made the basis of 
assessment. The Eoyal Commission on Local Taxation 
in their Beport have recommended that railways and 
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similar undertakings should be assessed as a whole, and 
then the total valuation apportioned among the various 
local authorities on a train mileage basis. This is, ob- 
viously, a business-like reform ; but various local bodies, 
the London County Council among them, have indicated 
that they are opposed to any change. 

The other item of working expenditure which has grown 
in recent years is ** Wages." Part of this increase is, of 
course, attributable to increase in the work done. But 
the major part is a direct consequence of a higher scale of 
wages all round, taking either the form of an increased 
payment for the same amount of work done, or shorter 
hours without the reduction of wages, necessitating the 
employment of more men. The Railway Servants (Hours 
of Labour) Act of 1898, had the effect of giving an im- H^ 
petus to a movement which had already begun, by giving i 
the Board of Trade power to inquire into cases of alleged 
excessive hours, and also authority to call for a revision of 
scheduled hours if they deemed such a course necessary. 
For their own protection railway companies have long ago 
discovered that long hours should be avoided wherever 
possible, and in view of the millions expended by them in 
their efforts to attain this end, it is a somewhat curious 
indication of the attitude of the House of Commons to- 
wards railway interests that in February, 1902, a vote 
adverse to railway interests on this very hours question 
was passed. Perhaps, however, the fact that it gave the 
Opposition a chance of snatching a party victory over the 
Government explained this unreasonable and unjustifiable 
course of action. Efforts of paid agitators have, in recent 
years, somewhat disturbed the traditional cordiality of 
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the relations between railway servants and the companies, 
and strikes and rumours of strikes have arisen. But an 
important judgment, delivered in July, 1901, in the Taff 
Vale Bailway Strike case, will probably curb the efforts of 
the agitating societies, for the House of Lords has declared 
that the funds of these societies are liable to meet claims 
for compensation due in consequence of the acts of their 
duly appointed officials and representatives. Funds of such 
societies collected for Widows and Orphan Funds have 
generally been available as a *' Fighting Fund " in case 
of strikes, but the important decision alluded to may pre- 
vent this in future. In any event, it is absurd to allow 
third parties to interfere between railway companies and 
their servants, having regard to the fact that the latter 
are quasi-public servants, and as such are protected by 
special legislation. 

In Table VI. we show the amounts paid in wasjes by the 
nine principal English Companies in the various depart- 
ments, for the years 1889, 1895, and 1901. This indicates 
that the payments increased during the whole twelve 
years by £7,095,000 or 64 per cent. It will be noted from 
the table that these nine companies alone paid nearly 
20i millions in wages in the year 1901. The Midland 
Company shows the extraordinary increase since 1889 of 
JB1,688,000, or 70 per cent. ; and since 1895 its additional 
wages amount to rather over a million sterling. Not only 
is this the largest increase of any company, but it leaves 
the Midland in 1901 with the largest wages bill of any 
railway in the country. The North- Western shows the 
next largest increase since 1889, namely, J61, 180,000, and 
the Great Western follows hard after with nearly a million 
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^■advance. Examining the details of increases m the 
^■various departments, it will be found that mora than half 
BTOBe in the traffic department alone. 

Between 1889 and 1901 the increase in wages paid by 
the four "Heavy" lines alone was nearly i\ milliona 
sterling. The war from 1899 onwards undoubtedly tended 
to add to WE^es, because various companies contributed to 

I&e support of families of reserve men who went to the 
Eront, and the absence of a large body of unskilled 
labonrers also had the effect of maintaimng wages. 

In taking a retrospective view of working expenses, it 
must be borne in mind that the exceptionally large ad- 
ditions to the items prior to 18&6 were attributable to ab- 
normal circtunstaDces which unfortunately arose during a 
period of declining trade, but since then the traffic has 
enormously expanded. Throughout the past twelve years, 
liowever, wages and, indeed, expenses generally have in- 
creased in much greater ratio than the traffic ; conse- 
quently, it has been a very serious matter for the ordinary 
Bhaieholders. The outlook is for a large saving in coal 
and materials, but no economies in wages or rates and 
taxes can prudently be looked for. If the steps, which the 
writer and others have urged should be taken in the 
direction of reformed methods of working are successful, 
then a very great saving in expenditure can be effected. 
For an excellent statement of the case for such improved 
methods, and the estimated advantages therefrom, the 
reader is referred to a recent pubhcatiou, entitled " Tht\ 
British Bailwatf Fontion," by G. PaM (The Statist Office, \ 
Gannon Street, E.O.), with an introduction by the very able 
^Lknd progressive Manager of the North Eastern iLKvVnv^ . 



CHAPTER V. 

NET REVENUE. 

Having in Chapters IH. and IV. dealt with gross 
revenue and working expenses, the next stage is net 
revenue. The amount carried from the revenue account 
to the net revenue account each half-year is for the sake 
of distinction, generally termed the ** net revenue from 
traffic." To this is added on the credit side of the net 
revenue account sundry items such as dividends on invest- 
ments, interest received on surplus funds (when the capital 
account happens to show a credit balance, which is not 
often the case as regards the large companies) and further, 
the balance brought forward from the preceding half-year. 
These items together, shown on the credit side of Account 
No. 10, represent the total fund for the half-year avail- 
able : — (1) for the payment of rents of leased lines and 
guarantees ; (2) interest on loans and Debenture stocks, 
Lloyds bonds, etc., in order of priority; (8) dividends on 
Guaranteed stocks ; (4) dividends on Preference stocks ; 
(5) dividends on Ordinary stock. After meeting the 
payments for rents, guarantees, interest on loans and 
Debenture stocks, that is items 1 and 2, the balance 
remaining is termed the " balance available for dividend,'' 
and the sum thus shown is carried to another account 
(No. 11) showing '* Proposed appropriation of Balance 
available for Dividend." In this are set out in their 
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proper sequence the dividends on the Guaranteed and 
Preference stocks, and anything thereafter remaining is 
allocated to the Ordinary stock. 

Table Vn. shows the net revenue of the leading com- 
panies for the year 1901. This statement further shows : 
(a) the amount and proportion of the rents, Debenture 
interest, and other obligatory charges ; (6) the amount 
and proportion of Guaranteed and Preference dividends ; 
and (c) the amount and proportion distributed on the 
Ordinary stock. In dealing with capital reference was 
made to the importance attaching to the relative amounts 
of these three forms of capital, especially in regard to the 
security of the Preference stocks on the one hand, and 
the fluctuations in the dividend on the Ordinary stock 
on the other. In Table I. are shown the proportions of 
the three classes of stock to the total capital. Table VII. 
goes a step farther than this, for showing as it does the 
proportions of the net revenue distributed on the three 
descriptions of stock, it of course makes full allowaixce 
for the varying rates of interest on the prior stocks of 
different companies, and also for the varying rates of 
dividend on the Ordinary stocks. Though the figures 
necessarily fluctuate with the net revenue from year to 
year. Table YII. on the whole presents the more reliable 
view of the financial constitution of the various companies 
for the purposes of comparison. 

According to Table YII. it will be seen that the per- 
centage of debenture, etc., charges to the total net revenue 
ranges from 22*89 in the case of the Midland to 70*57 
in the instance of the Chatham Company. It will also be 
noted that the Great Central proportion of Debentures ^ ' 
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prior charges is high at 68*07 perc^it. This is accounted 
for by the large amount of interest paid on the Lloyd's 
bonds, which rank next to the Debenture stocks. The 
bonds have been issued to provide part of the funds needed 
to complete the London extension, as the Share capital 
provided therefor was very far from being sufficient. An 
explanation of what Lloyd's bonds are is given in Ohapter X. 
The effect of issuing them, together with the falling off of 
Preference dividends has been to raise prior charges to 
68*07 per cent, of the net revenue, against only 82*82 per 
cent, in 1896. The Great Eastern, which like the Chatham 
and Great Central, has seen its time of financial difficulties, 
also has a large percentage of debenture charges, the ratio 
being nearly 45^ per cent, of the net revenue for 1901. 
Li the past all these companies, owing to their financial 
disabilities, have had to raise a great deal of money for 
absolute necessities in the shape of prior stocks, for only 
by this means would they have obtained the required 
capital. It will be seen that the Lancashire and Yorkshire, 
North-Western, Brighton and North-Eastem Companies 
show their proportion of debenture, etc., charges to total 
net revenue of from only 24 to 27^ per cent. The North- 
Western and North-Eastem ratios are low, being only 
26*06 and 24*15 per cent, respectively. The other 
"Heavy" line — the Great Western — shows a considerably 
higher ratio, namely, 86 per cent. So that in spite of 
the fact that the total net revenue of both the North- 
western and the Midland exceeds that of the Great 
Western, the obligatory charges of the latter are the 
largest of any company. This is partly explained by the 
fact that in 1901 the Great Western paid a large sum in 
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respect of rents of leased lines, and guarantees to subsidiary 
companies. 

Preference charges as shown in Table VII. also Tary 
considerably. The lowest percentage is that of the North- 
Eastern, namely, 27 38, though the North- Western is also 
veiy low, namely, 29.10 per cent The highest ratio is that 
of the Great Northern Company, namely, 42*82 per cent 
Next comes the Lancashire and Yorkshire with 42*42 per 
cent, of its revenue distributed in Preference dividends. The 
Brighton Company also has a heavy proportion of prefer- 
ence charges — rather over 41 1 percent, of the net revenue. 
That was the main reason why the directors determined to 
raise the further capital required in the form of Ordinary 
stock on two or three occasions in the last twelve years, so 
that the security of the Preference stock might be improved* 
It is also important to note that though the proportion of 
the preference charges of the Brighton Company is above 
the average, that of the debenture charges is decidedly 
below the average, being as already stated, only 24*58 per 
cent. The Great Eastern, Great Western, South- Western, 
Great Central, and Midland do not vary much, their ratios 
ranging from 85*11 to 87*58. 

Regarding the Great Central and Chatham percentages 
of net revenue distributed on the Preference stocks it 
should be remembered that they appear smaller than 
would otherwise be the case from the fact that the prefer- 
ence dividends are not by any means paid in full. 

From the necessities of the case the proportions of net 
revenue distributed on the ordinary capital show the most 
variation. At the bottom are the Chatham and Great 
Central with nothing, and at the top the North-EasterUi 
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^hich in 1901 paid as much as 48-22 per cent, of its net 
revenue in dividend on its Ordinary stock. The pro- 
portion may be said to agree roughly with the prosperity 
or otherwise of the various companies. Where large 
dividends are being paid the companies have issued more 
Ordinary stock, and thus further enhanced the proportion 
of their distribution on that form of capital. The Chatham 
and Great Central are, of course, at the bottom, where 
their comparative financial standing merits. The South- 
E astern is a little better off, for it paid 18*05 per cent, of 
its net revenue in ordinary dividend in 1901, though five 
years before it paid nearly 40 per cent. A little higher 
comes the Great Eastern, which has wonderfully improved 
during the last fifteen years, with nearly 19 per cent of its 
net revenue distributed on the ordinary capital. In 1892 
only 14 per cent, was distributed on its ordinary stock. 
Then comes the Great Northern, with 26-03 per cent, 
distributed on the Ordinary stock. Next comes the Great 
Western with 28*77 per cent. The ordinary capital of 
this company is relatively small, probably owing to the 
fact that it is only within the last fifteen years or so that 
it could raise money by this means with advantage. 
Consequently, though it paid a fair dividend for 1901, the 
proportion distributed is small, owing to the relative 
smallness of its ordinary capital. Tracing the per- 
centages upwards we eventually arrive at the Lancashire 
and Yorkshire with 30*04, the South- Western with 35-24 
per cent., the Midland with 39-98 per cent., the North- 
western with 44.93, and finally the North-Eastem with 
48-22. 
Of the Scotch Companies, both the Glasgow and South- 
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Western and the Caledonian distribute a considerable pro- 
portion of their net revenue on their Ordinary stocks. On 
the other hand the North British paid away a small per- 
centage of its net profits in dividend on its ordinary 
capital. The Ordinary stock of this company is small for 
the same reason that the Ordinary stock of tiie Great 
Oentral and Great Eastern is small, namely, because it has 
found it necessary to raise a good deal of capital by the 
issue of Preference stocks, owing to the uncertain position 
of its ordinary stock. 



CHAPTEE VI. 

DEBENTURE GUARANTEED AND PREFERENCE STOCKS. 

Most of the Debenture Guaranteed and Preference 
stocks of our railways are so well secured that by the 
Trust Investment Acts of 1889 and 1898 they were made 
eligible as Trustee Investments, the sole condition being 
that such stocks form part of the capital of a company 
which for the ten years immediately preceding the invest- 
ment paid a dividend of not less than 8 per cent, on its 
ordinary stock. 

The Trustee Investment Act of 1898 also permits 
investment in any securities authorised by order of the 
High Courts of Justice of England and Ireland. Among 
these — which are generally known as "Chancery stocks*' — 
are Debenture, Preference, Guaranteed, or Bent -Charge 
stocks of railways in Great Britain or Ireland having for 
ten years next before the date of investment paid a 
dividend on Ordinary stocks or shares. 

Most of our large companies comply with the first- 
named condition, and in consequence there has for many 
years been a large demand for their prior stocks on the 
part of trustees. The result was large appreciation in the 
values of these securities and a considerably diminished 
yield down to 1896. Since then dearer money and the 
war have induced considerable depreciation. The rise in 
the Bank rate to 4 per cent, in October, 1896, marked the 
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beginning of a period of falling prices. Below we show at 
different periods the yield on the Debenture and Preference 
stocks of several leading companies to illustrate how large 
has been the reduction in yield on this class of invest- 
ment : — 





**fif' 




1885 




O"***" 


-O w. 


Debenture Stocks — 


1870 


1880 


1889 


1896 


1902 


Great Northern 


40 


8-6 


8-4 


8-1 


2-6 


2-9 


Great Western 


4-4 


8-8 


8-4 


81 


2-6 


2-9 


London and North- Western 


4-0 


8-6 


8-2 


8-0 


2-6 


2-9 


Midland 


4-0 


8-6 


8-4 


81 


2-6 


2*9 


North-Eastem 


40 


8-7 


8-4 


81 


2-6 


2-9 



Preference Stocks — 

Great Northern 4-6 8-9 8-6 82 2-7 8-2 

Great Western 4*6 8-8 8-6 8*2 2-7 8-1 

London and North-Western 4-4 8-8 8-6 8-2 2-7 8-1 

Midland 4-4 8-8 8-6 8-2 2-7 8-1 

North-Eastem 46 8-8 8-6 8-2 2-7 81 

It will be noted that in the interval between 1896 and 
1902 the yield per cent on these typical prior stocks 
increased by 10 per cent, and upwards. Until the autumn 
of 1896 practically continuous appreciation in them had 
taken place largely as the result of special influences. The 
area of Trustee investments was strictly confined, whilst 
for several years prior to 1896 abnormally cheap money 
was a potent influence. Dearer money, the influence of 
the war expenditure since 1899, and the increased area of 
Trustee investments has led to a less urgent demand for 
Home Railway prior stocks, and as a result the present rate 
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of return is substantially higher than that current six 
years ago. The admission of various Colonial stocks as 
Trustee investments under the Colonial Stock Act, 1900, 
has very materially increased the securities available, and 
moreover the higher yield afforded by them often turned 
the scale in their favour. Another influence which has 
very materially increased the supply of stocks available for 
trusts has been the increasing tendency on the part of 
leading municipalities to employ public funds in tramways, 
waterworks, gas works, docks, and numerous other under- 
takings, with the result^that their obligations are increas- 
ing very rapidly, and the opportunities for trust investment 
correspondingly enlarged. 

But after making all allowances for changed conditions 
which are not of a merely temporary character. Home 
Railway prior stocks will probably recover when the adverse 
effects of the recent war on all high-class stocks are 
removed. As an example of the depreciation let us take 
London and North- Western 8 per cent. Debenture stock. 
In 1896 that security reached the figure of 126 ; but early 
in 1902 it was only quoted at 102^. The security, in spite 
of the decline in profits of the North- Western between 
1899 and 1902, is excellent, and in this and all good Home 
Bailway Pre-ordinary stocks a fair recovery is to be 
expected during the next few years. 

A large proportion of the capital of our large railways 
was issued prior to 1870, and had they been in a position 
to benefit by the improvement in their credit there would 
have been a very large reduction in prior charges and 
corresponding improvement in the position of the ordinary 
stocks. But, as pointed out in a previous chapter, the 
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securities of our large railways being perpetual, the benefit 
arising from their improved credit has gone solely to the 
holders of these stocks in enhanced capital values. The 
railways have not benefitted at all as regards the capital 
issued prior to 1870, except here and there to a- slight 
extent, where they were able to pay off loans and redeem- 
able stocks by the issue of securities carrying lower rates 
of interest. The only advantage gained by the railways 
has arisen from the gradually improving prices and lower 
rates of interest on the issue of capital from time to time 
since 1870. With all their other faults it is certain that 
the American method of financing railroads by the issue of 
redeemable bonds, has had advantages over the English 
system. Most of the large American railways have 
reduced their prior charge to a very large extent with the 
improvement in their credit, and they are still in a position 
to benefit from further improvement. Certainly the 
system of terminable obligations would have been more 
successful in the case of English than of American rail- 
ways, for the latter, though in a position to benefit by 
improved credit have not on all occasions acted with an 
eye to the improvement of their financial standing. 

Whilst even at the present time almost every petty 
corporation reserves the right to redeem its issues at or 
after a certain period, our large railways with equally good 
credit continue to issue pergetual stocks. It is doubtful 
if, when converting the Debenture stocks by increasing 
the nominal amounts as many of them have done, the 
companies would not have been wise to demand as a 
'< quid pro quo " from the holders a stipulation that the 
company should have the option of redemption after a 
certain period. 
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The position of a Debenture or Preference stock depends 
a good deal on the margin of revenue behind it. If that 
margin is large the security is comparatively good, and 
the prospect of loss of dividend remote. If the margin is 
small, the possibility of an adverse year, when not only 
would the margin disappear, but the dividend on the 
Debenture or Preference stock be partially, if not altogether, 
in default, has to be reckoned with, and a stock in such 
a position of course commands a comparatively low price. 
As matters stand none of the Debenture stocks of any of 
our large railways are in what would be termed an insecure 
position. The relative margins of security behind them 
vary of course, but even in the worst cases a considerable 
sum of net revenue would have to disappear before the 
Debenture stocks would be affected. In a few instances 
the security behind the Preference stocks is either non- 
existent or rather slender, and as these stocks are a good 
deal lower down the scale than the Debenture stocks, the 
question of whether the margin is large or small comes, of 
course, more into play. 

In Table YIII. is shown the percentage of net sevenue 
in 1896 and 1901 existing behind the last Debenture stock, 
and also behind the last Preference stock of each company. 
Many of the large companies have consolidated their prior 
stocks, but there are several notable exceptions. The 
North British and Great Central Companies probably have 
a larger number of different issues than any other company, 
but there is no dif&culty in determining their priority, as 
they rank in order of the dates attached to them. There 
is a great disadvantage in numerous small issues, in that 
the market is restricted as compared with one large issue. 
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and in the case of several companies consolidation schemes 
might be introduced with advantage. As a matter of fact, 
the North British has this power, but has not yet 
exercised it. Eegarding Preference stocks at present 
having a small margin of security, it should be noted that 
an improvement in the ordinary dividends behind them 
would result in an enchancement in value, as these stocks 
have the potentiality of considerable improvement in price. 



CHAPTER VII. 

ORDINARY STOCKS AND DIVIDENDS. 

Under the general heading of Ordinary stock there exists 
quite a variety of junior securities of our railways. In the 
first place there are the Ordinary stocks pure and simple, 
with dividends and prospects varying according to the in- 
dividual characteristics of the line on which each is de- 
pendent. Then there are the Preferred Ordinary stocks, 
which, although in all they numher ahout fifteen, are of 
various kinds ; and there are the corresponding Deferred 
Ordinary stocks, which also possess varying rights. After 
these come the subsidiary stocks referred to in a preceding 
chapter, which carry rights to share dividends on the Or- 
dinary stock after a certain rate has been paid thereon. 

In Table IX. are shewn the dividends paid on the 
Ordinary stocks of the leading lines for the last eleven 
years. Included therein it will be seen there are three 
companies which paid no dividend on their Ordinary stocks 
during 1901 — namely, the Great Central, Chatham, and 
District. The Chatham is only paying part of the dividend 
on its Arbitration Preference, and before its Ordinary stock 
can rank, the dividend has to be paid on the Second Pre- 
ference. 

The Great Central has paid nothing on its ordinary stock 
since 1898, when the interest on London Extension capital 
first fell upon revenue. In fact, many of its Preference 
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stocks have suffered a partial or total loss of diindend since 
then. The following table will show exactly what divi- 
dends have been unpaid on the junior pretarences since the 
period of default in payments began : — 

Year. 



Stock. 




189a 


1899. 


1900. 


1901. 


5 per cent. Pref. 


1872 


5 


5 


5 


5 


5 


1874 


5 


5 


nil. 


2 


5 


1876 


5 


5 


nil 


nil. 


5 


1879 


5 


8 


nil. 


nil. 


5 


1881 


5 


^ 


nil. 


nil. 


4 


1889 


4 


2 


nil. 


nil. 


4 • 


1891 


4 


nil 


nil. 


nil. 


5 


1894 


*6 


nil. 


nil. 


nil. 



The District paid nothing on its 5 per ceni Extension 
Preference for the second half of 1900 or for the year 1901, 
and in those three half-years there existed a deficiency in 
the Guaranteed dividend which is, of course, cumulative. 
The dividends paid in 1901 on the Ordinary stocks range 
from f per cent, on Hull and Bamsley to 6} per cent, in 
the case of the Barry Company. 

On the rates paid on the Ordinary stock itself the divi- 
dends on the Preferred and Deferred Ordinary stocks 
depend, and the distributions on the latter stocks are 
shown in the second part of Table IX. In every case ex- 
cept six the Preferred and Deferred Ordinary stocks exist 
alongside the Ordinary stock itself. The six exceptions 
are the Oreat Central, Great Northern, Oreat North of 

* Until 25th August, 1898, paid out of capital. 
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Scotland, Glasgow and South Western, Midland, and 
North British, all of which carried out compulsory con- 
versions of the whole of their Ordinary stock. 

In order to make the second part of Table IX. intel- 
ligible, it is necessary to explain the position of the 
various classes of Preferred and Deferred stocks. 

The oldest group is that comprising the Brighton, South 
Eastern, and Great Central Preferred and Deferred stocks. 
Under the Eegulation of Eailways Act, 1868, ** Any Com- 
** pany which in the year immediately preceding has paid 
** a dividend on their Ordinary stock of not less than three 
** pounds per centum per annum may, pursuant to the 
** resolution of an extraordinary general meeting, divide 
" their paid-up Ordinary stock into two classes, to be and 
*'to be called the one Deferred Ordinary stock, and the 
"other Preferred Ordinary stock." In terms of the Act 
referred to, for each J6100 of Ordinary stock there may be 
issued at the request of the holder and in substitution for 
the Ordinary stock £60 of a Preferred Ordinary entitled to 
a dividend in each year, out of the dividend available for 
the Ordinary stock, of 6 per cent, and J650 of a Deferred 
stock entitled to the balance. This enactment, though 
taken advantage of by the three companies already referred 
to, and also by the Metropolitan, does not suit modern 
conditions, and in fact has not been put in force since 
the Brighton Company adopted its provisions in 1875. 
In the first place the payment of 8 per cent, in one 
single year can hardly be considered a reliable basis on 
which to issue a stock which is dependent for its full divi- 
dend on the maintenance of that rate. This accounts for 
the existence of the Great Central Preferred Ordinary stock 
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I which liEia received nothiiig for several years, whilst that 
company hits only paid the full dividend on its Preferred 
Ordinary twice since the creation of the latter in 1879. 
In terms of its Act of 1897 all the unconverted Ordinary 

■ stock was replaced by Preferred and Deferred. 
The other two Preferred stocis of this group ore those 
of the Brighton and Sooth Eastern. The farmer has since 
P its creation had its full dividend regularly every year, but 
the South Eastern Preferred Ordinary issue only received 
4 per cent, for 1901, that being the first year for which its 
holders had to suffer any shortage. 

The Deferred stocks of the Brighton and South Eastern 
show fluctuations in their dividends to the estent of double 

I the fluctaations in the dividends on the Ordinary stocks of 
those lines for the simple reason that each Jb'lOO of the 
Deferred carries what may be tei'meJ the " tail end " of 
JB200 of Ordinary stock. 
The next class of Preferred and Deferred Ordinary stocks 
comprises only two — the Caledonian and North British 
stocks. Both are more modern creations, the former hay- 
ing come into existence in 1890 and the latter in 1888. 
In each case £100 of Preferred and £100 of Deferred was 
issued in exchange for flOO Ordinary stock. In the case 
of the Caledonian it was optional on tlie part of the holders 
of Ordinary stock, whilst in tlie ease of the North British 
the whole of the Ordinary stock was compnlaorily con- 
verted, the old Edinburgh and Glasgow Ordinary stock 
being merged in the new Deferred of the latter company. 
The system of issuing £100 per cent, of both Preferred 

and Deferred stocks is known as duplication, in contra- 

^^Uistinction to the old plan already referred to, of "dividing" 



52 Investment and Speculation in British Railways. 

the Ordinary stock into £60 per cent, of each security. 
The main distinctive feature of the two Scotch Preferred 
Ordinary stocks is that they are only entitled to their fixed 
rate of 8 per cent, per annum out of the profits available 
for dividend on the Ordinary stock in each half year. 
This lessens the value of the preference right of the Pre- 
ferred Ordinary, but correspondingly improves the status of 
the Deferred stock, which in the case of the North British 
is entitled Ordinary stock, though it is only a Deferred 
Ordinary security. The Midland company proposed in 
1897 to convert its Ordinary stock compulsorily on this 
half-yearly principle, but finally decided to make the Pre- 
ferred rank on the year. 

A third group of Preferred and Deferred Ordinary stocks 
comprises the Midland, South Western, Glasgow and 
South Western, Barry, Khynmey, Great North of Scotland, 
and Isle of Wight railway stocks. All these stocks are 
duplications of the old Ordinary stock, and though the 
Preferred issues carry varying rates they are all secured on 
the complete year's net revenue, except the last-named. 
Midland and Glasgow and South Western Preferred Or- 
dinary stocks are 2| per cent, issues, and their conversions 
were made compulsory. Great North of Scotland Preferred 
Ordinary is a 8 per cent, stock and its conversion was 
compulsory. South Western, Barry, and Ehymney Pre- 
ferred stocks are 4 per cent, issues secured on the year's 
profits, and are the outcome of voluntary conversions. 
Isle of Wight Preferred is a 4 per cent, issue, and is 
secured on the half-year only. 

Several companies occupy a special position as regards 
their conversions. The Central London, for example. 
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divided a number of its original £10 shares into Preferred 
and Deferred half-shares, the former entitled to 4 per cent. 
preference on the jear. All the shares have since been 
coDTerted into stock. The Great Northei'n and City also 
has haK its Ordinary capital is the form of a 4 per cent. 
Preferred or "A" share entitled to 4 per cent. onS of 
each year's profits and ranlitiig rateahly with the Deferred 
or "B" share in any excess over 6 per cent, on the 
latter. 

Another special case is that of the Great Northern, for 
though the Preferred Ordinary stock of that company is 
entitled to 4 per cent, out of the profits available for the 
ordinary stock, like the South Western Preferred Ordinary, 
it is constituted on quite a difi'erent basis from the latter. 
For each £100 of original Ordinary stock of the Great 
Northern stilt remaining nndivided there was issued in 
1890 (a) &15 of a 4 pet cent. Preferred Ordinary and (6) 
iESO of a Deferred Ordinary. Instead of the Ordinary 
stock being " duplicated " therefore as in the instance of 
the South Western it was only nominally increased by 26 
per cent. Further it will be noted that whilst 8 per cent, 
on the original Ordinary stock of the Great Northern 
vould suffice to satisfy the full dividend of 4 per cent, on 
the Preferred Ordiuai-y stock, the South Western requires 
to pay at least 4 per cent, on its Ordinary stock in order 
that it may pay the full rate on its Preferred. But as 
the South Western is earning a considerably larger 
average dividend on its Oi-dinary stock than the Great 
Northern, it is able to pay the larger rate of 4 per cent, 
and yet leave a balance for the Deferred. So much for the 
Preferred Ordinary stock of the Great Northern Company, 
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The Deferred stock of this company also has its charac- 
teristics. As only £50 of Deferred stock was issued to 
represent J6100 of Ordinary, it follows that £100 of the 
former carries the reversionary rights of £200 of the 
Ordinary stock as it originally existed, in this respect re- 
semhling the Brighton and South-Eastem Deferred stocks. 

Alongside its Preferred Ordinary and Deferred Ordinary 
stocks the Great Northern has £1,159,275 of both "A*' 
and **B*' stock representing £2,318,550 of Ordinary stock, 
these stocks having existed previous to 1890. The ** B " 
stock is entitled to a cumulative dividend of 6 per cent, and 
the '^ A " stock is entitled to the balance. Except for the fact 
that the Preferred charge of 6 per cent, in front of the **A" 
stock is cumulative, the position of this security is practi- 
cally the same as that occupied by the Deferred Ordinary, 
though as the latter is for a much larger amount it enjoys 
a freer market. Altogether the Great Northern Ordinary 
capital has become rather complicated, and, in view of 
this, further points regarding it are dealt with in a sub- 
sequent chapter concerning the general position of that 
company. 

Turning to the second part of Table IX. it will be seen 
that during the past eleven years the dividends on the 
Preferred Ordinary stocks have generally been regularly 
paid or earned, with the exception of those on North 
British and Great Central Preferred Ordinary stocks. 
Other exceptions exist, but they are due to special circum- 
stances. For example, the Barry and Ehynmey com- 
panies only paid 8 per cent, for the year 1898 on their 
Preferred Ordinary stock, but that was the period of the 
South Wales coal strike. In one year the Great North of 
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Bcotland failed to earn more than 2^ per cent, on its Pre- 
ferred, and for the first time on record the South-Eastern 
in 1901, instead of 6 per cent., earned only 4 per cent, on 
its **B** or Preferred Ordinary stock. In the majority of 
cases the margins over represented by the Dividends on 
the Deferred stocks are considerable. The Midland, Barry, 
and Brighton Companies have shown on the average a 
margin of over 100 per cent, of dividend behind their Pre- 
ferred stocks. The Glasgow and South- Western, Great 
North of Scotland, South- Western, and Caledonian each 
showed a considerable margin. 

Of the Deferred stocks that of the Brighton Company 
shows the highest average dividend during the eleven years, 
namely over 6 per cent. Next comes the Barry, with an 
average on basis of the Ordinary dividends during that 
period of over 5 per cent., excluding the strike year of 1898. 
For eleven years past the average dividend on Midland 
Deferred, had it been in existence the whole of that period, 
would be about 8 per cent. For the same period the 
Glasgow and South-Western Deferred stock would have 
yielded nearly 1| per cent. London and South-Western 
Deferred has received an average dividend of 2 J per cent., 
and the Caledonian issue about 1^ per cent., but the 
average of North British does not much exceed i per cent. 

Owing to their recent misfortunes the dividends formerly 
paid on Great Northern and South-Eastem Deferred stocks 
have entirely disappeared since 1899. They thus share the 
fate of Great Central Deferred, which has only had one 
dividend in its history, namely 7/6 per cent, for 1889, 



CHAPTER VIII. 

POINTS FOR INVESTORS. 

The first consideration with the investor in discussing 
the merits of any particular stock is generally — what yield 
does it give on present results, and what are the prospects 
that present results will be maintained or improved upon ? 
Of course the probability of being able to sell without loss 
of capital, and at any time, are farther important con- 
siderations ; but these features will depend a good deal 
on the other points referred to. From the investor's 
point of view the most noteworthy feature as regards 
Home Railway Ordinary stocks is the great decHne in 
the yield they now afford as compared with former years, 
even at the greatly reduced prices compared with say 
1896. Dividends have fallen disastrously since 1898, and 
though prices have in the majority of cases shown large 
depreciation as well, the return obtainable has become 
smaller. Less than twenty years ago 5 per cent, was not 
considered too large a yield on a Home Railway Ordinary 
stock. By 1889 4 per cent, was considered a fair yield 
on this class of security. On basis of actual dividends 
the present yield on many stocks is now less than 3 per 
cent., and on tbe average is about 3 J- J, though, of course, 
allowance must be made for the fact that dividends are 
now rather below the average in many cases. Various 
Ordinary and Deferred Ordinary stocks yield less than 
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8 per cent, or, in some instances, nothing at all — the 
market value placed upon them thus being an estimate 
of their prospective worth. Among stocks which have 
quite recently been added to this category are Great 
Northern '< A *' and Deferred stocks, and South-Eastern 
Deferred stocks. Investors in Home Eailway stocks as 
a general rule will probably fare best if they confine 
their attention to the prior stocks or the good Preferred 
Ordinary stocks, leaving the Ordinary stocks to the specu- 
lator or the speculative investor. If the acquisition of 
any Ordinary stock is insisted on, then the best class 
of dividend-payers, siich as North- Western, Great Western, 
North-E astern, South- Western, and Lancashire and York- 
shire, should be patronized. The Debenture and Prefer- 
ence stocks of the best railways can be secured to yield 
8 to S^ per cent , and Preferred Ordinary stocks can be 
obtained w;hich yield Si to 4 per cent. Whilst this is 
the case the investor who looks mainly at security for 
both income and capital would be incurring needless risk 
in buying Ordinary and Deferred stocks, which, in some 
cases yield no return at all at present, and in other cases 
return on the basis of current quotations less than S^ per 
cent. 

If the Home Eailway situation improves, as on balance 
it may be expected to do, the security for the Pre- Ordinary 
and Preferred Ordinary stocks will be augmented, and 
market values also should appreciate. In this connection 
it should also be remembered that before the South African 
war the return yielded by these securities was appreciably 
smaller than it is now. Owing to the heavy demands of 
the Government for funds to meet the cost of the late war, 
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*' gilt-edged " stocks of all kinds have suffered consider- 
able depreciation. When the demands have ceased, and a 
normal condition of affairs has been reverted to, the Pre- 
Ordinary stocks should recover a very large part of the 
loss in market values which occurred during 1899-1901. 

For the speculative investor who believes in the future 
of Home Eailways, an exceptional opportunity is offered of 
buying stocks at lower prices than those which have ruled 
for some years. The Home Eailway situation at the present 
time is perhaps more imcertain than at any previous time. 
A vast increase in expenditure has arisen, which, since 
1898 has swamped the very large growth in receipts. 
Any further large increase in revenue cannot be looked 
for at present, and it is towards economies that attention 
must be mainly directed if the profits of the railways are 
to be improved, and if the dividends on the junior stocks 
are to be increased. In some directions, such as coal 
and train-mileage, savings are obviously possible on an 
important scale. For the rest the outlook in the future 
depends very largely on the success of the efforts being 
put forth to introduce new methods of handling traflBc. 
Several leading companies have in the last few years sent 
deputations of their responsible officials to the United 
States for the express purpose of studying the methods 
of operation prevailing there. Necessity is the mother of 
invention and stress of bad times, and extremely low rates 
have in the past compelled the railways of America to 
resort to every possible expedient for working cheaply, 
and remarkable success has in general attended these 
efforts. 

The ** tracks" have been improved, curvature reduced. 
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gradients remoTed or reduced, locomotiTes made more 
powerful, larger waggons introduced, train loads increased, 
and in the handling of freight traffic the savings have 
been marvellons. By thrae means train miles have been 
rednoed, fael and wages have been economised, and the 
traffic handled enormously increased with an actual saving 
of energy. 

It cannot be denied that the conditions in America are 
vastly different to those prevailing in the United Kingdom, 
and the same measure of economy is not possible. Geo- 
graphically tiie railroads of the United States are favoured, 
for ''long hauls'* are there the rule rather than the 
exception, whilst the traffic is also capable of being 
handled in train-loads more readily than in this country, 
where short hauls and small consignments predominate. 
Neither have the railroads of the United States to conform 
to the same strict regulations which the Board of Trade 
at the instigation of Parliament has framed for railways 
in this country. 

But after making all due allowance for the different 
conditions prevailing, those most competent to judge are 
frankly of opinion that by adopting American methods — 
particularly in r^;ard to freight traffic — savings in the 
working of railways in this country can be accomplished. 
In the past there has been no particular inducement to 
economise in railway working in the United Eingdomu 
Bates have been liberal, if not extravagant as traders 
themselves allege, and an open capital account has with- 
ontdonbt enconrag;ede^ravaganee. But in train-mileage 
an enormous saving is possible in the course of time, 
not only in goods and mineral traffic, but also in thf 
passenger depaiiment. In this country the paying loadi 
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I of goods and mineral trains seem to^averagf) little more 
than fifty Tons, whereas many times that load is the rule 
in Sie United States. In the competition for~passengeii 
tra^c also the waste of train-mileage is equally serious 
and nothing stands in the way of a large saving, except 
lack of a general understanding between the rival com-\ 
panics. Competition for Scotch traffic, and for traffic to 
leading Provincial towns, probably entails the waste of 
millions of train-miles every year. Efforts are being made 
to effect savings in the directions indicated, and if perse- 
vered in can scarcely fail to be beneficial. The North-'\ 
Eastern has led the way by deciding to sub-divide its traffic 
staff, so as to have one branch deaUng with the public 
and canvassing for traffic, and the other actually working 
and handling the traffic and dealing with the technical 
side of railway working. — 

It will be strange indeed if this country which provided 
the pioneers of railway working fails to maintain its early 
advantages, and now that the necessary inducement for 
economy is given it is to be confidently hoped it will be 
accomphshed on a large scale. What a saving in 
expenses may mean will be gathered from the fact that 
4 per cent, reduction in the ratio of expenses to receipts, 
that is, from 63 per cent, to 59 per cent., would suffice 
to raise ordinary dividends by about 1 per cent, on the 
average. 

Investors who are not convinced that the efforts now 
being put forth' by British railways to recover lost ground 
will meet with any success, should confine their attention 
to the prior stocks in which direction even if the prospect 
of profit is more limited, at any rate the risk entailed 
is also reduced. 



CHAPTER IX. 

POINTS FOR SPECULATORS. 

Speoulation in Home Eailway junior stocks was until a 
few years ago fairly active from time to time : but year by 
year it seems to be dwindling out of sight. The change is 
largely due to the diversion of speculative interest into 
other channels where the prospect of profit — and, it may 
be added, the probability of loss — is greater. From the 
years 1889 to 1896 the junior stocks gradually passed 
more and more into the hands of permanent investors, 
and the floating supply of stock became much restricted. 
Consequently at the present time speculation is practically 
confined to a few deferred issues, such as South-Eastem, 
Brighton, North British, and Caledonian. 

What the speculator above all requires in the stocks 
which he selects for his patronage is freedom of market. 
In the majority of active Home RaHT thereis always a 
comparatively free market, though lack of business and 
restricted speculative interest have certainly resulted in 
much less freedom of market than used to exist. 

Another requirement of stocks selected as a speculative 
medium is that inf ormation re garding the concern on ^x^ 
which they are dependent shall be easy of access. What 
we may term the " vital statistics ** of our railways are 
the weekly traffic returns. Other important information 
which the careful speculator will always bear in mind is 
to be gleaned from the half-yearly accounts, and the very 
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full report of half-yearly meetings which are published in 
the leadingrailwajjpurnals. The mo nthly Board of T rade 
Returns will also be kept in view as a rough indication of 
the course of railway traffic. Yet another quality which 
must be possessed by any security before it commends 
itself to the speculator, is eas y " carrying -over " facilities 
for purchases or sales, and these are generally provided in 
the more active ordinary stocks. 

An important point to bear in mind is that as a general 

rule the low rPriced stocks ar e most worth the attention of 

the **bull " speculator in Home Eails, for they generally 

advance in greater proportion than the stocks which stand 

y&t higher prices. For example, an advance of 2 points in 

j/^ North- Western Ordinary Stock is equal to only IJ per 

^ I cent, appreciation in the market value of the stock, whereas 

an advance of 2 points in Great Northern Deferred is 

equal to an appreciation of about 5 per cent, in market 

value. Whenever a general advance in Home Rails is 

looked for therefore, it may be more remunerative to 

select some of the low-priced stocks. 

Experience has shown that whether railways are pros- 
perous or whether they are the reverse, there is a minimum 
value which is attached to prospective rights. In other 
words though a dividend may be non-existent and prospects 
of dividends remote, the stock which is in that unfortunate 
position will command a market price ranging up to 80 
per cent, of its face value, and sometimes even more. As 
an exanaple take Chatham Ordinaryjstock. Within the 
last five years it has fluctuated between 14^ and 28i. It 
has never earned a dividend, and probably never will : 
nevertheless it rarely in the worst years commands less 
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than 16 per cent. Other stocks which for many years 
have received nothing are District Ordinary, Great Central 
Preferred and Deferred, East London Ordinary, Brighton 
Contingent Eights Stock, etc., and the average value put 
upon these issues, which represent nothing more than 
prospective rights of a very remote character, is 15 to 20 
per cent. Other junior stocks which though not absolutely 
dividendless, are even in good years only small dividend- 
earners, generally carry a liberal allowance in" the market 
value. placed upon them, which really represents an esti- 
mate of their prospective worth. 

From some points of view a purchase of the non-divi- 
dend stocks as a mere speculation is thus more to be com- 
mended than a purchase of more substantial stocks at very 
much higher prices. If unlocked disasters occur the divi- 
dend-paying stocks suffer seriously, not only in income but 
in capital value as well, whereas the fall in the non- 
dividend stocks may be much more restricted under any 
adverse circumstances that may unexpectedly arise. 

To both investors and speculators the weekly traffic 
returns of o ur ra ilways aroAJnatt er of gg gat importan ce. 
They represent practically the only official information 
vouchsafed to the shareholders and the pubhc of the 
course of business during the period existing between the 
issue of the half-yearly reports. Formerly the Brighton, 
Bouth-Eastcrn, and Great Central issued statements — 
the two former companies monthly, and the last-named 
fortnightly, showing besides the gross receipts, the working 
expenses and net earnings. All of these returns were dis- 
continued some time ago. The Brighton Company also 
used to issue a daily traffic return, but that, too, has long 
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ago been done away with. So now all the information 
available for the outside investor and speculator to go 
upon are the weekly returns showing the course of gross 
receipts. 

Though not infallible, the weekly traffic returns, bear- 
ing in mind that they are after all only estimates, are 
fairly accurate. They form the basis of the dividend 
estimates which are so freely formulated from time to 
time, and which often have an important effect upon the 
course of prices. It does not appear to be sufficiently 
understood that railway traffic returns are merely estimates 
and not actual figures. So many different items contri- 
bute to form the gross revenue of a railway that it is 
practically impossible to give week by week the actual 
receipts for the preceding seven days. Even the half- 
yearly accounts themselves are in some respects based on 
estimated figures. 

The following is a general account of the manner in 
which the traffic returns are compiled. First, the sum- 
maries of cash remitted by the various stations represent- 
ing the receipts from passenger, parcels, and miscellaneous 
traffic are taken as the foundation of the passenger receipts. 
Then the actual cash received and increases in amounts 
"outstanding** in respect of *' Goods and Mineral" 
traffic are taken as the basis of the receipts from these 
departments. To or from these figures are added or de- 
ducted the amounts payable or receivable in respect of 
Railway Clearing House traffic. The actual figures are 
only ascertairiSS' about a month after date, the settlement 
of Clearing House traffic being a monthly one. This item 
is the most difficult one to deal with, and the differences 
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between the published receipts and the actual figuraa as 
I .shown in the half-yearly reports are generally due to this 
Through bookings of all claaseH of traffic between 
lerery company are so numerous that the total amoonta to 
fbe divided by tho Railway Clearing House are enormous. 
It is obviously impossible to estimate more than approsi. 
mately the amounts due from and payable to the various 
companies when the figures for any one particular com- 
pany, even aa regards its own receipts on behalf of other 
companies, are only ascertainable monthly. Then, of 
course, the other side of the matter is of equal impoi- 
tance^the amounts received by other companies on behalf 
of an individual company, and they cannot be ascertained 
until the Clearing House has settled them. Besides, dis- 
putes arise from time to time regarding the settlement of 
OleariDg House traffic, aod in the event of failure to agree, 
Buch amounts are carried by the Railway Clearing House 
to suspense accounts pending the final settlement. The 
general method of dealing with this difScult item of Clear- 
ing House traffic is to take the corresponding month of 
the previous year as a basis, and then to make aUowanoe 
in subsequent returns for over- estimates or under- estimates 
revealed by the subsequent results of the settlements. 
These adjustments are often accountable for the erratic 
movements ia the weekly traffics, for not only do tho 

» traffics represent the receipts of the week, but tliey very 
jErequently contain an allowance for previous under-pnbli- 
o&tion or over- publication, and this is why most of the 
companies publish the adjusted figures. It must be re- 
membered that tho object first kept in view by the com- 
^npaniea is to make tiie aggregate publications from time to 
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time agree as nearly as possible with the ascertained 
figures. Subject to that the next consideration is to 
arrange that the weekly publication shall represent as 
nearly as possible the actual figures for each week. But 
at the end of the half-year a considerable element of esti- 
mate must remain, the actual figures to prove which are 
in most cases available before the publication of the half- 
yearly report — Whence the frequent discrepancies between 
published and actual figures. 

In addition to the Charing House traffic, an allowance 
has to be made for what are called ** Private " settle- 
ments, that is arrangements made between ^wo or more 
companies for the division of certain traffic without the 
intervention of the Railway C^M.^nnQ TTmiHA. Further, a 
sum has to be added for the amount due from the Post 
Office in respect of Mt^iI^ nj\{\ Pftrfliil Pnnt Traffic. The 
former item is a fixed payment, and may be spread 
equally over each week, but. Parcel Post Receipts have 
to be estimated, as the Railway Companies receive 55 
per cent, of the actual gross receipts, and that proportion 
has again to be apportioned among the various companies. 
Further, seasqp tickets, the receipts for which generally 
come in at the beginning of each month, or at the begin- 
ning of each quarter, have to be spread over the whole 
period, and the weekly amount added. Thus it will 
be seen how largely the traffic publication is based on 
estimates. A frank recognition of this fact is indirectly 
supplied by the action of the North- Western Company, 
which from the beginning of 1902 has published its 
receipts in round thousands only, instead of attempting to 
do the impossible and publish exact figures. Fortunately, 
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if erring at all, the companies generally err on the right 
side, for the complaint generally made on a comparison 
of published with actual figures is that they have under- 
published, sometimes to a large extent. As a general 
rule— especially in a period of increasing traffic — it will 
be found to come nearer the actual result if a comparison 
is made at the end of a half-year between the published 
figures and the estimated figures of the corresponding 
period. In their traffic publications the companies com- 
pare estimated with adjusted figures, and as this method 
does not allow for the growth in Clearing House traffic, 
whilst a comparison of estimated figures does, the latter 
plan b often the better one. 




CHAPTER X. 

RAILWAY RATES AND STATISTICS. 

Bailway shareholders as a mle do not seem to recognize 
what a great boon it is to have a uniform and complete 
system of accounts or they would insist on more details 
being supplied and a common basis of framing the 
accounts of the various companies. Under the Regulation 
of RaibKa^!B.Afit,of^l868, all the half-yearly accounts of 
British railways ought to be made up in the same form, 
and give substantially the same details, so that a fair 
comparison of the principal items may readily be estab- 
lished. In outline this is done, but in detail the accounts 
vary very greatly. 

More attention to statistics is ojie^ th e most c rying 
needs of our railways. It is obvious that the details and 
the general system of accounts which were applicable to 
the year 1868 can hardly be suited to the altered circum- 
stances nearly half a century later. Ma ny authorities^ e 
of opiuioB-^at a revision of the statistics of our railways 
must be th^ Jb::at. step towards substantfal reform in the 
methods of working, and that opinion seems to be a sound 
one. To Mr. Q, S. Gibb, of the North-Eastern Railway, 
is due the credit of Ibeikg a pioneer in this reform of 
British railway administration. In an earlier chapter the 
vital importance of reduced expenses is set forth, and here 
it only needs to be explained that the leakages in working 
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Ependiture oan beat be traced by more detailed etatietica, 
rtioularly those of ton-m ileage and paasep g er-milea ge 
njich are at present absent from railway acoounta, and 
which with one or two exceptions the companieB do not 
prepare even for their own guidance, 

The Board of Trade have the authority to compel the 

preparation and publication of these most important 

details of railway working, and the time has come when 

that authority should be exercised. 

One important view of this matter haa not been set 

> before railway shareholders as it onght to be. Under the 
Bailway and Canal Traffic Act of 1894, the railway com- 
panies in order to justify the reasonableness of any advance 
in rates after Slat December, 1892, have virtually to rely 
apon their statistics in order to show the Eailway Com- 
missioners that an increase in the cost of working has 
taken place to correspond with the increase in the ratea. 
Attempts to do this have failed dismally, partly because 
the companies have not agreed upon any common principle 
in presenting their case, and have thus disproved each 
others hgui-es, but also because they had to rely largely on 
mere estimates, as the actual figures to establish their 
claims had not been prepared. Legal disputes with 
traders in regard to increased rates have really turned \ 
very largely npon statistics and recent decisions of the ', 
Bailway Commissioners have practically had the efTeot of 
rendering the maximum rate powers fixed in 1891 and 
1892 useless so long as the companies fail to produce the 
necessary statistical data. 
The position as regards maximum rates ia very oom- 
Icated and yet intensely interesting to all who have at 
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heart the interests of railways. For an admirable ex- 
position of the law on the subject, and a digest of the 
decisions given the reader is strongly recommended to 
consult — " The Law relating to Railway and Canal Traffic,** 
by Edward Boyle and'Thos, Waghdrlf, ^ 

In "^pntlihg 'forward this view of the case the present 
writer must not be understood to recommend any general 
advance in rates. Cha rging rates which ** the traffic will^ 
bear" has been the policy of B ritish railway managers in 
the past, and under stress of foreign Competition and the 
cofliparatlVe^Tiigh level of ~M.tes already existing it is 
probable tEaTthe trade of the country wouldt not be abli? to 
** bear |^"anyicgfieasi97 Any attempt lo restore dividends 
by a wholesale advance in rates might very easily react 
adversely on the railways themselves. The point of the 
foregoing which needs to be emphasised is that the 
deliberate policy of the companies has been to endeavour 
to establish an advance in rates of a sectional character, 
and that owing to their own blundering they have failed. 

Whilst the accounts of most English railways do not 
give as much detail as is desirable, they are true and 
straightforward, and make no attempt at dishonest con- 
cealment of vital points. They are audited half-yearly ; 
and besides appointing professional auditors on behalf of 
the shareholders, many companies have an Audit Com- 
mittee appointed from the latter body, which meet regu- 
larly for the purpose of supervising the accounts. 

An endeavour will now be made to point out the 
essential features in a half-yearly report, as at present 
framed, which indicate the financial position of the 
company and the changes therein from time to time. 
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Account No, 1 shows the to^J^jimount of share and loan 
capital authorised by Parliament. iT further shows^^w 
mucEIKas been created in pursuance of resolutions passed 
by the shareholders, and finally the balance of powers for 
the raising of capital authorised by Parliament, but not 
sanctioned by the shareholders. By a glance at the total 
column of the last section of this statement it can be at 
once seen what the outside limit of further capital issues 
is from time to time. The large companies add to this 
table continuously, for in nearly every Session of Parlia- 
ment they present one or more bills asking for farther 
capital powers. Account No. 2 is an amplification of 
No. 1, showing in what form the share ^capital authorised 
by the shareholders has'^Been created. It further shows 
the amounts of each creation which have been actually 
disposed of and the balance of stock available for issue. 
This latter information is particularly useful in the case of 
such companies as the North- Western, Midland, Great 
Western and others, which are in the habit of selling stock 
on the market, as it shows the amounts which they may 
dispose of in this way. To find the actual amounts of 
each stock issued from time to time, it is necessary to 
compare the figure shown as " amount received " at the 
dates required. No. 8 Account is also as regards the loan 
capital an amplification of No. 1. It contains a statement 
of amounts of all fixed loans, if any, with the rates of 
interest, and also the amounts of Debenture stock issued and 
the rate or rates of interest attaching thereto. No. 8 also 
shows the balance of borrowing powers authorised but not 
exercised — shows in fact the available resources for meet- 
ing capital requirements by the issue of Debenture stock 
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in the same way as No. 2 exhibits the available share 
capital unissued. 

An account which is of the greatest importance and 
which frequently is not given in sufficient detail is the 
Capital Acc ount (No. 4). This shows the receipts and 
expenditure during the. preceding half-year, and also the 
total receipts and expenditure to date, on capital account. 
The totals of the expenditure are shown under a few main 
heads, such as " Lines open for traffic,*' "Lines in course 
of construction," ** Working Stock,** "Subscriptions to 
other railways,'* ** Steamboats,*' ** Special items," etc. 
Beceipts also are grouped under " Stock and Shares,'* 
"Debenture Stocks,'* "Loans," ** Premiums on Stocks 
and Shares," etc. The total premiums on the issue of 
stock received each half-year do not appear elsewhere than 
in the capital account. But in Account No. 8 the premiums 
I on Debenture stocks alone are generally given separately, 
and deducting these the balance represents, of course, the 
premiums received on stocks and shares, so that taking 
this account in conjunction with No. 2, it is possible to 
trace from half-year to half-year approximately the prices 
which the stocks have realised to the company. As already 
stated, the details of the receipts on capital account are 
given in the Statements 2 and 8. So the details of the 
expenditure each half-year which are not given in the 
capital account are supplied by No. 5, under three main 
heads — " Land and Compensation," ** Works and Engin- 
eering," and "Law and Parliamentary Charges." The 
different lines in hand are enumerated, and the expenditure 
for the half-year under each head is generally separately 
stated. Then follows expenditure on working stock some- 
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times idth detailfi of the TehideB cooastmcted, and partiim* 
lare of " BnbBcr^iticms to other Oompames,^ and any itesns 
of e^tenditnre snch as Bteamers, Oanals, etc General^ 
ijtns aoconnt lacks intportant details, but nevertheless if 
dosely fdlowBd it affords an idea of idiat^i^poilicy is beaig 
pmsued idth regard to eapital charges. 

Aeooimt No. 6 is a retnm of the wozking stock, shoinng 
the number of locomotiyeB, carriages, i^agons, etc, irith 
the increase or decrease compared -with the previous hal^ 
year. If this statement showed a faIling-of[| or did not 
show an increase prop or tionate to the expenditure cm 
capital accomit, then it is pretty dear that the proper 
charges are not being made to reyenne. If, on the other 
hand, an increase has taken place without any charge to 
capital then the company is adopting a liberal policy. As* 
a matter of &ct several companies show what they term 
a retom of duplicate working stock, giving details of &e 
vehides buiLt ont of revenue, the cost of which might, 
according to the prevailing custom, have been charged to 
capital account. 

Statement No. 7 represents ilie company's estimate of 
further expenditure on capital account, showing the esA- 
mated expenditure during the half-year following the date 
of the report and in subsequent half-years. The figures 
given are not very reliable owing to the alterations in plans 
as work proceeds. No. 8 shows the converse — ^the powers 
and assets available to meet the farther expenditure on 
capital account. It shows the balance of capital authorised 
by Parliament but not sanctioned by the shareholders 
(Account No. 1), the balance of share capital unissued 
(Account No. 2), and the balance of borrowing powers 
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unexercised (Account No. 8). To this is added the value 
of surplus lands or other disposable property, and if the 
capital account shows a credit balance, that is added also, 
and the total represents the total available resources on 
capital account. If the capital account shows a debit 
balance, as is generally the case, the amount by which it 
is overdrawn is deducted from the total of the other items 
with the same result. 

Account No. 9 is the Revenue Account, with which 
shareholders as a rule are fully conversant. It shows the 
receipts from each description of traffic for the half-year 
on the one side, and the main items of expenditure on the 
other, whilst in each case the figures for the corresponding 
half-year are for the purposes of comparison repeated 
alongside. The balance on this account is carried to 
No. 10 (the Net Revenue account). In this account is 
also brought on the credit side the balance from previous 
half-year, dividends on investment and credit interest. 
On the debit side appear all the obligatory charges of the 
company, such as debenture interest, guarantees, rents, 
interest on loans, etc., and the balance remaining represents 
the sum available for dividend. Account No. 11 shows 
the proposed appropriation of balance available for dividend 
according to the priority of Guaranteed and Preference 
stocks, and at the foot the proposed distribution on the 
Ordinary stock. 

Account No. 12 consists of abstracts showing the details 
of the revenue expenditure upon (a) Maintenance of Way, 

(b) Locomotive power, including repairs and renewals, 

(c) Repairs and Renewals of Carriages and Wagons 
separately, (d) Traffic Expenses, (e) General charges. 
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rBome companies give further abstracts showiug the 
Bxpenditnre on Steamboats, CaoalB, etc. From tbeee 
abstracts may be gleaned maeh valuable information, 
particularly with regard to adequacy or otherwise of tbo 
^_ obargeB made to revenue for maintenance of the per- 
^^fe manent way, and the repairs and renewals of rolling stock. 
^^R Next comes the Balance Sheet (Account No, IS) show- 
ing the curi-ent liabilities and assets of the company. On 
the debit eide is shown the net revenue halance (Acoonat 
No. 10] ; accrued dividend and interest ; balances due to 
other companies or to the Railway Clearing House; the 
amounts of iusurance, superannuation and pension funds, 
and of Savings Bank deposits, etc. On the credit side 
appears the amount by which capital is overdrawn, a sum 
which may be turned into cash at any time by the issue of 
i^^ atock. Then followa the amount of cash at bankers and 
^K aecurities held by the company. Further credit is taken 
^^1 for the unused materials on hand, and balances due by 
^H other companies, by the Clearing House, or by the Post 
^^B Office, and also for traffic accounts due to the company, 
^B and sundry outstanding accounts. The balance sheet 
T^^ throws a good deal of light on the question of farther 
capital issues. The first item to be watched in this regard 
is the balance of the capital account. H a credit balance 
is shown and current capital expenditure is not over large, 
then an issue of capital for a time is improbable. When 
the balance on capital account becomes a debit and 
gradually mounts nntil it exceeds the continuing liabilities 
of the company, then an issue of capital may be looked 
I for, especially if the work on band is considerable. Very 

^^L rarely do our railwaj^ take temporary loans, though 
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latterly they have been rather more commonly resorted to. 
If they want money they generally issue capital, and they 
always take care to have plenty of capital powers available. 

The next Account (No. 14) is a statement of the mileage 
constructed, the mileage worked, distinguishing that owned 
by the company,, that partly owned, and that leased or 
rented. Finally, Account (No. 16) shows the mileage run 
by the goods and mineral and passenger-train, grouping 
the two former. This statement is useful as a test of work 
done, and also of the quality of the management. It is an 
item which will be closely watched in view of th^^Spe^A 
efforts iS^ng^ade to Ireduce'expenses. If Ihe mileage 
run has increased there ^will probably be a proportionate 
increase in the locomotive running expenses, whilst an 
increase in mileage without an increase in receipts is, of 
course, an unprofitable business. In this connection it is 
worth noting that whilst an increase in goods and mineral 
traffic generally entails a corresponding increase in the 
mileage run, such is not the case with passenger traffic, 
consequently an increase in the latter is often more profit- 
able than a corresponding increase in goods or mineral 
traffic. Conversely, a falling-off in goods and mineral traffic 
may be accompanied by a considerable saving in train 
mileage and consequent saving in expenses, for the actual 
running expenses may be put at about Is. per mile, whilst 
little saving can be effected when passenger traffic falls off, 
as it is more difficult to reduce the mileage run. 

A special item, whose appearance in the balance-sheet 
of any railway is generally a financial danger-signal, may 
be noticed here. ''Lloyd's bonds '' is the item referred to, 
and at the dlst December, 1901, it appears in the balance- 
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sheets of only two important companies, namely, the 
Great Central and Chatham. The former company was 
responsible for £2,652,500 on the date named, bat 
Mr. Alex. Henderson, the Chairman, announced at the 
meeting in February, 1902, that arrangements had been 
made to reduce their total to £2,000,000. In the Chatham 
accounts they represented a sum of £191,774 at the end 
of 1901. 

The powers of railway companies to borrow are strictly 
limited by Parliament, the proportion generally being one- 
third of the share capital. By ihe issue of Lloyd's bonds 
in payment for work done, a company can legalTf borrow 
beyonUthSTParliamentary powers, but it is incumbeSt-on 
any company issuing them to set out in its half-yeariy 
balance-sheet tB(3 amount due in respect thereof. These 
obligations are practically acknowledgments under the 
company's seal of amounts due for work done, and are the 
nearest approximation known to English railway finance, 
to the '* floating de bt ** of A^oyj^can railwa ys, a phrase 
which iio£ many years ago was anything but a pleasant 
one for British investors in the latter, for this item was at 
the root of those financial troubles which in so many oases 
ended in receiverships. 
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Lancaster and Carlisle on the North, besides numerous 
(Smaller undertakings too numerous to mention, 

r^ At this point it may be noted that the absorption of 
small undertakings by the larger railway systems of the 
country has been continuously in progress and is still 
proceeding, particularly at the present time in the case of 
the Great Western. Thus the ** community of interest '* 
principle, which in the United States was made the basis 
f of the "boom'* of 1901, has in this country virtually 

L Existed for many years, though in a different form. 

At the present time the North- Western system extends 
from London in the South to Carlisle in the North, Holy- 
head in the West, and Leeds in the East, with various 
branches to important towns and cities, such as Oxford, 
Cambridge, Peterborough, Northampton, and to South and 
Central Wales, including Merthyr, Cardiff, and Swansea. 
Besides the places mentioned it has direct lines to Bir- 
mingham, Liverpool, Manchester, Birkenhead; and in fact 
there are few places of first-class importance in England 
or Scotland, which are not served either by its own system 
or by its trains running over the lines of other companies. 
To Scotland it works in conjunction with the Caledonian 
Company, and has probably the largest share of trai&c 
between the Metropolis and the South of England and 
Scotland. Besides this via Holyhead it has command of 
the best route to Lreland. Between the port named and 
Dublin its own splendid steamers ply at the rate of about 
half-a-dozen daily each way for goods and passenger 
traffic. In addition the Lish Mail Steamers of the City 
of Dublin Steam Packet Company give two services a day 
in each direction to Kingstown, under a contract with 
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the Grovemment, which was renewed in 1897 on lines 
which proyided for a considerable improvement in the 
services. In 1898 the Irish express services were also 
greatly improved and at last put on a footing of eqnality 
with the Scotch. In Dublin the North- Western owns a 
short line known as the North Wall Extension Railway, 
which connects its wharves there with the main railway 
systems of Ireland. In the North of Ireland it owns 
another railway, the Dundalk, Newry, and Oreenore, con- 
nection with the last-named place being afforded by the 
company's steamers from Holyhead. 

Of its through traffic that to Ireland is the most profit- 
able on account of the comparative freedom from competi- 
tion such as is experienced in the case of Scotch traffic. 
In all the important routes to Ireland the North- Western 
is directly interested save one — that of the Great Western 
to the South of Ireland. In the Fleetwood and Belfast 
route the North- Western is jointly interested with the 
Lancashire and Yorkshire, with which company it has 
very close relations generally. In the Larne and Stranraer 
route the North- Western is also interested as a shareholder 
in the Portpatrick and Wigtownshire Joint Line. 

The North- Western is concerned in numerous other 
joint lines, including the West London Extension (which 
forms a connecting link between the North- Western and 
the four Southern Railways), the Oldham, Ashton, and 
Guide Bridge, and the Manchester, South Junction, and 
Altrincham. Both of the latter it controls jointly with 
the Great Central Company. The North- Western is 
farther interested in the North London Bailway Com- 
pany, holding one-third of the capital of the latter, the 



CHAPTER XI. 

THE LONDON AND NORTH-WESTERN RAILWAY. 

As regards revenue the North- Western is by a good 
deal the largest railway company in this country; in 
fact it is the largest private corporatiQn._in tha ggorld, 
with the possTBk exceptions of th e Pennsylvani a Bailroad 
and th^'t^M fed IStates S teel Corpo ration, which jjajrather 
aggregations of smaller concerns than corporate bodies. 
The North- Western's gross revenue for 1901 was over 
fourteen millions sterling, and according to the official 
traffic returns it is still increasing. Its total capital at 
81st December, 1901, exclusive of nominal additions, was 
nearly lOOf millions sterling. At the present time this 
capital commands a market value of about 150 miUions. 

Until a few years ago the North- Western had the 
largest capital, excluding nominal additions, of any British 
railway, but in the year 1901 the Midland overtook it in 
this respect. This was due to the fact that the Midland 
has spent capital more freely, and also because instead of 
realizing premiums on stocks it has since the conversion of 
its prior issues into 2^ per cent, stocks had to place them 
at a discount, and this tends to swell the capital. 

In point of mileage the North- Western has to give way 
to the Great Western Company. At the 81st December 
the mileage open belonging to the North- Western Com- 
pany, or rented by it, was 2,095, and in addition, it works 28 
miles belonging to other^oompanies, making a total mileage 
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of 2,12S. In addition it has under construction a further 
ST~mleB. In 1901 the total train mUeage run bj the 
North- Western Company was 17,942,480 miles, and it 
earns mote per train mile run than any other large trade 
line, with the sole exeeptiou of the Laucasliire and York- 
shire, which aerves throughout its system a densely 
populated industrial area. 

The first appearance of the London and North-Weatem 
Company was in the form of the London ami Birmingham 
Eailway, which was partially opened on 20th July, 1837, 
just a month after the accession of Queen Victoria, and 
opened throughout in September, 1838. It was incor- 
porated as the London and North- Western Company on 
16th July, 1846. At that date it included, besides the 
original London and Birmingham, the Grand Junction 
(from Birmingham to Liverpool), the Liverpool and Man- 
chester, the Manchester and Birmingham, and the Chester 
and Crewe hnes. In 18S2j a writer on the position of the 
company complains that it " fell a few years back into 
" the error generally committed by railway companies of 
" amalgamating with numerous other railway companies. 
"From being a, line from London to Birmingham, 112} 
"miles, it has become a line or lines of 689^ miles long, 
''five times its original length." The particular weakness 
in its management complained of in 1862 has continued 
in evidence since, for the mileage has increased nearly 
four-fold since that date. The net result, however, is s 
consohdated system, which, for its command over the 
main routes of traffic is certainly not equalled anywhere. 
Since the date mentioned It Las merged into its system 
the Chester and Holyhead lines on the West, and the 
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operations of which it controls to a large extent. Several 
Directors, including the Chairman of the North London, 
are members of the Board of the larger company. 

During 1901 the company carried 86,703,000 passengers, 
including 1,912,000 1st class, 5,869,000 2nd class, and 
79,422,000 3rd class. Although only a very small propor- 
tion of its receipts is derived from 2nd class traffic the 
Board have publicly stated that they do not intend to 
abolish this class. The more vigorous policy of reducing 
the fares, first introduced by the South- Western and 
Great Western Company has prevented as in their case 
the further decay of the intermediate class, but it is doubt- 
ful if the increased traffic secured since that policy was 
.adopted has yielded any profit. Besides the large number 
of passengers carried the company issued in 1901 104,000 
season tickets, its receipts from this source being the 
largest of any company. From carriage of mails the 
company also received a sum of £215,000 — it being by a 
good deal the largest letter-carrier in the country. 
/ The traffic of our premier railway being of so varied 
a character, and its command over the main routes of 
jfcraffic being so complete, its position is exceptionally 
/strong. For the efficiency of its services it is unsurpassed, 
(and in some respects hardly equalled. Its management 
is perhaps rather too conservative, but that the line is 
ably managed, both in the interests of its customers and 
]its shareholders, is beyond question. 
I For a long time past the company has refrained from 
outside extensions, and the construction of new lines that 
has gone on has been practically all for the improvement 
of existing routes and the consolidation of the system, so 
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that the eneigiea of the management of this vast nuder- 
taking are concentrated on the development of its existing 
resources and the strengthening of its preaeot position. 

Aa with its traffic so with its finances — in both reepeotB 
it is in a better position than any large railway in the 
ootmtry. Its reserve power is verj large, and there is no 
doubt whatever that if ciicumatances demanded, it could 
fall back on a good many hidden resonrces that are not 
available to less substantial companies. We have referred 
in a previous chapter to the dangerous policy pursued by 
railways generally aa regards their capital outlay. The 
superiority of the North-Western reflects itself in thia 
important item, and though it Is much more firee with its 
capital expenditure than taking all possibilities into account 
could be wished, it is much more strict in its charges to 
capital aoooant than moat other companiea. For yearg 
past it has charged nothing whatever to capital accou nt in 
respect of law and parliameucary expenses, defraying all 
these out of revenue, contrary to the general praetice. 
Further, thfi- company has built a wnaiderable supple- 
tneutary roiling stock out of revenue which leas wealthy 
companies would have charged to capital. Thia stock, 
which is shown in the accounts as duplicate working stock, 
amounted at 31st December, 1901, to 507 engines and 
2,005 passenger carriages. 

In the following tables, the gross revenue, net roTenue, 
ordinary stock, and ordinary dividend of the North- 
Westem for each year from 1889 to l&Ol are set out. The 
figures will be found interesting, not only aa an actual 
record of the results of our premier railway, but also as a 
rough indication of the experience of British railways in 
general in the past twelve years. 

u 
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operations of which it controls to a large extent. Several 
Directors, including the Chairman of the North London, 
are members of the Board of the larger company. 

During 1901 the company carried 86,703,000 passengers, 
including 1,912,000 1st class, 5,369,000 2nd class, and 
79,422,000 3rd class. Although only a very small propor- 
tion of its receipts is derived from 2nd class traffic the 
Board have publicly stated that they do not intend to 
abolish this class. The more vigorous policy of reducing 
the fares, first introduced by the South- Western and 
Great Western Company has prevented as in their case 
the further decay of the intermediate class, but it is doubt- 
ful if the increased traffic secured since that policy was 
.adopted has yielded any profit. Besides the large number 
of passengers carried the company issued in 1901 104,000 
season tickets, its receipts from this source being the 
largest of any company. From carriage of mails the 
company also received a sum of £216,000 — it being by a 
good deal the largest letter-carrier in the country. 
/ The traffic of our premier railway being of so varied 
i character, and its command over the main routes of 
jtraffic being so complete, its position is exceptionally 
/strong. For the efficiency of its services it is unsurpassed, 
and in some respects hardly equalled. Its management 
is perhaps rather too conservative, but that the line is 
ably managed, both in the interests of its customers and ^ 
its shareholders, is beyond question. 

For a long time past the company has refrained from 
outside extensions, and the construction of new lines that 
has gone on has been practically all for the improvement 
of existing routes and the consolidation of the system, so 
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Gross traffic increased oontinupusly from 1898 to 1901, 
and compared with 1889 the figures for 1901 showed an 
advance of nearly 2f millions^ In' spite -of that the net 
profit was actually £818,000 less for 1901 than it was |or 
1889, for the jeason that working expenses increased by. 
d68,01^,000 in the** same . period. The -ordinary capital 
during the years 1889 io 1901 had increased by ovisr 4f 
millions, which, realised an Average price of about 180 
per cent., according to an investigation of the company's 
capital accounts made by the ly^ter. The reduction of 
£818,000 in net profit was supplemented by an addition, 
of about £180,000 to pre-ordinary changes, so the loss 
to the ordinary shareholders in the sum actually dis- 
tributed was £447j000. But aMowing for the reduction 
of the dividend from Tf per cent to 5^ per cent, on the 
augmented ordinary capital, the real loss to the ordinary 
stockholders was £808,000. In brief, the North- Western ' 
between 1889 and 1901 spent 12^ millions of money, and 
added 68 nailes to its system, with the result that it 
secured the satisfactory increase in traffic receipts of 2f 
millions sterling.. But owing* to the phenomenal advance 
in expenses the ordinary shareholders as the outcome of 
this enterprise and outlay are, according to the results for 
1901, suffering an annual 'loss of over £800,000 1 This 
being l^ypical of the general experience of Home Bailway 
Ordinary shareholders in the last few years, is it surprising 
that they are seriously concerned about the outlook, and 
anxious that those in authority should take more active 
measures to protect their interests, lest even worse things 
befall them in the future ? 

For many years the Ordinary stock of the North- Western 
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Company commanded the highest price of any of the 
Qrdmary stocks of the large companies. During the past 
decade it has had to give place to the South- Western, 
the Ordinary stock of which company has for a long time 
been quoted higher, although both the average and present 
dividend of the North- Western exceeds the rate paid by 
the 8outh- Western. This is attributable to some extent 
to the conversion of South- Western stock. 

It will probably be a long time before the North- Western 
follows the example of the South- Western and other 
companies in this respect — its policy is too conservative 
for such a financial innovation as the duplication of its 
Ordinary stock, but a Trust Company in 1889 issued its 
own Preferred and Deferred securities against North- 
western Ordinary stock, the amount so converted being 
considerably over a million. 

There is one point about the North- Western Company's 
finance which has only lately received sufficient notice, 
and that is the large issues of Ordinary stock, in regard to 
which a change of policy took place early in 1902. From 
the point of view of the shareholders generally it is 
certainly desirable that all capital shall as far as possible 
be raised in the cheapest possible form, without unduly 
adding to the obligatory charges of the company. During 
recent years the North- Western and other large companies 
could have raised all the capital they required at 8 to 8^ 
per cent, by the issue of Preference stock. Instead of 
issuing Preference stock, however, the company persisted 
in raising share capital by the issue of Ordinary stock, 
and in consequence the company has to pay in the shape 
of ordinary dividend more for the money so raised than if 
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. Gross traffic increased continupusly from 1898 to 1901, 
and compared with 1889 4fie figures for. 1901 showed an 
advance of nearly 2f millions^ In' spite .of that the net 
profit was actnally £818,000 less for 1901 than it was |or 
1889, for the jeason that working expenses increased by. 
^68,01^,000 in the** same . period. The* ordinary capital 
during the years 1889 .to 1901 had increased by ovisr 4f 
niillions, which, realised an Average price of about 180 
per cent., according to an investigation of the company's 
capital accounts made by the ly^ter. The reduction of 
£818,000 in net profit was supplemented by an addition 
of about £180,000 to pre-ordinary changes, so the loss 
to the ordinary shareholders in the sum actually dis- 
tributed was £447^000. But aMowing for the reduction 
of the dividend from Tf per cent« to 5^ per cent, on the 
augmented ordinary capital, the real loss to the ordinary 
stockholders was £808,000. In brief, the North- Western ' 
between 1889 and 1901 spent 12^ millions of money, and 
added 68 nailes to its system, with the result that it 
secured the satisfactory increase in traffic receipts of 2| 
miUions sterling. . But owing-to the phenomenal advance 
in expenses the ordinary shareholders as the outcome of 
this enterprise and outlay are, according to the results for 
1901, suffering an annual 'loss of over £800,0001 This 
being l^ypical of the general experience of Home Bailway 
Ordinary shareholders in the last few years, is it surprising 
that they are seriously concerned about the outlook, and 
anxious that those in authority should take more active 
measures to protect their interests, lest even worse things 
befall them in the future ? 
For many years the Ordinary stock of the North- Western 
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These were constructed at its own works at Crewe, and are 
made of steel. Important changes are being made at 
Grewe, with the view of reducing the cost of transhipment 
and improving the loading of trains. The termination in 
1901 of the cartage arrangement with Messrs. Pickford & 
Go. was also arranged with a view to economy. 

An important movement among North- Western stock- 
holders was begun in 1901 by Mr. N. Spens, of the Stock 
Gonversion Company, with the view of securing some co- 
operation amongst the leading railway companies in regard 
to the rates problem and the method of combating electric 
tramway competition, which in London and leading 
provincial centres is very seriously threatening railway 
interests. This movement secured a large measure of 
support, and a committee was appointed to confer with 
the Board. If attention is directed to economising in the 

orking of passenger traffic on the Northern lines much 
advantage should accrue. 

In the future the predominance of the North- Western in 
the Irish traffic will probably be threatened by the rival 
Fishguard and Eosslare route, which is jointly owned and 
fbaanoed by the Great Western and the Great Southern 
and Western Companies. The latter by amalgamation 
has by far the largest system in Ireland, and its policy will 
be to divert English traffic to the new route, rather than 
send it via Dublin and the North- Western. As a defensive 
measure the North- Western early in 1902 took steps to 
secure at least partial control of the Dublin, Wicklow, and 
Wexford Railway, which would give it an outlet of its own 
to the South of Ireland. 

An institution which confers great advantages on holders 
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of Britisb railway stocks, but which does not often come /\u 
under their notice, is the R ailway Cl earing^fljise, and as 
it arose ont of the London and Birmingham Railway ibis |<^. 
is a convenient place to explain its position. The Clearing 
House was originally designed and established in 1842 to 
facilitate the settlement of traffic between the London and 
Birmingham and connecting tifte?. "^6w it embraces all 
the important cpmpanies of England and Scotland, whilst 
in Dublin there Is a separate Clearing House ^or Irish / 
railways. To the existence of this institution and the 
organisation that has grown around it, must be attributed 
the comparative freedom of English^jrailways from '* rate- 
cutting," secret commissions, and such like abuses which 
have such dire 'Isonlequences as regards American rail- 
ways. The main duties of the Clearing House are the 
( j ; division of receipts on interchanged trafi^cj^the settlement 
of disputes regarding the method of division'i'^e settle- 
ment of through rates and fares where more than one 
company is concerned. Besides thisjtiorms aj^onxenient 
meeting-place for the head officials of the various com- 



panies to discuss the various practical and economic 
questions arising out of railway working, and is made use 
of for this purpose^ regular meetings of managers and 
superintendents being held ; in fact it might be called the 
R ailway Parliament . The great advantages of the BSil- 
way Clearing House are that it is impartial in its dealings 
with the various companies, and that it saves a vast amount 
of detail labour and consequent expense which would arise 
if all the companies had to settle their traffic separately. 
The general principle on which it works is the same as 
that of the Bankers' Clearing House, eaph company 
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These were constructed at its own works at Crewe, and are 
made of steel. Important changes are being made at 
Grewe, with the view of reducing the cost of transhipment 
and improving the loading of trains. The termination in 
1901 of the cartage arrangement with Messrs. Pickford & 
Go. was also arranged with a view to economy. 

An important movement among North- Western stock- 
holders was begun in 1901 by Mr. N. Spens, of the Stock 
Conversion Company, with the view of securing some co- 
operation amongst the leading railway companies in regard 
to the rates problem and the method of combating electric 
tramway competition, which in London and leading 
provincial centres is very seriously threatening railway 
interests. This movement secured a large measure of 
support, and a committee was appointed to confer with 
the Board. If attention is directed to economising in the 

orking of passenger traffic on the Northern lines much 
advantage should accrue. 

In the future the predominance of the North- Western in 
the Irish traffic will probably be threatened by the rival 
Fishguard and Eosslare route, which is jointly owned and 
fbaanoed by the Great Western and the Great Southern 
and Western Companies. The latter by amalgamation 
has by far the largest system in Ireland, and its policy will 
be to divert English traffic to the new route, rather than 
send it via Dublin and the North- Western. As a defensive 
measure the North- Western early in 1902 took steps to 
secure at least partial control of the Dublin, Wicklow, and 
Wexford Railway, which would give it an outlet of its own 
to the South of Ireland. 

An institution which confers great advantages on holders 
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^^Hof Britisii railway stocks, but iffhicli does not often oome 
^^^ nnder their notice, is the R ailway C leariiig_Ho.tise, and as 
it arose out of the London and Birmingham Hallway tibia 
is a convenient place to explain its position. The Clearing 
House was originally designed and established in 1642 to 
facilitate the settlement of trafQc between the London aod 
Birmingham and cfinnecting lines. Now it emhraoeB all 
the important companieB of England and Scotland, whilst 
in Dublin there is a separate Clearing House for IHsh 
railways. To the existence of this Institution and the 
^^L organisation that has grown around it, must be attributed 
^^K the comparative freedom of Englishjailways from " rate- 
^H^ cutting," secret commissions, and such Hke abuses which 
have auch dire consequences as regards American rul^ 
ways. The main duties of the Clearing House are the 
/ , division of receipts on interchanged (rafScrtne settlement 
of disputes regarding the method of division, ■the settle- 
ment of through rates and fares where more than one 
company is concerned. Besides this it.^m8 a.eonsenieot 
meeting-place for the head officials of the various com- 
panies to diaCusB the various practical and economic 
questions arising out of railway working, and is made use 
of for this purpose, regular meetings of managers and 
superintendents being held ; in fact it might be called the 
R ailway Parliamen t. The great advantages of the 5ul- 
way Clearing House are that it is impartial in its dealings 
with the various companies, and that it saves a vast amount 
of detail labour and consequent expense which would arise 
if all the companies had to settle their traffic separately. 
^^ The general principle on which it works is the same as 
^^■that of the Bankers' Clearing House, each com.'^Kc;^ 
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operaidoDB of which it controls to a large extent. Several 
Directors, including the Chairman of the North Londoi 
are members of the Board of the larger company. 

During 1901 the company carried 86,703,000 passengi 
including 1,912,000 lat class, 5,369,000 2nd class, ani 
79,422,000 3rd clasB. Although only a very small propor- 
tion of its receipts is derived from 2nd class traffic the 
Board have publicly stated that they do not intend to 
abolish this class. The more vigorous poUey of reducing 
the fares, first introduced by the South-Western and 
Great Western Company has prevented as in their case 
the further decay of the intermediate class, but it is doubt- 
ful if the increased traffic secured since that policy 'was 
adopted has yielded any profit. Besides the large number 
of passengers carried the company isaned in 1901 104,000 
season tickets, its receipts from this source being 
largest of any company. From carriage of mails 
company also received a sum of £216,000 — it being by 
good deal the largest letter-carrier in the country. 

/ The traffic of our premier railway being of so varied 
a, character, and its command over the main rontea of 
traffic being so complete, its position la exceptionally 

/strong. For the efficiency of its services it is unaurpassed, 

I and in some respects hardly equalled. Its management 
is perhaps rather too conservative, but that the line is' 

I ably managed, both in the interests of its customers 

\lte shareholders, is beyond question. 

For a long time paat the company has refrained from 
outside extensions, and the construction of new lines that 
has gone on has been pra.ctically all for the improvement 
of existing routes and the consolidation of tb 
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tbat the energies of the management of this vasb under- 
tuikiiig ate concentrated on the development of ite esiating 
resources and the strengthening of its present position. 

As with its traffic so with its finanoes — in both respects 
it is in a better poBition than any large railway in the 
country. Its reserve power ia very large, and there ia no 
doubt whatever that if circumstanceB demanded, it could 
fall baclf on a good many hidden resources that are not 
available to less substantial companies. We have referred 
in a previona chapter to the dangerous pohcy pursued by 
railways generally as regards their capital outlay. The 
aaperiority of the North-Western reflects itself in this 
important item, and thongh it is mnch more free with its 
capital expenditure than taking all possibihties into account 
could be wished, it is much more strict in its charges to 
capital account than most other companies. For years 
past it has charged nothing whatever to capital acc ount in 
respect of law and parliamentary eipeuses, defraying all 
these out of revenue, contra,i7 to the general pxaQtice. 
Further, the- company has built a considerahle supple- 
mentary rolling stock out of revenue which less wealthy 
companies would have charged to capital. This stock, 
which ia shown in the accounts a3 duplicate working stock, 
amounted at Slst December, 1901, to SOT engines and 
2,005 passenger carriages. 

In the following tables, the gross revenue, net revenue, 
ordinary stock, and ordinary dividend of the North- 
western for each year from 1&89 to 1901 are set out. The 
figures will be found interesting, not only as an aoturf 
record of the results of onr premier railway, but also a 
rough indication of the experience of Britiak ■c«.\\-«k^s.\! 
general in the past twelve yoata. 
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* I. — Gboss Be venue and 


Net Eevbnue. 


• 


Grgss] 


Revenue 




: year. 


from trafOlc. 


Net Revenue. 


. 1889 


... £11,207,000 


^66,890,000 


189Q 


11,680,000 


6,851,000 


• 1891; 


11,779,000 


6,288,000 


1892 • . 


.. .... 11,726 ;oob 


6,188,000 


1893 


11,223,000 


4,766,000 


1894 • 


11,610,*000 


6,180,000 


1896 


11,776,000 


6,276,000 


1896 


.. ... 12,319,000 


6,666,000 


1897 


12,679,000 


. 6,622,000 


1898 


13,141,000 


6,669,000 


1899 


13,604,000 


6,614,000 


1900 


18,884,000 


6,308,000 


1901 


13,901,000 

• 


6,072,000 


11.— ( 


3rdtnabt Capital 


AND Dividend. 




Ordinary 


Ordinary Dividend. 




Oapitalj 


Kate 


Amount 


Tear. 


3l8t Deo. 


per oent. 


distributed. 


1889 


^638,048,000 


. 7t 


je2,806,000 


1890 


88,240,000 


7i 


2,769,000 


1891 


38,784,000 


7 


2,707,000 


1892 


. 89,482,000 


^ 


2,668,000 


1898 


89,814,000 


H 


2,144,000 


1894 


40,290,000 


6i 


2,616,000 


1896 


40,682,000 


6| 


2,691,000 


1896 


40,718,000 


7* 


2,900,000 


1897 


40,814^000 


7i 


2,906,000 


1898 


41,388,000 


7* 


2,941,000 


1899 


42,122,000 


7* 


2,993,000 


1900 


42,782,000 


6* 


2,663,000 


1901 


42,871,000 


5* 


2,368,000 






• • 
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Qiofis traffic inereased oontinuonaty ham 1898 to 1901, 
and oompared with 1889 tbe figures for 1901 showed an 
advanoe of nearly 2f milliona, In'spite.of that the net 
pn^t was actually £818,000 less lor 190i than it was |or 
1889, for the jeason that working expenses increased by. 
dSSyOlfiyOOO in the' -same, period. The -ordinary ci^tal 
during the years 1889 to 1901 had increased by oyier i| 
millions, which realised an ayerage price of about 180 
per cent., according to an investigation -of the company's 
coital accounts made by the writer. The reduction of 
£818,000 in net profit was supplemented by an addition 
of about £180,000 to pre-ordinaiy changes, so the loss 
to the ordinary shareholders in the sum actually dis- 
tributed was £447^000. But aMowing for the reduction 
of the diridend £com 7} per cent to 5^ per cent, on the 
augmented ordinary capital, the res! loss to the ordinary 
stockholders was £808,000. In brief, the North- Western 
between 1889 and 1901 spent 12^ millions of money, and 
added 63 miles to its system, with the result that it 
secured the satisfactory increase in traffic receipts of 2f 
millions sterling. . But owing*to the phenomenal advance 
in expenses the ord^iary shareholders as the outcome of 
this enterprise and outlay are, according to the results for 
1901, suffering an amiual loss of over £800,000 ! This 
being ^ical of the general experience of Home Bailway 
Ordinary shareholders in the last few years, is it surprising 
that they are seriously concerned about the outlook, and 
anxious that those in authority should take more active 
measures to protect their interests, lest even worse things 
befall them in the future ? 

For many years the Ordinary stock of the Nortk-^^ 
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Important harbour works at Heysham are being con- 
structed by the Midland Company, and in its Bill for 1902 
power is being sought to acquire steam vessels and work 
them between Heysham and ports in Ireland and the Isle 
of Man, whilst maintaining the existing arrangements 
with the Furness Eailway via Barrow. Yet another route 
to Ireland is, therefore, to be opened up in the not distant 
future. 

The total revenue of the Midland in 1901 amounted to 
over 11^ millions. Proportionately to its total traffic it is 
the largest carrier of goods traffic in the country, and as 
regards the total amount of its mineral receipts it occupies 
quite the highest place. 

During recent years the Midland has shown a greater 
expansion in its gross revenue than any other company. 
Subjoined is a comparison of its receipts for the years 
1889 and 1901 :— 

1889. 1901. 

Gross Eeceipts je8,831, 119... 11,862,982 

Beceipts from Goods and Live Stock..8,144,484... 4,887,818 

„ „' Minerals 2,608,161... 8,059,026 

Passengers, etc. ... 2,605,748... 8,592,508 
„ Sundries 177,774... 874,090 
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Since 1889 its gross receipts have increased over 8 
millions. The nearest approach to this figure in the case 
of any other company is the increase of over 2f millions 
in the case of the Great Western, which represents a 
smaller relative increase. 

The Midland has been very profuse with its capital 
expenditure for a long time past, and indeed has exceeded 



The Midland, 



95 



by a great deal the outlay on this account of any other 
company. Subjoined is shown the total expenditure of 
the company as indicated by its capital account at various 
dates, from which may be gathered the rapid increase in 
its outlay : — 



Date. 


Total capital Ezpenditaie. 


81st December, 1881 ... . 


je69,208,676 


„ 1885 ... . 


76,668,844 


„ 1889 ... . 


86,298,819 


„ 1896 ... . 


94,826,177 


„ 1896 ... . 


96,008,360 


„ 1901 ... . 


106,766,488 



Since 1889 — that is in only twelve years — the addition to 
the capital of the company, assuming that it was raised at 
an average cost of 8^ per cent, per annum, represents an 
addition to the capital charges of the company of ^6761,000. 
Last year the capital outlay was over 2^ miUions, and at 
81st December, 1901, the company estimated a farther 
outlay on capital account of in all dB4,996,000, which the 
accounts show is the Hmit of the powers to that date 
conferred by Parliament for the raising of new capital. A 
reference to Table n. will show that it spent over 19^ 
miUions in ten years, and only added 96 miles to its 
system. 

Undoubtedly with the large increase in the train mile- 
age and revenue of the company, a certain expenditure of 
capital was unavoidable to enable the company to success- 
fully maintain its position and handle its traffic efficiently. 
Besides this the Midland Company has purchased from 
private owners the wagons used on its railway, and this 
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has involved a large outlay. Since 1881 the total wagon 
stock has increased from 88,714 to 118,779 at dlst Decem- 
ber, 1901, an increase of 85,065, or 252 per cent. Of the 
wagons at the latter date 15,182 were classed as mineral, 
and 108,647 as goods wagons. In view of the fact that 
the receipts from mineral traffic in 1901 were £8,059,000, 
whilst the receipts from goods traffic were £4,887,000, the 
disproportion in the nnmber of wagons allotted to each 
class of traffic may appear strange. The explanation is 
that a large number of mineral wagons purchased by the 
Midland Company from private owners have been recon- 
structed as goods wagons, and are now being used indis- 
criminately for goods or mineral traffic. It is worthy o^ 
note that the company has largely reduced its expenditure 
on the maintenance and repairs of carriages and wagons 
during recent years. The following are the amounts 
charged to revenue in respect of wagons from 1889 on- 
wards : — 



Year. 


Wagons, Repairs, and Renewals. 


1889 


£477,824 


1890 


470,978 


1891 


448,016 


1892 


425,796 


1898 


841,574 


1894 


888,906 


1895 


807,298 


1896 


805,887 


1901 


822,905 



Since 1889 though the wagon stock has been continuously 
on the increase, the amount charged to revenue for the 
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maintenance of that stock has decUned almost year by 
year, mitil it is now ^6166,000 below the figures of 1889. 
It may be, of course, that the expenditure of former years 
was abnormally high on account of the cost of converting 
a large section of the wagon stock from minerals to goods 
trucks ; but this can hardly be taken to be more than a 
partial explanation of the discrepancy in the figures. 
Besides, if we go back to 1880, before the purchase of 
wagons began, it will be found that on its then stock of 
over 82,000 wagons it charged to revenue an average of 
about £5 per wagon for repairs and renewals. In 1901 
the average charge per wagon was only a trifie more than 
half that, namely £2 14s. Od. It is more than likely that 
the Midland is, through a somewhat roundabout process, 
deriving a considerable benefit to its revenue from the fact 
that large sums have been paid out of capital for the 
purchase of mineral wagons during recent years. It is 
one of the weak points about the Midland which may 
react sooner or later on revenue. It is clear that if by a 
charge to capital it has a large number of new wagons, it 
may for a time with safety defer the renewals. But the 
cost of the latter will have to be met in time, and the pro- 
vision for this contingency should be made, and the state 
of affairs which the above figures disclose is after all only 
an illustration of what lavish capital expenditure may 
easily lead to. 

A comparison of the total charges to capital in respect 
of rolling stock, as shown in Table XII., brings out the 
fact that the Midland has incurred by far the largest 
capital expenditure on this item, not only actually but. 
relatively. Its total capital expenditure to ^\^\»"^^^^'«^^^" 

15. 
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1901, was £16,713,000 on rolling stock, and that is ex- 
clusive of its payments to joint lines wliich to some extent 
cover working stock. Per pound of gross revenue it will 
also be observed from the same table that the Midland 
shares with the Great Central the distinction of being at the 
top with nearly £1 10s. Od. of capital expenditure incurred 
on rolling stock for each £1 of revenue. No doubt the fact 
that the Midland and other companies, like the Great 
Western, North-Eastem and Great Central, own a large 
number pf mineral wagons, may to some extent account 
for the relatively high ratios of their expenditure per pound 
of revenue. It is noteworthy that the North- Western, in 
this as in other matters, comes out the best, its capital 
expenditure on rolling stock, besides being the smallest of 
the "Heavy** lines, bearing a smaller proportion to its 
gross revenue than any other company. 

Out of a total outlay of capital since 1881 of 87^ 
millions, the Midland has spent on rolling stock over 8f 
millions, the expenditure on that item having increased 
from Je7,880,969 on 31st December, 1881, to jei6,713,000 
on 81st December, 1901. This sum considerably exceeds 
the total debit to capital account in respect of working 
stock of any other company. Even the London and North- 
western Company, which has a considerably larger stock 
of engines and coaching vehicles, but only about half the 
Midland's stock of wagons, showed a total debit to capital 
at 81st December, 1901, of ^610,984,000, nearly 6 millions 
less than the Midland figure. 

In 1901 the Midland Company carried 48,885,000 of 
passengers, apart from season-ticket holders, and of these all 
but 1,824,000 were third-claps. Its trains ran 47,968,000 
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train-miles. Second-class was abolished from the Midland 
trains over twenty-five years ago, this company being the 
first to do this. It was also the first to run third-class 
carriages on express trains, and it has always been liberal 
in its concessions to the travelling public. Sometimes its 
concessions to the public exceed what is prudent in the 
shareholders' interests, as happened in 1901. Frcmi 1st 
July the company put on an extended and accelerated 
train service to Scotland with the effect of adding 456,000 
to its train-mileage in the second half of 1901, Previously 
the company had wisely refrained from entering into the 
costly struggle for Scotch traffic because it was handi-, 
capped by the longest route. This drawback must still 
operate against it and reduce the profit margin, if any, 
on whatever traffic this new competition may have 
secured. 

The Midland Company paid its highest dividend of 
recent years in 1891, whereas most companies reached 
high-water mark in 1889 or 1896. The rate then paid by it 
was 6f on the ordinary, equal to 3} on the Deferred, that 
being the best dividend since 1878, when 6i per cent, was 
paid. For 1896 the Midland dividend was only 6^, showing 
a drop of 1^ per cent, compared with 1891, but in 1896 it 
recovered to 6 per cent., and that has proved to be the 
highest since 1891. In 1901 it was only 4f per cent., 
equal to 2^ on the Deferred. The lower dividend, now 
paid, compared with 1891 is to a large extent accounted 
for by the increase in expenses combined with growing 
capital charges. Subjoined is a comparison of the mineral 
receipts for various years since 1889 : — 
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Year. 

JLOOO •«• ••• ••• 

JL^ V ^ ••• ••• ••• 

lOOQ 

JL ^J^^ mm •»• ••• ••• 

1893 (strike year) 

XOi/^ • • • • . . . • 

XO«7tl •«• ••• ••• 

XOt/O ... ... ... 

JLCr\^^ •■• ••• ••• 



Mineral Receipts. 
. £2,503,000 
. 2,877,981 
. 2,870,676 
. 2,106,890 
. 2,692,857 
. 2,666,821 
. 2,585,684 
. 3,069,026 

It will be noted that mineral revenue has not grown at 
all in propori?ion to general revenue, the increase amount- 
ing to only d6550,000 in twelve years out of a total increase 
in revenue of over 3 millions. Mineral traffic is certainly 
not so profitable as it was, and it would be interesting ta 
know to what extent the Midland has suffered from the 
new maximum rates which came into force in 1892. It is 
curious that its dividends have not been so good since the 
new maxima came into operation. It was undoubtedly 
the continued increase in mineral receipts between 1889 
and 1891 which enabled the company to go on increasing 
its dividends in those years, whilst the dividends of other 
companies were falling. 

There is a prospect that the Midland will show a recovery 
in dividends, and the price of the Ordinary stocks will 
probably attain a higher level, particularly if economy in 
train-mileage is enforced, as it should be, and if the com- 
pany continues to raise capital with ease. The Preferred 
Ordinary stock yields nearly 8f per cent., and is a good 
stock of the class, whilst on an average dividend basis the 
Deferred Ordinary looks attractive as a speculative invest- 
ment. One disadvantage of making the Midland con- 
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holders of the old Ordinary 
many did not want, and its history has np to the present 
been summed np in the word depreciation. This is partly 
due also to the extravagant capital outlays of this com- 
pany, which are a most serious danger. At the meeting 
early in 1902 the chairman, commenting on this matter, 
asked what would happen if the railway shareholders 
refused to make the necessary addition to capital accounts 
recommended by the directors. In reply to this interest- 
ing query he said the trade of the country would be so 
hindered that the Government would, perhaps, take over 
the railways and spend the capital required out of the 
public purse. It may be added that if the Midland ceased 
its capital outlay its dividends would probably disappear 
entirely. Owing to its dangerous policy in regard to 
capital, its Ordinary stocks are less attractive than those 
of other " Heavy " lines. 
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CHAPTER Xni. 

THE GREAT WESTERN. 

Though third as regards the total amount of its capital, 
the Great Western is first of British railways in respect of 
mileage. At the 81st December, 1901, its total mileage 
was 2,790, including 2,832 entirely owned by it, 241J 
miles jointly owned, and a further 216^ miles leased or 
rented. Its capital, exclusive of nominal additions, at 
81st December, 1901, was £87,800,000. Curiously enough 
this is the only first-class company which has in existence 
at the present time a large amount of its capital in the 
form of Five per cent, stocks. Nearly half of its total 
capital is in the form of 5 per cent, securities ; in fact, all 
its prior stocks, except about 18 millions of Debenture 
stock, carrying rates of from 2| to 4^ per cent., are in this 
shape. The explanation of this is that the Great Western 
was the last of the great lines which during their career 
experienced financial difficulties, to emerge completely from 
them. Its last consolidation scheme, therefore, was only 
carried out on the basis of 5 per cent, stocks, whilst other 
large companies took 4 per cent, as the basis. Still the 
Great Western has improved since to such an extent that 
it could easily convert its prior stocks into 8 per cent, 
securities, and it is not improbable that such a conversion 
will be carried out. As evidence of the splendid credit 
enjoyed by the company, it may be pointed out that in 
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1896 it managed to place half a million of 2^ per cent. 
Debenture Stock at a little over par — the first issue of a 
stock of that low denomination by a large railway 
company. 

In the early " sixties ** the Great Western was earning no 
dividend at all on its Ordinary stock, and as late as 1868 
only If per cent, was paid. From that time there was 
rapid improvement, until in 1878 the dividend rose to 6J 
per cent. It fell off again, however, to 8f in 1878, and 
the price also fell to 91^ in that year. From that point 
there was a further improvement to 6} in 1883, followed 
by a decline to 6^ in 1886. With the recovery in railway 
profits which ended in the high dividends of 1889 the rate 
was carried up to 61, which was the highest rate paid in 
the modern history of the company. For 1896 its dividend 
was only 6^, and the improvement throughout 1896 raised 
the dividend for that year to 6 per cent., the same being 
paid for 1897. In 1898 it had to face the strike of miners 
in South Wales, and in common with all railways with 
traffic in that district, its dividend suffered, so that only 
3} per cent, was paid. In 1899 the rate recovered again 
to 5^ per cent., but has since fallen, and in 1901 was only 
4J per cent. 

A very important feature about this company is the 
much smaller amount of its ordinary capital compared 
with the other three ** Heavy" lines. Consequently an 
improvement or otherwise in the net revenue has much 
greater effect on the dividend on Great Western Ordinary 
stock than the same change would have on the Ordinary 
stocks of the other lines referred to. This is clearly 
shown by the subjoined comparison of the amounts 
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required to pay 1 per cent, on the Ordinary stocks of the 

four " Heavy " companies : — 

Amount required to pay 1 per 
cent, on Ordinary Stock at 
Company. Slst Dec, 1901. 

Great Western £286,000 

London and North- Western 428,000 

Midland 898,000 

North-Eastem (including new stock) 296,000 

Thus it will be seen that for each 1 per cent, of increase 
in dividend, the Great Western requires a smaller sum 
than the other three. This applies in the other direction 
as well, of course, for a decrease in net revenue means a 
proportionately greater loss of dividend to the Great 
Western, and it is to this feature the large fluctuations in 
the dividend already referred to are in the main due. 

The Great Western undoubtedly suffered much in former 
times from the institution of the broad gauge at the insti- 
gation of Brunei, and the failure of the latter' s model, from 
9( financial point of view, could not have had better proof 
than the decision come to by the directors of the Great 
Western to abolish it, which they did in May, 1892. In 
their report for the half-year ending 80th June, 1892, the 
Directors said, ** The conversion to the narrow gauge of 
" the broad guage lines of the company west of Exeter, 
" 166 miles in length, was successfully carried out on the 
'< 21st and 22nd May last, and the use of the broad gauge 
" on the company's system has now been entirely discon- 
" tinned." For a considerable time previous to May, 1892, 
the Great Western had refrained from increasing its broad 
gauge stock, having in view the ultimate discontinuance of 
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the broad gauge. On the 30th July, 1892, the company 
still had 93 engines, 36 carriages, 51 brakes, etc., and 509 
wagons, for conversion from broad to narrow gauge. 
Before another year had passed, however, the whole of 
these vehicles were transformed into narrow gauge. The 
cost of the conversion of the rolling stock and the altera- 
tion of the permanent way was, of course, very heavy. To 
30th June, 1892, it amounted to ^6333,775, the whole of 
which sum spread over a considerable period was debited 
to revenue. 

With the conversion of the Great Western the guage 
throughout Great Britain became, with very few and un- 
important exceptions, uniform at 4 feet 8^^ inches. In 
1846, when there was great danger of a confusion of 
gauges, an Act was passed called *^ An Act for regulating 
the Gauge of Railways.'' It enacted that *' after the pass- 
'* ing of this Act it shall not be lawful to construct any 
** railway for the conveyance of passengers on any gauge 
'' other than four feet eight inches and half-an-inch in 
" Great Britain, and five feet three inches in Ireland." 
Exception was specially made in the Act, however, of 
" any railway which is in its whole length southward of 
** the Great Western, or any railway in any of the counties 
" of Cornwall, Devon, Dorset, or Somerset." 

The cost of.maintaining two gauges which the Great 
Western had to bear for a considerable part of its system 
was, of course, a heavy burden, and during later years it 
had further to meet the additional expenditure arising 
from the conversion from one gauge to the other. In 
Table X. is shown the charges to revenue for maintenance 
of way and repairs, etc., of rolling-stock for the years 1885, 
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1888 to 1896 inclusive, and 1901. According to the details 
there given, though between 1885 and 1896 the increase 
in these items altogether amounted to about £547,000, 
between 1896 and 1901 the total increased by over 
iS610,000. There would appear to be considerable room 
for retrenchment in these items. 

For many years the Great Western has been absorbing 
smaller independent lines in its district, and altogether 
considerably more than a hundred have been absorbed in 
the last thirty or forty years. Since 1896 it has taken 
over twenty of such lines, adding over 260 miles to its 
system. In fact, of its total capital expenditure from 
1892 to 1901, amounting to about 15^ millions, nearly 
5 millions represented amalgamations. 

In 1901 the revenue of the Great Western Company was 
£11,898,000, or only about £80,000 more than that of the 
Midland Company. 

The Great Western is very largely a passenger line, and 
whilst in 1901 it derived 47 per cent, of its gross receipts 
from this source, its actual revenue from passenger traffic 
was only exceeded by that of the North- Western. From 
goods traffic the Great Western received in 1901 nearly 
8 millions, and from mineral traffic about 2| millions. 
The Great Western owns seven small canals, which yielded 
in 1901, a gross revenue of £15,877. As they cost over 
£22,000 to work, however, there was a loss on them of 
nearly £7,000, apart from the interest on the capital in- 
vested in them, amounting to nearly £750,000. A further 
£790,000 of capital was at 81st December, 1901, repre- 
sented by the dock property of the Great Western, mainly 
at Plymouth, but what this investment realised in the way 
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of net revenue does not appear, as the accounts, whilst 
showing the receipts, do not show the expenses separately. 
In view of the fact that the gross receipts in respect of this 
item were only £80,000, it is evident that no adequate 
return was secured after paying working charges. A sum 
of £508,000 was further invested in steamboats, but as the 
expenses only are given, amounting to about £110,000, it 
is impossible to gather from the accounts what was the net 
result to the company, although it undoubtedly represents 
a loss. In spite of this the company has since 1896 in- 
curred a further capital outlay on steamers of £120,000. 
In the results of its extraneous items such as canals, docks, 
and steamers, the Great Western amply vindicates the 
wisdom of the maxim " Ne mtor ultra crepidam,'' 

In 1901 this company carried 80,178,000 passengers, 
besides holders of season tickets. This number would 
have been much larger but for tramway competition in 
short distance traffic near London, Birkenhead, Bristol, 
etc. The number of first-class passengers was 1,406,000, 
and of second-class 6,108,000, the remainder being third- 
class. The receipts from the two superior classes amounted 
to £945,000, or 17 per cent, of the total passenger revenue. 
The revenue from the first-class was £811,000, and from 
the second-class £684,000. This proportion of receipts from 
first and second-class traffic is higher than in the case of 
any other large company. Early in 1896 the Great 
Western and South- Western announced their intention of 
reducing the second-class fares with the object of encourag- 
ing this class of traffic. It had for a long time been 
recognised that the second-class fares were too high as 
contrasted with the third-class, in view of the fact that the 
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accommodation given is very little better, owing to the 
great improvement in the third-class of late years. So 
instead of the second-class fares being 50 per cent, higher, 
the two companies referred to made them only 25 per cent, 
higher than the third by reducing the rate to about 
IJd. per mile. This policy would appear to have been 
very successful, for it resulted in an increase in the number 
of second-class since 1896 of 1,400,000, whilst the receipts 
are up to the amount of £812,000. In 1901 the Great 
Western trains ran 46,100,000 miles, more than half of 
which figure was represented by the passenger train 
mileage. 

Whatever its position in the past may have been — and 
it has certainly had its periods of financial trouble — there 
is no doubt about the strength of the finances of the 
Great Western at the present time. Though it has the 
largest mileage of any company in the United Kingdom, 
its expenditure on capital account of late years has not 
been very large in view of the fact that the addition to its 
mileage owned has been 448 in ten years. It has refrained 
from the common practice among the large companies of 
spending large sums of money on " patching-up ** existing 
lines. It is one of the most encouraging features about 
the Great Western that without further considerable 
capital outlay it could handle a vastly increased traffic 
profitably, and probably at the present time there is no 
other system in the country which has the potentiality 
of so large an increase in its traffic as the Great Western. 
At the end of 1895 a scheme was put forward for a new 
railway to South Wales, which if proceeded with would 
have practically parallelled the Great Western. But by 
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timely concessions the Directors of the latter secured the 
abandonment of the* scheme, and as a net result the 
Great Western applied for and obtained powers to construct 
a new railway about 81 miles in length, which will eventu- 
ally shorten the route to South Wales by 10 miles, as well 
as avoid severe gradients on the existing line. This work 
is now rapidly approaching completion. 

Certainly in recent years the Great Western has spent 
capital freely, but mainly upon entirely new lines. Two 
most important and comprehensive plans for extending 
the traffic of the Great Western are now being carried out, 
and though millions have already been spent they have 
not yet reached the productive stage. 

The first of these plans comprises the provision of 
a new route to Ireland. Acting jointly with the Great 
Southern and Western of Ireland, the Great Western 
has secured the control of the Fishguard and Bosslare 
Bailwalys and Harbours Company, which in turn has 
power to provide a steamboat service between Fish- 
guard in South Wales and Bosslare in the South of 
Ireland. The Fishguard Company has also absorbed two 
small railways in the South of Ireland. Funds required 
by that company are also being provided in equal propor- 
tions by the Great Western and Great Southern and 
Western Companies, who are each authorised by Parlia- 
ment to subscribe £650,000. As part and parcel of the 
scheme the Great Southern and Western absorbed in 1901 
two smaller railways in Ireland, namely, the Waterford 
and Central Ireland and the Waterford, Limerick, and 
Western. This makes the Great Southern and Western 
by far the largest system in Ireland, as the Great Weat^ra 
is in England. In fact, between tiiem ^e^ t^y^^^^t^ x&s 
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than one-sixth of the enture railway mileage in the United 
Kingdom. When their plans are completed both will 
undoubtedly favour the new route to Ireland, and the 
supremacy of the North- Western in that quarter is 
seriously threatened. 

The other important scheme which the Great Western 
Company has in hand is an extension to the Great Central 
system, and new lines now in course of construction jointly 
with that company. Since the Great Central opened its 
London extension it found itself hampered seriously by 
the agreement made in 1890 with the Metropolitan 
Company — an arrangement practically made by the late 
Sir Edward Watkin. That agreement provided for the 
use by the Great Central Company of the Metropolitan 
system from Quainton Boad to Baker Street for through 
traffic. Owing to the obstructive policy of the Metro- 
politan the Great Central sought for relief, and found it in 
the Great Western, which obtained powers to provide 
jointly with the Great Central new lines, which will render 
the latter entirely independent of the Metropolitan. These 
new lines now being constructed will leave the Great 
Central main line to the South at Grendon Underwood, 
strike across to the High Wycombe branch of the Great 
Western, and then leave that branch again, and strike 
across to Acton, &om whence a line will connect with the 
Great Central at Northolt, a few miles from- its London 
terminus. This new line will also have the advantage of 
providing the Gr^at Western with a new and shorter route 
to Oxford, Birmingham, and the Midlands. This and 
other lines required by the Great Central are being financed 
by the Great Western. It will be seen that both these 
vasi plans are of a bold and enterprising character, and 
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may yield much benefit to the Great Western when 
oompleted. 

On the whole the Ordinary stock of the Great Western 
is certainly one of the most promising of Home railway 
securities, and one which may be expected to show mate- 
rial improvement in course of time. In the first place, as 
already pointed out, its Ordinary capital is comparatively 
small, whilst the company's mileage is by far the largest. 
So it has the double advantage of a greater area for 
expansion, with a smaller amount of capital to benefit 
therefrom, with correspondingly greater effect on the 
dividend of any improvement in net revenue. It also has 
less need to spend capital on permanently unproductive 
works, as it is fully equipped for the handling of a much 
larger traffic, and a large amount of capital at present 
unproductive will yield a large revenue when new works 
are completed. Further, the Great Western is free from 
competition to a very large extent, and is on very good 
terms with the only two companies whose competition it 
has to reckon with, namely, the North -Western and South- 
western Companies. In addition, as previously suggested, 
there is the prospect of a considerable saving in mainten- 
ance charges, without "starving" the system. At the 
end of 1901 its accounts show that it had available for 
issue at any moment the unusually large amount of 2^ 
millions of Ordinary stock. By the terms of the resolutions * 
creating these stocks the issue is absolutely under the 
control of the Directors, and the company may sell stock 
on the market instead of issuing it by pro rata allotment 
to its shareholders. But as large borrowing powers and a 
credit balance on capital account existed the Great WeatArOk 
need not issue any share capital tot a Vm^ Ivm!^ \»o o^otsi^b. 



CHAPTER XIV. 

THE NORTH-EASTERN. 

Though the North-Eastern is the smallest of the 
"Heavy" lines, it is a very large and important system 
nevertheless. It is the largest solely provincial company, 
but has direct connection with the Metropolis via the 
Great Northern Railway, and the interchange of traffic 
with the latter is very large. Together with the Great 
Northern and North British it forms the East Coast Route 
to Scotland. It is a consolidation of various small lines, 
which has resulted in a vast network of railway in the 
North-East of England, without a single intruder in the 
shape of a competitor. To a large extent it is dependent 
on the iron and coal trades of Durham and Northumber- 
land. Its line, which runs near the coast of these two 
counties, is studded with ports, which bring it a large and 
profitable business. 

The Report of the Select Committee on Railway Amal- 
gamation in 1872, gave a remarkable testimonial to the 
North-Eastern. In referring to the advantages of amal- 
gamation both to the public and to shareholders, it said : — 
" The case of the North-Eastern is a striking illustration. 
" That railway or system of railways is composed of 
** thirty-seven lines, several of which formerly competed 
" with each other. Before their amalgamation they had, 
''generally speaking high rates and fares, and low divi- 
'' dends. The system is now the most complete monopoly 
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" in the United Kingdom ; from the Tyne to the Humber 
^^ with one local exception, it has the county to itself, and 
** it has the lowest fares, and the highest dividend of any 
'' large English railway. It has had little or no litigation 
'^with other companies. Whilst complaints have been 
'^ heard from Lancashire and Yorkshire, where there are 
''so-called competing lines, no witness has appeared to 
'* complain of the North-Eastern ; and the general feeling 
'* in the district it serves appears favourable to its manage- 
" ment." This general satisfaction with the North- 
Eastern Company's management still exists, and may be 
attributed now as in 1872, to the large representation of 
local traders among its directors and shareholders. 

No company has latterly been more anxious to serve 
public interests by low rates and fares, and improved 
methods of working, and in no case have the efforts thus 
made met with more success. Mr. G. S. Gibb the present 
general manager of the company is well to the fore in 
all reforms, and he has the Board of the company entirely 
in sympathy with him. As in 1872, it is as successful 
in serving its shareholders' interests as those of the public. 
In 1900 it paid absolutely the best dividend of the twenty- 
seven leading companies as will be seen by a reference to 
Table IX. (see Appendix). In 1901, its distribution was 
only fractionally below that of two other large companies. 

Notable changes are now being made in its methods of 
working. In 1901 Mr. G. S. Gibb announced the decision 
of the company to prepare regularly ton-mileage and 
passenger-mileage statistics, with the view of substituting 
those particulars for the old train-mile test of efficiency 
in railway working. This, he believes, will help to secure 
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higher efficiency and economy. As a first and most 
important step in the direction of putting the knowledge 
thus obtained to practical use, the North-Eastern Board 
have re-arranged the staff of the company. The re-organ- 
isation separates the commercial branch from the technical 
branch of railway working. Thus, the former will apply 
itself to look after public requirements, and the technical 
department will deal solely with the actual working of 
traffic. Greater efficiency in both departments is very 
reasonably anticipated, and it is an example well worth 
following. Larger waggons and more powerful engines 
are also bemg constructed with the view of increasing the 
train-load and saving train-mileage, &c. It is essential 
for the success of these most laudable efforts, that the 
North-Eastem shall be supported by traders and private 
owners of waggons, sidings, docks, &c., served by it. And 
as the latter recognize that success will mean reduced 
rates, they are in the main favourably disposed towards 
these reforms. 

The mileage of the North-Eastem at the end of 1901 
was 1,656 miles. Its total capital was £67,545,000, 
having been consolidated under its Acts of 1870 and 1895, 
in terms of the former of which the present Ordinary 
stock, known as North-Eastem " Consols " was created. 
Taking its average dividend since creation in 1870, the 
record of this stock is the best of any of the large 
railways, though like other companies it has not been 
able in recent years to attain to the high dividends of 
its earlier years. The dividend for the first year of the 
stock's history was 7^ per cent. In 1878 it was as high 
as 9^. The lowest dividend ever paid on it was 4J in 
1892; but that was an exceptionally adverse year, on 
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aocoant of the Durham Goal Strike in the first half, 
when the North-Eastem lost yearly £500,000 of gross 
revenue. Since then the dividend rose to 6f in 1899, 
though for 1901 it was only 5}. 

The total revenue of the North-Eastem Company in 
1901 was £9,118,000. Of this sum £2,960,000 was in 
respect of goods and live stock traffic; £2,870,000 in 
respect of mineral traffic ; and £8,008,000 in respect of 
passenger, etc., traffic. To earn this revenue its trains 
ran in 1901 a total mileage of 81,679,000, the average 
earning per train-mile being 6s. 9*8d. In 1888 the com- 
pany ran only 24,485,000 train-miles, but its average 
earning per train-mile in that year was 5s. 6^. 

It will be noted that the revenue of the North-Eastem 
is about equally divided between goods, passenger, and 
mineral receipts. Its profits and dividends, however, 
fluctuate, mainly in relation to its mineral traffic. If 
the latter is larger, the profits are larger, and better 
dividends are paid than when the mineral traffic is poor. 
Subjoined is a comparison of its mineral receipts for the 
last thirteen years : — 

Year. Total Mineral Receipts. 



l0O«7 

1890 

lo91 

1,892 (Year 

1898 

1894 

1896 

1896 

1900 

1901 



of Durham Strike) 



£2,418,494 
2,608,270 
2,494,644 
2,089,829 
2,488,769 
2,480,189 
2,890,619 
2,529,000 
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The following is a comparison of the three main items 
of revenue for 1890 and for 1901 : — 

Traffic. 1890, 1901. 

Goods £2,886,646 £2,960,000 

Mineral 2,608,270 2,870,000 

Passenger 2,160,277 8,008,000 

Total, including 

sundries ... 7,287,267 9,118,000 

It will be noted that passenger traffic has grown most 
rapidly, namely, by £86^,000, and now forms the most 
important item. As a net result, since 1890 the aggregate 
revenue has increased by about £1,881,000. But in 
the same period expenses have grown to the extent of 
£1,872,000, so that net receipts were in 1901 about 
£41,000 lower than those of 1890. 

One of the strongest points about the North-Eastem 
is the excellent provision it makes out of revenue for the 
maintenance of its permanent way and the repairs and 
renewals of its rolling- stock of all kinds. This is a point 
in connection with a railway to which investors do not as 
a rule pay sufficient attention. But it is of the utmost 
importance as affecting the permanent prosperity of any 
railway. The starving of the road and rolling stock has 
before now brought various English railways into low water, 
and at this moment it seriously threatens others, for 
a policy of this character must sooner or later end in 
a collapse. For the most part railway shareholders have 
to rely on the certificates given each half-year by the 
officers responsible for the up-keep of the permanent way 
and rolling-stock, published with each half-yearly report. 
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I diligent examination of the reports from time to 
time will reveal a good deal. 

In the case of Englieh railways it is very difficult to 
draw the line between what are revenue and what are 
capital chargea, and the decision in a great many cases 
where the ciroumatanceB are otherwise similar, will depend 
a good deal on the financial condition and policy of each 
company. With an open capital account the danger of 
diverting revenue charges thereto is an ever present one, 
and one of the easiest possible methods of doing this is 
by making inadequate charges against revenue for the 
maintenance of the road and rolling-stock. Taking as 
a test the oharge to revenue per train-mile for this olasa 
of expenditure, it will be found that invariably the least 
prosperous companies make the worst provision for the 
maintenance of their system; whilst the companies paying 
the largest dividends make the best provision for this 
important feature. The relation ia so close that the idea 
that the poorer companies are able to provide the same 
amount of work at a lower coat is absolutely precluded. 

The average charge per train-mile for the maintenance 
of way, the repairs and renewals of locomotivea, carriages 
and wagons is rather over a shilling. Some oompanisB 
do not charge to revenue more than 9d., and a few even 
lesa. But companies such as the Great Western, Lonoa- 
shire and Yorkshire, North- Western, etc., stand out well, 
and the North-Eastern for many years has stood quite at 
the top. In Table XI. is shown for each year since 1888 
the gross revenue and espensea per train-mile of the 
North-Eastern Railway, and also the amount per train- 
l mile charged against revenue in each year in respect ot 
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maintenance, etc., included in the working expenses, 
From that Table it appears that this company throughout 
the eighteen years ending with 1901, charged to revenue 
an average of 16 pence per train-mile, which is quite 
threepence, or 25 per cent, above the usual rate. It is 
evident that in this respect the North-Eastem has a con- 
siderable reserve of financial strength. The satisfactory 
character of this expenditure is reflected in the consider- 
ably larger proportionate addition to rolling-stock, especi- 
ally locomotives, during recent years, than the addition to 
capital expenditure on these items. 

In the ten years to 80th June, 1901, it is also important 
to note that the North-Eastern made a smaller addition 
to its capital charge for new rolling stock than any other 
company, the addition representing in &ct less than 2 per 
cent, per annum, equal to half the rate of increase in 
revenue. 

In Table II. the North-Eastem is shown as having 
expended during the ten years ending with 1901 a sum of 
^811,168,000 on capital account. But this includes 2^ 
millions expended in the second half of 1898 for the 
purchase of the property of the Hull Docks Company, 
and loans of that company taken over. The purchase 
was carried out by the issue of North-Eastern stocks 
to the holders of the securities of the Dock Company. 
In the interest on the Debenture and Preference stocks of 
the latter a considerable reduction was made, owing to the 
superior credit of the North-Eastem, whilst for each £100 
of the Dock Company's Ordinary stock there was issued 
£80 of North-Eastern Consols, then worth about £48. 

In furtherance of their provision for the needs of Hull, 
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the North-Eastem agreed in the autumn of 1895 to a 
proposal for amalgamation with the Hull and Bamsley 
Railway, whioh owns a large dock area at Hull. The 
North-Eastem Directors in their report for the half-year 
ended 31st December, 1896, said : — ** The subject of Dock 
<<and Traffic facilities at Hull has occupied the attention 
'^ of the Directors during the haK-year. In looking at the 
<< question of the best manner of affording increased 
'' accommodation for the traffic of the port, the Directors 
*' decided in conjunction with the Directors of the Hull 
<< and Bamsley Company to deposit a Bill for the amal- 
''gamation of the undertakings of the two companies, 
<' believing that such an arrangement would enable the 
''existing accommodation to be utilized and developed 
" to the fullest extent. The Directors of the Company 
** and the Directors of the Hull and Bamsley Company 
''subsequently had a conference with the Parliamentary 
" Committee of the Corporation of Hull, whose consent 
" to the amalgamation the companies desired to obtain. 
" At that conference the amalgamation proposals were 
"fully explained, but as the time available before the 
" Committee stage of the Bill for the full discussion of 
" the measure was felt to be too short, the promoters 
" intimated that they did not intend to proceed further 
" with the Bill." So that though notice was given of 
intention to bring in a Bill, and the terms of amal- 
gamation provisionally arranged between the two com- 
panies, the matter was dropped. The reason in plain 
language was — ^that opposition in Hull was very strong, 
and the Nx)rth-E astern did not care to run tilt against 
public opinion there. No doubt it would be much better 
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for all parties that the North-E astern should acquire 
the Hull and Barnsley, as the financial condition of the 
latter is such that it certainly cannot make the most of 
its position. 

As amalgamation with the Hull and Bamsley does not 
for the present appear to be within the range of practical 
politics, the North-Eastern Company have very wisely 
set about the development of the resources of Hull jointly 
with that company, under powers contained in the Hull 
Dock Amalgamation Act of 1893. When the Hull Docks 
were taken over by the North-Eastern Eailway consider- 
able powers for extending them had been unexercised be- 
cause of the poor financial position of the Docks Company. 

On the 1st November, 1895, the shareholders of the 
North-Eastern passed resolutions authorising the issue of 
£1,875,000 of Ordinary stock, to be allotted to themselves 
at 50 per cent, premium. This stock was paid in four 
equal instalments, the last of which fell due on 1st July, 
1897. 

In November, 1899, yet another issue of JBl, 540,000 of 
North-Eastern Consols was also created and subsequently 
issued pro rata at 150 per cent., whilst again in May, 1901, 
a farther issue of 2} millions was authorised, also to be 
issued at 150. Only about one million of this was taken 
by the shareholders as the price proved to be too high. 

The issue of stock by allotment to the shareholders 
pro rata is perhaps on the whole preferable to the sale of 
large amounts on the market, but it is far from an ideal 
mode of raising capital. A much better method Would be 
to put the stock up for public tender, as several large com- 
panies other than railways do. This would secure the 
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best price without necessarily weakening the market, as 
invariably happens as a result of either of the other 
methods. 

Had the stock been issued publicly, the price obtained 
would probably have been higher than the figure actually 
realised. More capital is required in the next year or 
two, and its Bill of 1902 seeks authority to raise £1,200,000. 
It is a pity the company does not issue Preference stock 
as it would help the market for its Ordinary stock in the 
future. 

Owing to its liberal revenue outlays on maintenance, 
and the efforts of the management to introduce economies 
which promise to be in some measure successful, Morth- 
Eastem Consols are an attractive investment, and one of 
the most promising of Home Bailway Ordinary stocks. 
The rapid development of its passenger business is a very 
good feature, and though the coal and iron trades in the 
North of England may suffer reaction, the steady develop- 
ment of other business is a healthy sign. 



CHAPTER XV. 

THE GREAT NORTHERN. 

Of all English railways the Great Northern is, perhaps, 
the one most deserving of pity. It is on the whole well 
managed, its services are a^ model of efficiency, and its 
traffic is plentiful, and yet it earns only a moderate divi- 
dend for its shareholders. This dividend, too, has fallen 
off sadly in recent years, and since 1899 the deferred dis- 
tribution has entirely vanished. The reason for the com- 
paratively small dividend paid by the Great Northern, 
which in 1901 was equivalent to only 8 per cent, on its 
original Ordinary stock, is mainly the severe competition 
to which it is subjected on every hand — a competition 
which is probably more severe than in the case of any 
other large English railway, and has, of course, increased 
since the Great Central line to London was opened. This 
competition tells not in diminished receipts, but in its 
high rate of working expenses. To hold its traffic the 
Great Northern has to be very generous in its facilities 
to the public in the way of speed and accommodation. 
With the North- Western, Great Central, and Midland on 
the one side, and the Great Eastern on the other, it has 
to strain every nerve to hold its own. The effect of this 
competition is shown by a comparison of the figures of 
1885 (which was itself a decidedly bad year) and 1901, 
as regards gross revenue and working expenses as set forth 
in the company's accounts each half-year. 
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1st 

Gross Revenue 

Working Expenses 
Gross Earnings per train 

ml IH ,,, ,,, ,,, 


HaLf-year. 

1885 1901 

... iBl, 775,687 iB2,697,641 

... 1,067,047 1,889,049 

s. d. B. d. 

8 10-4 4 2-1 


Net Earnings per train 
mile 


1 7-2 


1 81 


Dividend... 

Batio of Expenses to 
Receipts 


8 per cent. 
68*64 per cent 


'*'2^ per cent. 
69*86 per cent. 


2nd 


Half-year. 




Gross Revenue 

Working Expenses 
Gross Earnings per train 


... £2,084,630 iB8,042,871 
... 1,108,646 1,989,821 

8. d. s. d. 

4 1-8 4 4*9 


Net Earnings per train 


1 10-9 


1 6-6 


Dividend... 

Ratio of Expenses to 
Receipts 


6 per cent. 
68*66 per cent. 


t 8} per cent. 
66*09 per cent. 



From the above it will be seen though gross receipts have 
shown satisfactory expansion, net receipts have not grown 
in proportion, the ratio of expenses to receipts having 
risen very considerably. The result has been a falling-off 
in the net earnings per train mile, and a considerable 
decline in the dividend on the Ordinary stock even com- 
pared with the poor year 1886. Out of an increase in 

* £60,000 taken from Ck)ntingent fund. 
t £20,000 applied to reduce Suspense account. 
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gross receipts of £1,980,000, no less than £1,718,000 was 
absorbed by additional expenses. 

Of its total revenue for 1901 — which by the way was 
nearly the largest in the history of the company, having 
been 5i millions — ^the receipts from goods traf&c amounted 
to £1,789,000, and from mineral traffic to £956,000, 
whilst from passengers, which is the most important source 
of revenue of the Great Northern Company, the amount 
received was £2,088,000. From joint lines the Great 
Northern also receives a large revenue, as it has invested 
as its share in these concerns 7} millions. Subjoined are 
the gross receipts, working expenses, and net revenue for 
1901, of the joint lines in which the Great Northern has 
an interest : — 

Period. Gross Receipts. Expenses, Net Eevenue. 

Isthalf, 1901 ...£407,087 £297,922 £109,116 
2nd half, 1901... 459,608 819,628 189,976 
Year, 1901 ... 866,640 617,550 249,090 

The working expenses of these joint lines are very high, 
having been in 1901 over 70 per cent, of the gross 
revenue. The net revenue is, therefore, relatively low, re- 
presenting a return of only about 8^ per cent, on the 
capital involved. 

During 1901 the number of passengers carried of all 
classes was 88,765,000. The receipts from 1st class 
amounted to £192,000 ; from 2nd class to £28,000 ; and 
from 8rd class £1,808,000. Provision for the intermediate 
class was abolished from the Great Northern system some 
time ago, except as regards local trains in and around the 
Metropolis. 
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The Great Northern has a very important season-ticket 
revenue, this item having yielded the company a sum of 
£196,000 in 1901, or £63,000 more than in 1894. This is 
an item which, in the case of this company has increased 
rapidly for many years past, and will probably continue 
to increase. 

At dlst December, 1901, the total capital of the Great 
Northern Company was £48,722,000, including Ordinary 
stock amounting to £16,868,000. The total nominal 
amount of the Ordinary capital at that date was, however, 
about 20^ millions. The Ordinary stock is really made 
up of four distinct securities as follows : — 

Amount. 
"A ''Stock £1,159,275 

**B" Stock 1,169,275 

Preferred Converted Ordinary Stock 10,908,886 
Deferred Converted Ordinary Stock , 7,272,254 



Total £20,499,190 



There is thus a nominal addition through the conversion 
of the Ordinary capital of about £8,686,000 arising from 
the Great Northern Capital Act of 1890, which authorised 
the addition of that amount to the nominal total of the 
Ordinary stock in its converted form. 

The "A*' and ** B" stocks were originally issued as 
half shares of each denomination under a special Act of 
1848, the amounts then being £12 10s. Od. each; Under 
that Act the '^ B " half-share was entitled to 6 per cent. 
in preference to the '< A," it being also provided that the 
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jntereBt on the "A" and "B" together Bhould not ex- 
ceed the amoant paid on the undivided shares. It i 
held by the Oom-t that the " B " hali-shares were in faet \ 
entitled to a cunmlative dividend of 6 per cent, in 
ence to the " A " half-shares, ao that if the profits of any 
one year were insufBcieut to meet the 6 per cent, the de- 
fioiency would have to be met out of the profits of aubae- 
quent years. The option to divide the original sharea in 
this way expired in 1861, and the amount of ordinary ] 
capital now existing in this form represented by the " A " ' 
and " B " stock is ^2, 318, 650. The value of this cuma- 
lativs right of the "B" Btock is reSeoted in market 
Talnea, for though otherwise having similar security to 
that of the Preferred Converted Ordinary stook, its price, 
making allowance for the difTerence lo the dividend, is I 
generally higher than the latter. The corresponding dis- 
advantage in the position of " A '* etock, arising &om the 
fact that it haa a cumulative charge ranking in front of it, 
ia also more fully represented in its price, as compared with 
the Deferred Converted Ordinary than formerly, for it now 
stands five points lower. The "A" stock is from several 
points of view a very undesirable holding, particularly on 
account of this feature. Besides being relatively high, 
owing to the fact that the cumulative charge iu front of it 
is not fully allowed for in the quotation, the market in it 
OD account of the Enmllness of the issue is a narrow one. 
On the basis of recent dividends the margin over the Pre- 
ferred dividend has entirely disappeared, and the possi- 
bility that a further fall in profits will bring into play the 
cumulative right of the "B" stock, is certainly one which, 
in considering the position of the "A" stock, should be 
taken into the reckoning. 




^H The Gtea 
^^" Ordinary at 



The Great NoHkern. 
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The Great Northern Preferred and Deferred Converted 
Ordinary stocks aroae ont of its specif Act of 1890, 
whereby each f 100 of the original Ordinary stock was 
transformed into £75 of Preferred Converted Ordinary 
stock and J360 of Deferred Converted Ordinary. Under 
the aame Act ita Debenture stocks were consolidated into 
a 3 per cent, security. In 1890 the conversion of Ordin- 
ary stocks wflB quite in the fashion, the Caledonian and 
South- Western, besides a smaller company, having ob- 
tained the necesaary powers from Parliament in that year. 
The Great Northern in ita endeavom' to keep up with the 
times rather stultified itself, and it is admitted on all 
handa that the conversion scLeme of this company had 
much better not have been carried out, at any rate in the 
form in which it went through. The weakeat point abont 
it was that it made conversion compulsory on the part of 
every ordinary shareholder, whereas the other schemes 
gave the option to every shareholder to divide his stock. 
Another weak point about it was, that as it only increased 
the nominal amount of the Preferred to the extent of 26 
per cent, of the original capital, and did not increase the 
nominal amount of the Deferred portion at all, it left each 
f 100 of the latter stock to represent i200 of the old 
Ordinary stock. Conseijuently the fluctuations in divi- 
dends and in price were, as a result of the scheme, twice 
as large as they would have been in the same cironm- 
Btances as regards the original seourity. 

Under the Act of 1890 referred to, the Great Northern 
obtained powers, up to the present unexercised, to convert 
the existing jEI,ie9,000 of "A" and "B" stocks into 
proportionate amounts of the newer Preferred and Deferred 



128 Investment and Speculation in British Railways, 



stocks. The proportions would be £150 of 4 per cent. 
Preferred Ordinary for each ^6100 of ** B " stock, and £100 
of Deferred for each £100 of " A " stock. Whilst, how- 
ever, this exchange would give the holders of the " B " 
stock an equal amount of dividend to that at present re- 
ceived, secured on the year's revenue only, holders are not 
inclined to exchange in consequence of the cumulative 
charge. Such an exchange would entail a loss on the 
holders of the " B '* stock in security and market value. 

The Great Northern has been very free indeed with its 
capital expenditure for a long time past, and this feature 
has, without doubt, contributed very largely to bring about 
the decline in its dividend during the past few years. In 
the ten years to dlst December, 1901, the company ex- 
pended in all £10,946,000, or over 28 per cent, increase, on 
capital account. Most of this expenditure has gone to 
widen lines, for new rolling stock, and, generally, for 
additions to the existing system, and therefore does not 
add proportionately fco the earning power of the com- 
pany. Only 52 miles were added to the system in the 
ten years. In recenfc years a considerable amount of 
capital outlay has been in progress, to enable the Great 
Northern to hold its own in Lancashire and Yorkshire, in 
view of the facfc that it no longer has the Great Central 
Company as its ally and collector of traffic in those districts, 
but as a competitor. It is to be feared that the expendi- 
ture on capital account by the Great Northern Company 
will be somewhat large for some time to come. During 
1901 it amounted to £914,000. 

Since 1896 an important change in the financial policy 
of the company has been observed, which has mitigated 
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the adverse influences of the heavy capital expenditure it 
is incurring. Large additions were made to the Ordinary 
stock in the form of Preferred and Deferred during 
the decade previous to 1896, in order to provide the 
necessary funds. The result of the frequent issues of 
this stock was that its Ordinary capital at the end of 
1896 hore the largest proportion to its total capital of 
any important company, with the exception of the 
North-Westem and North-E astern. It had heen fre- 
quently urged upon the company that the issue of Prefer- 
ence stock was a cheaper mode of raising money, and one 
which did not subject the holders of Deferred stock to re- 
peated declines in value. In 1896 it was determined to 
make this change, and in August of that year a resolution 
was passed creating £2,440,000 of 8 per cent. Preference 
stock, all of which has since been issued ; and, in addition, 
2^ millions of 1898 Preference has been issued. 

Early in 1902 the company also offered, at, the price of 
90 per cent., £760,000 of 8 per cent. Preference 1899, 
part of an issue of 1^ miUions. Thus, in all, the com- 
pany has created nearly 6^ millions of 8 per cent. Prefer- 
ence since 1895. 

For some time the Great Northern has felt the need of 
extended facilities for its suburban traffic, which has 
grown so enormously within the last twenty years. In 
fact its traffic around the MetropoUs has quite outgrown 
the facilities for it provided by the company, and the ab- 
sence of extended provision threatened to check the 
natural growth of this remunerative business. 

Under the Great Northern and City Railway Act of 
1892, powers were obtained for the construction of a rail- 
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way 8J miles in length, from Finsbnry Park to Finsbary 
Pavement, which would provide an independent line right 
into th& heart of the City. This tine is nearly i 
and power is being appHed ior to extend to the north Bide 
of the Bank, and to conBtruct a circular subway there on 
the Bame linee as that provided by the Central London. 
An important agreement with the Great Northern has 
been arranged, in terms of which that company will 
confitruct an underground station beneath the existing 
Finabury Park station, and lease it to the Great Northern 
and Gity Bailway, at an annual rent covering interest 
on coat of the station and connecting line, estimated at 
£826,000. An agreement has also been come to with 
the Great Northern and Strand Bailway and the Brompton 
and Piccadilly Circus Kaiiway, providing for the con- 
elmction of a direct line from Fiusbury Park to Bromp- 
ton. For the accommodation of this line a second 
nndergronnd station is to he provided at an estimated 
cost of £146,000, wbiah is also to be leased at a rental 
to cover cost of the construction. Thus the numerous 
suburbs of the North of Loudon served by the Great 
Northern will be connected, via Finabury Park, with the 
Gity on one hand and the West £nd on the other, to 
the great relief of the existing lines south of Finsbnry 
Park. 

The Great Northern was in danger of suffering more, 
perhaps, than any other company from the competition of 
the Great Central Company, after its Loudon extensioa 
was opened for traffic. From free competition the Great 
Northern would not have had a great deal to fei 
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Great Central had formed a. valuable gathering ground for 
trafSc for the Great Northern ayBtem, and a large mter- 
change of traffic took place between them. It has 
Burvived the new competition with much Ibbh damage than 
had been generally expected. The Great Northern has 
the North-Eastem and Lancashire and Yorkshire Com- 
panies to serve, and it is more than likely that one da; it 
will be merged in the North-Eastem system. 

For 1900 and 1901 no dividend has been paid on the 
Deferred stock, and but for a draft of £60,000 on the Con- 
tingent Fund in the first half of 1901 the preferred divi- 
dend conld not have been paid in full. In 1889 the De- 
ferred received 8J per cent., and from 1896 to 1898 2iper 
cent, was paid, It is probable that this stock will be one 
of the earliest to recover at least part of its former diatri- 
bntion, but it should not bo overlooked that, at the end of 
1901, there still remained £70,000 to be provided out of 
revenue in order to wipe out the Renewal of Permanent 
Way Suspense Account. 

Early In 1902 a new invention in the mechanism of libe 
locomotive attracted a great deal of attention, in the hope 
that it may lead to economy in working. As it was being 
tested by the Great Northern it will, perhaps, be usefal to 
reproduce the chairman's remarks at the meeting of that 
company in February, 1902. According to the official 
report he said : " This invention was brought to the 
" notice of our locomotive superintendent. He had this 
" invention applied to one of his engines, made sundry 

" experiments, and kept records He waa 

' sufBciently satisfied with the first espeiiment to 
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'< determine to apply it to five more engines 

** We hope there may be some value in it, and if it proves 
'< to be of the value which its inventor thinks it possesses, 
" of course it will effect considerable economies, and no- 
'< body will be more glad than the Great Northern Railway 
" Company." 



OHAPTEE XVI. 

THE GREAT CENTRAL. 

The Great Central Bailway, formerly a provincial 
railway with no particular objective point, and altogether 
a very straggling system, has now become a trunk-line 
from London to the Midlands, and Lancashire and York- 
shire. The new line has added about 100 miles to the 
Great Central Company's system, and in addition it has 
running powers over the Metropolitan Company's line 
from Quainton Boad to within a short distance of its 
London terminus at Marylebone. 

The work of constructing the new line to London 
involved a very much larger outlay than was anticipated, 
and the difficulty of raising the money has left its mark 
on the financial position of the line for all time. Besides 
costing many more millions than the original estimate, 
the new line has completely failed to earn that revenue 
which was expected. Details are lacking, but it is more 
than probable that to date the new mileage has no more 
than paid its own working expenses, leaving the capital 
of the original undertaking to bear the burden of the cost 
of the additional funds found necessary to complete the 
London Extension. The line was only opened for all 
classes of traffic from April, 1899, and as it traverses for 
the most part new districts, the process of developing 
traffic is necessarily rather slow. On this development, 
however, the future of the company very largely depends. 
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At the dlst December, 1901, the total mileage of the 
Great Central Company then being worked was 665 miles. 
Of this mileage 465 belonged solely to it, and 200 were 
j.ointly owned with other companies. In addition this 
company owned 111 miles of canals and tramways. 

The joint lines of the Great Central Company form a 
very important part of its system. Below are given net 
receipts of these for the year 1901 : — 

Joint Line. Net Eevenne. 

Cheshire Lines £70,895 

Manchester South Junction and Al- 

trincham 89,281 

West Riding and Grimsby 40,727 

Sheffield and Midland 86,515 

Oldham, Ashton, and Guide Bridge (loss) 4,622 

Macclesfield ^. 5,817 

North Wales and Liverpool 1,559 



Total £189,622 



As the capital of the Great Central invested in these 
joint lines was over seven and a half millions, the return 
represented ' by the above net revenue was only a little 
over 2^ per cent, in 1901. 

In 1901 the total revenue of this Company was over 
8^ millions. Of this sum the largest item was goods 
and live stock, representing over 81 per cent, or 
£1,062,000. Next came mineral receipts amounting to 
£959,000, or 28 per cent. The revenue from passengers, 
parcels, etc., was £904,700, and miscellaneous receipts, 
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including the net revenue from the joint lines, the traffio 
of which is not classed, came to £494,000. During 1901 
the Great Central Company carried 18,947,000 passengers, 
all but 851,000 of which were third class. The latter 
figure represented the first class, the intermediate class 
haying been abolished by this company many years ago. 

Besides its joint lines and canals, the Great Central 
owns docks and steamers. The net revenue from these 
undertakings in 1901 was as follows : — 

Canals Loss £10,480 

Steamers Profit 19,718 

XxOCKS ... ••• ... ... ... ... ,, ^t/«iSOU 



Total Profit £88,688 



The total capital represented by these undertakings is over 
4^ millions, so that the return in 1901 was only f per 
cent, on the money invested. 

Altogether the Great Central Railway has not had a 
prosperous career, and since the London line was opened, 
instead of showing better results, it has shown worse. 
The following is a record of its average results from 1870 
to 1899, the year the London Extension was opened : — 

Average dividend on 
Period. Old Ordinary Stock. 

•LOfU~4 3b*i D O 

1875-9 2 11 

1880-4 2 11 6 

lood-d 2 2 
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Average dividend on 


Period. 




Old Ordinary Stock. 


1890-6 


. . . ... 


jei 7 


Year 1895 


• • • ... 


17 6 


ff lo9b • 


1 • • • • . 


16 


jf lOul 


II* • • » 


15 


19 lo9o 


» • « ... 1 


5 


• • lOt/t/ ... ..• . 


. . . • . ■ 


nil. 



Tboagh never very large it will be seen that the dividends 
had been on the descending scale for the thirty years 
previous to the opening of the London line. The highest 
dividends paid by the Great Central Company were 8^ in 
1872 and 8f in 1889. 

Having regard to the comparatively unsatisfactory con- 
dition of the company as disclosed above, it is hardly 
to be wondered that the directors sought from time to 
time to improve it by opening up new sources of traffic. 
During the past twenty years a great deal has been done 
in the way of extensions, but it is doubtful if these have 
not aggravated the evils they were intended to remedy. 
The late Sir Edward Watkin, formerly chairman of the 
company, was very bold in his designs for the improve- 
ment of the Great Central Company's position. Under 
his control it emerged from the position of a second-rate 
provincial railway into a trunk line. Extensions south- 
wards were first made a few miles at a time, so as not 
to arouse the suspicions of its ally, the Great Northern. 
Extensions and agreements were planned to the North of 
Lancashire, and to Southport, Blackpool, etc. On the 
other hand the Wirral Railways were purchased jointly 
with the Wrexham, Mold, and Connah's Quay, whereby 
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via a new line from Chester to Connah*8 Quay oyer the 
Dee Bridge, a new route was opened up to North and 
Central Wales. In 1889 a Traffic Union was formed, 
embracing no less than nineteen companies, the Great 
Central among them, for the purpose of linking together 
the very disconnected and financially dilapidated railways 
serving those districts, and for developing the traffic. To 
complete the chain the Wrexham and Ellesmere line was 
necessary, and this was constructed and opened for traffic 
in November, 1895. 

With its extensions in various directions it was hardly 
a matter for surprise that the Great Central became 
ambitious of being Metropolitan. And by gradually creep- 
ing southwards to Annesley it was only about 90 miles 
from Quainton Boad, to which place the Metropolitan 
Bailway, also under Sir Edward Watkin's guidance, was 
by the acquisition of the Aylesbury and Buckingham line, 
extending. So in 1890 the extension to London was being 
publicly discussed, and notice was given in the autumn of 
that year of the intention of the then Sheffield Company 
to bring in the necessary bill. The announcement was, 
of course, a blow to its ally, the Great Northern. The 
relations of the two companies were very intimate for 
many years, several important traffic agreements existing 
between them. Most important of the latter was the one 
of 1860, for a term of fifty years, whereby each company 
was bound to forward all unconsigned traffic over the line 
of the other where possible, and in consideration of which 
the Great Northern paid for a long time large bonuses 
to the Sheffield. Under the circumstances the Great 
Northern were quite justified in opposing the bill, and 



188 Investment and Speculation in British Eailicays, 



largely as a result of this the scheme was rejected. Other 
causes for the downfall of the measure were the difficulties 
coxmected with the site of the London terminus, and the 
fact that the Sheffield had at the time large capital powers 
already conferred, hut unexercised. 

Not to he defeated the Board announced their intention 
of reintroducing the Bill in the following Session, which 
ihey did. Meanwhile an arrangement was arrived at with 
the Great Northern, in terms of which the latter was 
debarred from appearing in opposition to the Bill, but 
secured very wide running powers. This time the 
application to Parliament proved successful, and in the 
spring of 1892 the measure passed both Houses, though 
owing to the dissolution of Parliament it did not receive 
the Eoyal assent until 1898. 

Under the London Extension Act the company was 
authorised to raise £6,200,000 of share capital, and 
j62,066,666 in loans, which proved to be very far short of 
actual requirements. The period allowed for the comple- 
tion of the work was five years from 28th March, 1898, 
subsequently extended. 

In the report issued early in 1896, the following was 
contained : ** Having regard to the fact that the present 
" name of the company will not when the Extension to 
" London is opened, accurately describe your system of 
'' railway the Directors are of opinion that in all the 
<< circumstances, the title Central Eailway will be a 
" suitable designation, and authority is therefore being 
'' sought in the ensuing Session to adopt this alteration." 
At the General Meeting held subsequently it was deter- 
mined, however, in order to avoid confusion of initial 
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letters with other companies to change the name to 
'* Great Central Railway." Thus the Manchester, Shef&eld 
and Lincolnshire BaUway, became the Great Central 

In June, 1894, the company offered to its shareholders 
£4,200,000 of the London Extension Stock. The terms 
of issue were that each £200 of the Extension capital was 
to receive interest at the rate of 4 per cent, out of capital 
during the construction of the line, and would eventually 
be divided into £100 of Ordinary stock, ranking on the 
completion of the line with the existing Ordinary stock, 
and £100 of 5 per cent. Preference stock to rank immedi- 
ately before the Ordinary. Owing to the coal strike of 
1898 the stocks of the Sheffield stood at very low prices 
in 1894, and as an additional attraction it was found 
necessary to offer in respect of each £100 Extension stock 
the option to take at par £25 of a 4^ per cent. Debenture 
stock, then quoted about £150. Even with this induce- 
ment the Sheffield shareholders took only about 10 per 
cent, of the issue the remainder being taken by the 
syndicate underwriting the stock. 

Since 1899 the dividend results have gone from bad to 
worse, and in 1901 the company fell short by £580,000 of 
earning its preference dividends in full. Six preference 
issues went entirely dividend-less besides the preferred 
and deferred ordinary issues, and one preference issue, 
that of 1874 only received a portion of its dividend. 

Those who had hoped that the London Extension would 
lift the undertaking into the position of a prosperous 
railway had overlooked various matters. First of all the 
new line cost more than double the original estimate of 
cost ; secondly, much of the capital had to be raised on 
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very onerous terms indeed ; thirdly, the heavy charges on 
the original undertaking remained as before ; and fourthly, 
the new line did not yield the revenue anticipated. So 
hard pressed was the company for funds that it had to 
resort to exceptional means of raising the money. At 
dlst December, 1901, Lloyd's Bonds to an amount of 
£2,652,500 appeared in the balance-sheet, though the 
chairman announced at the meeting early in 1902, that 
arrangements had been made to reduce them to 2 millions. 
This amount has to be redeemed by June, 1904. At the 
end of 1901, the company was also indebted to the Bail- 
way Boiling Stock Trust, to an amount of a million 
sterling, which has to be repaid in half-yearly payments 
of £100,000, beginning on 80th June, 1903. To meet 
these maturing obligations and to provide for farther 
requirements on capital account, the company in 1900 
obtained from Parliament power to issue 6 millions of 
3^ per cent. Second Debenture stock. It is hoped that 
when the maturing obligations referred to are replaced by 
the Second Debenture stock, a reduction in the interest 
charge of not less than ^ per cent, per annum will be 
effected. 

Mr. Alex. Henderson, M.P., who has for some time 
been largely responsible for the company's financial policy, 
became chairman of the Great Central, and it is recog- 
nized that his services are a most valuable acquisition 
to the company. A change was also made recently in the 
managership, Sir William PoUitt whose service extends 
over 45 years having retired, and taken a seat on the 
Board. Mr. Sam Fay, formerly of the South- Western 
Company, has succeeded him, and great things are expected 
of him. 
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At Slst December, 1901, the total capital of the Great 
Central was 42J millions including £9,669,000 of Ordinary 
stocks. In the ten years 1892 to 1901, the Great Central 
spent nearly 17^ millions on capital account, an outlay 
which was only exceeded by that of the Midland Company. 
As a result 167 miles were added to the Great Central 
system. All the old Ordinary stock was replaced in 1897 
by Preferred Ordinary and Deferred Ordinary, but, of 
course, both are far removed from a dividend. Subjoined, 
are the amounts of additional net profit over and above 
that for the year 1901, which must be earned before each 
successive preference issue can receive its full dividend : — 

Amount of extra net 
profit required to 
pay dividend. 

. de82,400 

107,400 



Stock. 
1874 (Preference) 

1876 „ 

1879 „ : 157,400 

1881 „ 226,400 

1889 „ 286,400 

1891 „ 875,600 

1894 „ 580,600 

Preferred Ordinary 820,658 

Deferred Ordinary (1 per cent.) 869,001 

Thus, the net profit earned in 1901 would have to be 
nearly doubled before the Deferred stock could receive 1 
per cent. Some of the earlier preference issues will 
probably prove remunerative at their present depreciated 
level, though patience may be required. It is noteworthy 
that the Great Central is drawing close to the Great 
Western, and stranger things have happened than an 
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amalgamation of these two railways. Owing to the 
former obstructive policy of the Metropolitan, the Great 
Central is jointly with the Great Western providing an 
alternative route into London via High Wycombe, Aoton, 
and Northolt. When the new joint lines are completed, 
the Great Central will be entirely free of the old alliance 
with the Metropolitan which was arranged by the late 
Sir Edward Watkin when he was chairman of both com- 
panies. The new lines are being financed entirely by the 
Great Western and in the Great Central's balance-sheet at 
Blst December, 1901, a sum of £472,000 appears as 
already having been advanced for this purpose. 



CHAPTER XVn. 

THE GREAT EASTERN RACLWAY. 

The Great Eastern has probably shown greater im- 
provement in its position during the last fifteen years or 
so than any other large company. Its traffic has vastly 
increased, and dividends and prices of its securities have 
also improved, though the best dividends and the highest 
prices have not been maintained during the adverse years 
1900 and 1901. From 1880 to 1890 the improvement in 
its dividend was almost continuous, and in the latter year 
it paid 8 per cent, compared with 1^ per cent, in 1880 on 
its Ordinary stock. From 1890 to 1893 the dividend fell 
away quickly to only 1 per cent., but recovered again in 
1899 to 8} per cent., which was the highest on record. 
In 1901 only 8 per cent, was paid with the aid of a draft 
on the Contingent Fund. Like other leading railways the 
Great Eastern suffered very seriously in 1900 and 1901 
from the rapid growth in expenses. To some extent this 
adverse influence was mitigated in the case of the Great 
Eastern Company by the continued large growth in gross 
revenue, particularly passenger traffic. It is necessary to 
turn back for many years to find a period in which the 
Great Eastern exhibited any serious reaction in its gross 
revenue. The large extent of the growth of its revenue 
will be seen from the following comparison : — 
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Year. 


Gross Receipts. 


Xot/U ••• ••• t** ••• 


£4,180,000 


^Ot/ J- ••• ••• ••« ••• 1 


4,279,000 


XOt7^ ••• ••• 


4,405,000 


1893 (strike year) ... . 


4,271,000 


Io«/4 ... 


4,422,000 


Xot/O ••• ••* .«• ••'• • 


4,547,000 


XOt/D 


4,766,000 


Xc/i/i/ .•• •«. •.. «•• 


5,684,000 


X«/Ux •.. ... • 


6,736,000 



In eleven years the total revenue advanced by £1,556,000, 
and in spite of the unfavourable conditions prevailing in 
1901 the increase in that year alone was £152,000. To 
that increase must be attributed the ability of the com- 
pany to pay 3 per cent, in 1901 the same as in 1890, for 
nearly every other leading company fell far short of even 
that modest achievement. In the first half of 1901 the 
company took £55,000 from Contingent Fund, whilst only 
£10,000 was replaced to that fond in the second half of the 
year. This course was defended by the company on the 
ground that the Contingent Fund was formed in times of 
prosperity to be used in times of adversity. In 1893 that 
fund was only £37,500, but at 31st December, 1901, in 
spite of the large draft made upon it, the fund stood at 
£75,000. 

The mileage of the Great Eastern system is l,177f . Of 
the latter figure 1,000 are solely owned by it ; 127} are 
jointly owned; and 50 are leased or rented. Of its revenue 
in 1901 amounting in all to nearly 5f millions^ more than 
half, namely, £3,063,000 was derived from passengers. 
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etc. It is interesting to note that of a total increase in 
revenue in 1901 compared with 1890 of about 1^ millions, 
two-thirds was in passengers. This is, of course, mainly 
attributable to the great development of the Suburban 
traffic of this line, to provide for which so heavy an ex- 
penditure of capital has been incurred by the Great 
Eastern during the last fifteen years. During 1901 the 
company carried nearly 119 millions of passengers, besides 
quite an army of season-ticket holders. 

In spite of the enormous additions to the accommoda- 
tion provided by the company for its London suburban 
traffic, it finds some difficulty in keeping pace with 
the enormous growth in the traffic. Belief could be 
found in further extending the stations and widening the 
lines, but the capital cost is prohibitive. Already the 
interest on the capital involved in the Liverpool Street 
station amounts to a hal^enny for every passenger who 
uses it, and the capital cost of the various London lines is 
very heavy. In spite of this, agitation for the extension 
of workmen's trains at fares which are unremunerative 
has proceeded actively and has gone the length of an 
action before the Bailway Commissioners. According to 
an official return published in 1897 it appeared that the 
Great Eastern was running daily 76 workmen's trains, 
covering 658 miles against only 28 in 1888. The average 
fare paid by all passengers, except season-ticket holders, 
during 1901 was only 4fd., showing how the short-distance 
traffic predominated. 

Some relief from the congestion of growing traffic is 
being found in the construction of wider carriages and a 
conversion of present carriages, so that a train of fifteen 
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Tehioles, formerly aooommodatixig 686 passengers, will 
take 768. 

The receipts from season-tickets form a yeiy important 
part of its passenger reyenue, and is an item which 
although it has shown rapid growth, may be expected to 
exhibit still farther large expansion. Between 1885 and 
1901 the season-ticket receipts increased from igl6d,777 to 
£847,860, or 112 per cent. The Great Eastern has shown 
the largest increase in season-ticket revenne of any of the 
leading companies, and midonbtedly the well-known char- 
acter it has for punctuality and the general e£Sciency of 
its services has very materially contributed to bring this 
about. 

From goods and live stock the Great Eastern derived a 
revenue m 1901 amounting to £1,660,000, and from 
minerals a sum of £559,000. Since 1889 the total receipts 
from minerals in each year have been as follows : — 

1889 £487,892 



loi/U 

lo91 

1892 

1898 (strike year) 

1894 ... 

1895 ... 

1896 ... 

1900 ... 

1901 ... 



508,504 
518,751 
529,618 
888,855 
499,885 
481,768 
479,857 
588,000 
559,000 



From the above it will be seen that in 1901 the receipts 
were only £80,000 better than in 1892. In 1900, however, 
a special mineral manager was appointed with the view of 
extending this traffic. 
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The total capital expenditore of the Great Eastern to the 
81st December, 1901, was £54,319,000. This ia exclndTe 
of nominal additions and discoonts amounting to over 
£4,197,000. The moat noteworthy feature about the con- 
Etitntion of the capital account is the amall amount of the 
Ordinary stock, only aixint 29 per cent, of the total 
nominal capital. This, of course, implies that a relatively 
small amount is required to pay an increased dividend on 
this Becurity, and as a matter of fact an increase in the 
net revenue of about a quarter of a million, or 12 per cent., 
would increase the dividend by nearly 2 per cent. It is 
equally important to remember that a decline in net 
revenue would have a correspondingly severe effect on the 
dividend ; in fact should the net revenue again decline to 
the 1B93 level, the distribution on the Ordinary' stock 
would disappear. 

Undoubtedly the development of the suburban traffic of 
the Great Eastern Company has been in the main its finan- 
cial salvation, and the policy of increasing the faoihties 
for dealing with this by judicious capital outlay has been 
a wise one, and one moreover which has already borne 
fruit to the ordinary shareholders. During the last ten 
years the company has expended on capital account about 
£7,610,000. Most of this capital has been raised by the 
issue of Preference stock bearing rates of 4 aud 8} per 



Since 1697, however, the company has taken the oppor- 
tunity created by the advance in its Ordinary stbok to 
over par, to issue Ordinary stock. To the end of 1901 
about 2 millions of Ordinary stock had been so issued, 
and £783,000 still remained available for issue, being the 
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unissued balance of 1^ millions stock offered to the share- 
holders early in 1901. This balance was re-offered to the 
ordinary shareholders in May, 1902, at par. 

The policy of the company now is to spend as little on 
capital account as possible, and in July, 1901, the chair- 
man, Lord Claud Hamilton, said for the next few years 
capital expenditure must be confined not to what is 
desirable but to what is really necessary. Again, in 
regard to " tube *' projects which the Great Eastern has 
contemplated constructing to relieve existing lines, after 
consideration the Board have resolved that they would not 
be justified in incurring the heavy additional capital out- 
lay. The policy of the company is, in short, to develop 
to the utmost the existing resources of the company in the 
belief that if new ** tube " competitors are constructed the 
Great Eastern will be able to hold its own. 

Though the Great Eastern has been very energetic in 
developing its suburban traffic, it has not neglected other 
sources of revenue by any means. Its traffic to seaside 
resorts on the East Coast has been cultivated by a liberal 
policy of quick and efficient services at low fares. Its 
Continental traffic via Harwich, fi:om which port its own 
steamers ply to Hook of Holland and Antwerp, is impor- 
tant, and in 1901 its steamboat receipts alone were over 
£277,000. The company is having two new steamers 
built for these services. 

On the whole it is probable that the Great Eastern will 
show improvement compared with 1901 results, and it is 
to be hoped that such will be the case, for the Ordinary 
stock stands at a price which discounts higher dividends 
than those that have lately been forthcoming. The main- 
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tenance charges of the oompany are rather low, and 
might with permanent advantage to the company be in- 
creased, especially now that it can better afford to spend 
its surplas revenue in this way. It is important also to 
bear in mind that this company is most seriously threat- 
ened by electric tramway and '< tube *' railway competition, 
though it is doing its best to prepare for possible develop- 
ments of this character. 



OHAPTEE XVm. 

THE LONDON AND SOUTH-WESTERN RAILWAY. 

The South- Western is the largest of the Southern lines, 
even if we regard the South-Eastem and Chatham as one 
undertaking. Its mileage at the end of 1901 was 926^. 
Of this 807 miles were owned by it, 28 were partly 
owned, and 96^ leased or rented. The total revenue of 
the company in 1901 was £5,008,000. Of this figure over 
8 millions or 61 per cent, was represented by passenger 
receipts. Goods and live stock yielded a revenue of 
£955,000, and minerals a sum of £416,000. 

The miscellaneous revenue of the South- Western is 
considerable. It owns an important fleet of steamers, and 
besides has invested a large amount of capital in the 
Southampton Docks. In 1901 the total miscellaneous 
revenue was £579,000, of which sum steamers yielded 
£180,000, and docks £264,000. But on the working of 
the steamers there was a loss of £46,000, taking deprecia- 
tion into account. This is apart from the interest on 
£575,000, of capital invested therein. 

The amount invested in Southampton Docks is nearly 
8i millions. This capital yielded a direct return of over 
2 per cent, in 1901, and in view of the immense traific 
development of the South- Western system which has 
followed upon their acquisition, and the large addition to 
the profit upon the railway business which has resulted, 
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the purchase and improvement of Southampton Docks has 
akeady been most advantageous. As the Chairman of the 
company said at the meeting early in 1902, the Board 
looked upon the docks as a means to an end. 

During 1901 the South- Western carried nearly 62 
million passengers, of which 55 millions were third class. 
This is quite apart from season-ticket traffic, which yielded 
it a revenue of £226,000, an increase of £80,000 compared 
with 1896. Like the Great Western, the South- Western 
in 1896 revised its second-class fares with very satis- 
factory results. Through this reduction of fares an 
increase of £128,000 in the receipts from second-class was 
realised between 1896 and 1901, whilst in previous years a 
falling off was witnessed. 

The total issued capital of the company at the end of 
1901 was £89,062,000, exclusive of nominal additions, 
amounting to £8,680,000. Of this the ordinary capital 
issued to the same date was £12,084,000. In May, 1902, 
a further issue of £605,000 of Ordinary stock was 
offered to the shareholders at 175. It will carry dividend 
from 1st July, 1902. During the last ten or fifteen 
years the South- Western has incurred a proportionately 
large expenditure on capital account, though, of course, 
as regards the actual amount it is far from being the first. 
To the end of 1901 the total expenditure on capital 
account was £41,624,000. To the end of 1882 the total 
expenditure was £24,871,000, so that during the nineteen 
years there was an outlay of over 17 millions, or 70 per 
cent. Where this money has gone may best be seen from 
the following comparison of the main items of expenditure 
as shown in the capital account at the end of the years 
1882 and 1901 :— 
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Total capital Total capital 
Expenditure to Ezpenditoie to 
Items. 31st Dec., 1882. 31st Dec., 1901. 

Lines open for traffic... £20,699,488 ^£30,885,689 

Working Stock 2,745,427 5,295,680 



Steamboats 


290,271 


575,200 


Southampton Docks... 




8,204,268 


Subscriptions to other 






V^vlo. ... ... ... 


420,824 


1,652,971 


Docks and other special 






items 


126,651 




Tiines in construction 


90,865 


559,918 


Total 


dB24,871,521 


41,628,716 



Since the end of 1882 the mileage open has increased by 
156. It will be seen that considerably more than half 
of the total expenditure has gone into this item. The 
next largest expenditure is that of 8^ millions on South- 
ampton Docks. The latter were taken over from the Dock 
Company on 1st November, 1892, the price paid by the 
railway company being dBl,181,000, most of which was 
paid in 8 per cent. Debenture stock of the South- Western 
Company. Since the acquisition of the property, it will 
be observed, the South- Western have expended a further 
larger sum. The 17 millions of capital, expended as 
shown above, was raised mainly by the issue of Debenture 
and Preference stock, only 2^ millions of Ordinary stock 
having been issued. 

The South- Western very materially improved its position 
between 1885 and 1897, but has since suffered from the 
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Advance in expenses. 


Subjoined is 


a comparison of divi- 


dends in recent years 


• 


Bate of dindend 


YenT. 




on Ordinaiy Stock. 


1886 


• ••• ••• ••• 


... 5 per cent. 


1889 


• • • 




... 6 , 




1890 


• • • 




... 6 , 




1891 


• • • 




... 6 , 




1892 


• • • 4 




... 6 , 




1893 


• • • 4 




... 6 , 




1894 


• • • fl 




... 6i , 




1895 


• • • « 




... 6i , 




1896 


• • • • 




... 6J , 




1897 


• • • 




... 7 , 




1898 


• • • 




... 6i , 




1899 


• • • fl 




... 6* , 




1900 


• • • 




... 6J , 




1901 


• • • 4 




... H , 




-ri 'n 1 •! « • 


• 1 


m It 1 


1 


^ t 3- -■%• 



It will be seen that in spite of the almost general decline 
in railway dividends between 1889 and 1895, the South- 
western maintained a steady 6 to 6^ per cent. 

In 1897 the dividend rose to 7 per cent., equal to 8 per 
cent, on the Deferred, but fell away again to only 5f per 
cent, for 1901, as the result of the extraordinary advance 
in expenses. 

Having regard to the fact that a very large portion of 
the heavy capital outlay of the last ten years has not 
developed anything like its full earning power, the pros- 
pect of the South- Western recovering its dividend is espe- 
cially good. The effect of the large capital expenditure 
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on gross earnings is shown by the following comparison 
of gross receipts from 1889 to 1901 : — 



Year. 
1889 
1890 
1891 
1892 
1898 
1894 
1895 
1896 
1901 



Gross revenue including 
net revenue credits. 

. dB8,818,721 

. 8,441,990 

. 8,548,502 

. 8,625,168 

. 8,788,462 

. 8,902,527 

. 4,026,471 

. 4,204,917 

. 5,008,297 



Between 1889 and 1901 it will be seen the gross 
revenue increased by nearly dBl,700,000, or 50 per cent. 

One important outcome of the improvement in the 
position of the South- Western previous to 1898 was the 
remarkable appreciation in the price of the Ordinary stock, 
and for over three years it was quoted at a higher price 
than any other Home Railway Ordinary stock of similar 
importance. In 1882, when the dividend was 5} per 
cent., the price was never higher than 189, and right on 
till 1888 the price was never higher than 148f . In the 
following year an increase in dividend from 5f , the rate 
paid in 1888, to 6 per cent, took place, and the stock rose 
during 1889 to 160. From that year till 1897 the apprecia- 
tion in the price of the Ordinary stock was practically 
continuous, as the following comparison of highest and 
lowest prices in each year will show : — 
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Highest. 


Lowest. 


160 


148 


166 


161 


163^ 


154i 


177* 


159 


195 


176 


195 


181 


204 


194 


217 


198 


288 


208 


236 


216 



Price of Ordinary stock. 

Year. 
1889 
1890 
1891 
1892 
1898 
1894 
1895 
1896 
1897 
1898 

Thus it appears that though the dividend in 1897 was 
only 1 per cent, more than in 1889, the stock rose about 
80 points from the mean quotation of that year. The 
reasons for this were that the company had acquired the 
Docks at Southampton, and that stroke of pohcy was 
generally believed to promise substantial future benefits to 
the company beyond those already realised. Another 
important &ctor in bringing about the advance referred 
to was the duplication of the Ordinary stocks into Preferred 
and Deferred in 1890. By its Stock Conversion Act of 
that year it was authorised to create and issue for each 
£100 of Ordinary stock : — (a) dBlOO of a 4 per cent. Pre- 
ferred Ordinary stock, entitled to its dividend out of the 
net revenue available for distribution on the ordinary 
capital in each year ending 81st December ; and (b) 
£100 of a Deferred Ordinary stock taking the balance of 
dividend. To the end of 1901 shareholders had exercised 
the option of duplicating their holdings to the extent of 
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£8,349,000 of Ordinary stock. Another favourable develop- 
ment in regard to the South- Western since 1889 is that . 
the Waterloo and City Railway has been opened. Thia | 
has facilitated the handling of the large suburban traffia 1 
of the South- We a tern, and has increased its popolorit;, aa 
tlte now line provides direct access to the heart of the 
Metropolis. 

On the creation of the Preferred Ordinary stock in 1891, 
it was quoted at 111. In 1896, owing to the continuance 
of the demand for fised dividend stocks of a well-secured 
character, the Preferred actually rose to 141. In 1901 
owing to the effects of the war and the fall in all railway 
stocks, South- Western Preferred actually fell to 109, and 
early in 1902 was only a few points above that figure, and. J 
is an excellent investment at that level. | 

The Deferred stock carries the reversionary rights, and ' 
therefore any improvement in dividends will go to thia 
Btock. For investors who wish to share in any improve- 
ment in the position of the South -Western, the Deferred 
stock is the one to buy. In 1897 its dividend was 3 per 
cent., and since 1889 it has not been less than 2, with the 
sole exception of 1901. 

To some extent the South- Western has suffered, and 4 
will continue to suffer from tramway competition in the " 
West of London, The capital expenditure involved in 
tho enlargement of Waterloo — already the largest terminus 
in London — will also be a temporary burden on the com- 
pany. But neither of these seriously threaten to check 
the natural development of this system. 

In 1901 Parhament allowed power to he given to » 
rival undertaking to coostrnot an independent line to i 
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Southampton. The uiidertaking referred to is the Didcot, 
Newbury, and Southampton, which has hitherto stopped 
short at Winchester, though originally it had powers to 
construct a line to Southampton, but allowed them to 
lapse. Since then that port has developed so largely 
under the fostering care of the South- Western Railway, 
and though Parliament has decreed it so, it is a hardship 
on the company which has done so much to develop 
Southampton that a rival is allowed to come in and share 
the fruits of its enterprise. On the other hand the South- 
western has secured some compensating advantage, as an 
independent but friendly company which had the support 
of the larger company, has secured power to construct a 
new railway and submarine tunnel, which will link the Isle 
of Wight Bailway system with the South- Western main 
line. 



OHAPTEE XIX. 

THE SOUTH-EASTERN AND CHATHAM RAELWAYS. 

So far as the public and the actual handling of the 
traffic are concerned the South-Eastem and Chatham 
Bailways have, since 1st January, 1899, been virtually 
one undertaking. The companies so far as their finances 
and the interests of the shareholders are concerned, how- 
ever, still remain distinct in most respects. In the present 
chapter it will be most convenient to consider them first 
in their united form, and then to proceed to examine 
separately the position of the shareholders of each 
company. 

Previous to 1899 bofch these railways had achieved an 
unenviable notoriety for the inadequacy, slowness, and 
unpunctuality of their services, for the dilapidated con- 
dition of their stations and rolling stock, and generally for 
the backward state of their accommodation. In the case 
of the Chatham Company the financial position was also 
very precarious, and though the South-Eastem at one 
time was nominally much stronger in this respect, it too 
has lost much ground in the last five years, and for 1901 
its ordinary dividend at the rate of only 2 per cent, was 
the worst in its history. Competition of the worst kind 
between the South-Eastem and Chatham Companies was 
a normal state of affairs, and as the result both railways 
spent vast sums of capital and revenue for which there is 
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at tlie present time little to show except duplicate lines 
and stations, and inadequate proviBion for traffic where 
extended accommodation was most required. Many times 
a fuBion of iatereata had been urged upon the two com- 
panies, but withoat result. Negotiations for amalgama- 
tion were entered upon several times, but they always 
broke down at the crucial moment. 

At last, in 1898, an agreement between the two com- 
panies was come to, not for a conipletQ amalgamation, but 
for the pooling of gross revenue and working expenses and 
the division of net profits on a fixed percentage basis, 
with additional arrangements for the joint contribution 
of capital reijuired. It was not the intention of the two 
companies to seek Parliamentary authority for this 
arrangement, as they were not bound to secure the 
sanction of any other body than their shareholders. 
But the Government virtually intimated that the new 
arrangement was bo important and far-reaching in its 
bearing on the interests of the public, that the terms of 
agreement ought to he embodied in a Bill, This Bill was 
introduced in the Session of 1899, and received the Boyal 
Assent on Ist August of that year, seven months after 
the new arrangement actually came into operation. 

The preamble to the Working Union Act of 1809 recites 
lat " With a view to avoiding undoe competition and 
anneceseary expense and delays and other inconveniences 
arising from diversity of interests and to turning to the 
best account the respective powers and resources of the 
two companies . . . it is expedient and will be for 
the public advantage that subject to the provisions and 
enactments in this Act contained, the undertakings of 
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the two companies should be used, worked, managed, 

maintained, and improved from and after the passing of 
** this Act, as one undertaking . . ." The Act consti- 
tuted a Managing Committee to administer the two railways 
as one company, that new body being made up of the 
directors of the two companies, except Mr. J. S. Forbes, 
who was specially appointed "general adviser'' of the 
Managing Committee, without a vote. 

Practically the whole of the working of the united 
companies passed into the hands of this new authority, 
and they finally have to pay over to the South-E astern 
Company 59 per cent, of the total net profits, and to the 
Chatham Company 41 per cent. Capital for new works 
has to be provided in the same fixed proportions, but 
special provision was made for the contribution of either 
company being in excess of its fixed rate, in which event 
the Act of 1899 declared it to be entitled to 8 per cent, 
interest thereon, to be paid by the Managing Committee 
before division of net profits. In the South-Eastem Act 
of 1901, however, an important change is made, leaving 
this interest allowance to be mutually agreed upon, the 
intention being to fix the rate at whatever the cost of 
raising it may be to the company providing it. That 
company is of course the Bouth-Eastern, and as it had to 
raise money at 4 per cent., and only received 3 per cent, 
allowance thereon, the amendment of the original rate 
operated in its favour. That company will also benefit 
jErom an interest allowance to be made on works imcom- 
pleted on 81st December, 1898, but subsequently brought 
into use. 

The only duty of the separate companies is to receive 
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certain special revenues other than railway receipts, 
excluded from the "pool," and distribute such income, 
together with that received from the Managing Committee, 
among their respective shareholders. Since the working 
union became operative, a very large capital outlay has 
been incurred, 4f millions having been expended in three 
years — or considerably more than the South-Eastern and 
Chatham Companies had spent during the last seven years 
of their separate existence. The proportions fixed for the 
apportionment of net profit were admittedly in favour of 
the Chatham Company, and in the period to 80th June, 
1899, after the new arrangement had existed only six 
months, the Chatham Company paid the full 4^ per 
cent, on its Second Preference Stock for the first time. 
The South-Eastem Company, however, immediately began 
to suffer in dividends, and for 1901 it earned only 2 per 
cent, on its ordinary stock, against 4^ per cent, for the 
year 1898, just before the working union came into 
operation. 

Economies were generally anticipated from the union of 
management, but these have failed to make their appear- 
ance. The reasons are various. The two companies were 
virtually subjected to a species of " blackmail ** by Parlia- 
ment and the local authorities in the districts served, as 
the price of securing their Act of 1899. Then the two 
systems, and particularly the South-Eastem had physically 
very much run down in the former "Watkin" days, 
for maintenance and renewal charges against revenue 
were inadequate previous to 1899, and have had to be 
increased since. Then the prices for coal and materials, 
and charges in respect of rates and taxes rose very rapidly 
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from 1898 onwards, and the addition to expenses thus 
incurred was one which the change in the method of 
administration could not check. And finally large sums 
were paid by the Managing Committee for retiring 
allowances, pensions, etc. Subjoined is a statement of 
the increase in expenditure between 1898 and 1901 under 
each head, that is since the working union came into 
operation : — 



Items of expenBOB. 

Maintenance of way 

Lioco. coal 

Other loco, expenses 

Carriage and waggon repairs 

Traffic expenses 

General charges t 
Law charges 
Parliamentary expenses . . 

Compensation 

Bates and taxes 

Government duty 

Other expenses 

Total 



• t • • • • 



* Increase or decrease. 
+JB93,819 
+116,201 
+ 116,416 
+ 23,687 
+ 144,368 
- 14,144 
+ 1,645 
+ 539 
+ 5,091 
+ 33,002 
+ 3,254 
+ 12,330 



+dB536,158 



The increase in the " pooled " revenue of the two com- 
panies between 1898 and 1901 was only £270,000, so the 

* Oomparing separate accounts of two companies for year 1898 
with Managing Committee's account for year 1901. 

t A nominal decrease as other new charges appear in separate 
accounts. 
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additicm to expenses was nearly twice as large aa that 
made to total earnings, As capital charges increased very 
largely in the three years the amount distributed on the 
junior stocks of both companies was nearly £400,000 leas 
in 1901 than in 1898. 

A large saving in coal and materialB will be made by the 
Managing Committee as compared with 1901, and when 
the large widenings on the Bouth-East«rn section and con- 
necting lines are completed, the traffic to and from Cannon 
Street, London Bridge, Waterloo Junction, and Charing 
Cross will be dealt with more cheaply and efficiently. 
But to a large extent the additions to both capital and 
revenue charges have been made merely to cover past 



In 1901 the gross revenue of the Managing Committee 
was £4,465.000, of which £B,1S6,000, or 70 per cent., was 
derived from passengers, and £710,000 from goods. Both 
companies owned steamers, and these were taken over by 
the Managing Committee in 1899. From them a revenue 
of £201,000 was earned in 1901, but the net profit was only 
£3,714. Working expenses were £2,972,000, in all, or 66i 
per cent, of the receipts — a ratio which was only exceeded 
by the Great Northern Company. 

It is to economy and extension of traffic that the two 
companies must look for financial salvation. Owing to 
the public distrust of the aims of the Working Union, 
Section SO of the Act of 1899 laid down that " fares (in- 
" eluding those for aeaaon tickets, and where such now 
"exist, the cheap fsres on certain days in the week), 
" rates, and charges existing on the first day of May, 
I' 1899, shall not be increased by either of the two com- 
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"panies, or by the Managing Committee, without the 
^' sanction to such increase being first obtained of the 
'^Railway and Canal Commissioners, who shall have 
<< jurisdiction in like manner as if the Railway and Canal 
*' Trafl&c Acts were applicable . . ." Other sections of 
the Act make it obligatory to provide sufficient passenger 
trains, and '< a sufficient number of trains to and from all 
'^ stations upon the respective systems within twenty 
'^ miles of their several terminal stations in London, for 
'* the conveyance of working men and women." 

The policy of the Managing Committee appears to be to 
bring the rolling stock and permanent way up to date, to 
improve the services to the public as far as possible, and 
then at some future date complete amalgamation may be 
asked for from Parliament. But it is obvious that the 
past policy of the two separate companies led to enormous 
additions to capital of an unproductive character, and 
amalgamation of capital might imply a reduction of nominal 
capital, and then it would not be worth having. As 
matters stand the high charges of the united undertaking, 
and the burdens of over-oapitahsation render it peculiarly 
liable to competition in the future. 



THE S0UTH-EA8TEBN RAILWAY. 

Separate accounts of the South-Eastem and Chatham 
Companies are still prepared, but they relate only to 
capital matters and the distribution of net revenue. 
Traffic details are supplied in the separate accounts of 
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file Managing OomtnittQe, vhicb nov necessarily accom- 
pany the reports of the two companies. 

The total capital of the Soath-Eastem at the end ot 
1901 was £30,332,000, inoluding rather over 10 milliona 
of Ordinary stock. Its total net revenue for 1901 was 
41,113,000, of which £826,000 was derived from the 
Managing Committee'e operations. In 1896 the company 
distributed £471,000 on its Ordinary stock, and in 1898, 
the year before the working union, it distributed £462,000 
thereon, but in 1901, only £201,000. Thus for the first 
time the company was unable to pay the full 6 per cent, 
on its Preferred Ordinary stoct, and in fact only 4 pet 
oent. was paid. The Deferred stock, which received 35 
per cent, for 1897, had nothing for 1900 or 1901. This 
&11 in profits piodnced a very seiious decline in the 
market values of the Preferred Ordinary, Deferred 
Ordinary, and most of the Preference Stocks. The 
margin of security behind the Preference Stocks (see 
Table Vill.) was 38-88 per cent, of the total net revenue 
in 1896, but only 18-05 per cent, in 1901. 

As the predominant partner In the Working Union, the 
Sonth-Eastem has bad the task of providing capital for 
the united nndertaking. As a matter of fa^t it spent 
£3,328,000 on its own account between 1899 and 1901, 
and contributed most of the £1,2S6,000 expended in the 
same period by the Managing Committee, 

Railways do not as a rule have reserve funds — at least 
they are not disclosed — but the 8outh-E astern is not as 
other railways are, for it has several. They are nothing 
to be proud of, however, as they have been built up by a 
very simple process, and one which is open to any com- 
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paiiy whidi does not pxuse its ezedit any more than the 
Soufli-Basteni does. For ttie most put these fdnds r^re- 
sent premiums reoeired on stodts and shares, and even 
Bebentnre stodc, wMeh, instead of beinet eanied to oapitit 
and treated as receipts. on that aoeotuity were pat to 
reserve, lliese fonds have from time to time been made 
to bear revenue ehai^es. Some of the more prosperous 
eoiatlpanies ivbnld have had reserves amomiting to several 
millions by this time had tibtey adopted this method. One 
dthar oompany— -the Hig^iIand--onee followed the same 
mle, bat the shareholders discovered that their dividends 
were under these oiroamstanoes anything but secure, and 
in future only the dividend aotaaSy earned is to be paid. 

In the first half of 19pi titie Souih-Eastem took Jei4,487 
from a reserve, in order to meet the deficit in its Pre- 
ference charges.. But the auditors only approved the 
accounts " subject to the approval by the proprietors '* of 
that transfer, and it was prudently returned to reserve in 
the second half of the year. The proper course for the 
company to pursue would be to credit these reserve funds 
to capital account. At 81st December, 1901, they 
amounted to the following s^s : — 

Reserve Fund £162,575 

Steam Packet Depreciation, etc., Fund 93,291 
Special Insurance Fund 89,518 

Total iB845,879 



South-Eastem prospects are difScult to define, as so 
much depends on the management of the undertaking, 
and that has never up to the present inspired confidence. 
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Besides, even the most capable management would find 
itself handicapped by the errors of the past. Much capital 
has been expended, and is at present unproductive, and 
more is still required. In September, 1900, the credit of 
the company had sunk so low that it issued to ordinary, 
stockholders two millions of Convertible Preference at 
par. This stock carried full dividend &om the beginning 
of 1902, and from February to June, 1908, holders will 
have the option to convert into ordinary stock. It is the 
most desirable purchase among South-Eastem Bailway 
issues. 



THE CHATHAM EAILWAY. 

Though the Chatham Company has lost a good deal of 
ground in the last two years, it is nevertheless probable 
that it is in a much better position than would have 
been the case if no Working Union with the South-Eastem 
had been arranged in 1898. 

For many years prior to 1896 it failed to earn the full 
dividend on its Arbitration Preference Stock — ^indeed the 
full dividend had only been paid once — and besides this no 
dividend whatever had then been paid on dg869,000 of 
Second Preference stock, and dgll,269,000 of Ordinary 
capital. 

In 1897 a maiden dividend of 1^ per cent, was paid on 
the Second Preference, and in 1898 this was increased to 
2} per cent. But only as the direct result of the Working 
Union was it able in 1899 to pay the full 4^ per cent, on 
that stock. Owing to a decline in profits since, the com- 
pany only paid £2 19s. 6d. per cent, on its First Preference 
in 1901. 
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Its total nominal capital to diet December, 1901, was 
about 27f millions, of which 11^ millions is Ordinary 
stock. An attempt was made in 1891, in pursuance of an 
undertaking given by the Directors in 1890, when the 
company was seeking fresh capital powers from Parlia- 
ment, to reduce the Ordinary stock by two-thirds, that is 
from 11^ millions to about 8} millions. But the ordinary 
shareholders, in view of the fact that this operation would 
almost certainly have entailed a loss in market value to 
them, strongly opposed the suggestion, and it was dropped. 
The view they took was that £100 of the reduced Ordinary 
stock was not likely to command the same price as £800 
of the present Ordinary stock, because a certain value 
based on sentiment attaches to the nominal amount of 
such stocks, especially when there is no dividend as a basis 
of valuation. And judging by experience in similar cir- 
cumstances, this view was the correct one. 

It is notorious that the ordinary capital of the Chatham 
is to a large extent fictitious, and not represented by 
money expended on the undertaking. The difference 
between the amount received by the company and the 
nominal amount of Ordinary stock is probably not much 
less than 7 millions out of 11^ millions, so that if two- 
thirds of the nominal amount were written off it would be 
quite justifiable from this point of view. But, of course, 
there are other considerations, and one of these is that the 
present amount of ordinary capital was sanctioned by the 
Award of 1870, and the position of the company is better 
now than it has ever been since. 

In spite of its financial disabilities the Chatham Com- 
pany managed to show a measure of improvement, and 
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indeed from the re-constitution of the capital in 1870 till 
1898 its record had been one of steady, if slow progress. 

In the competition with the South-Eastern the Chatham 
certainly came off best. It is probable that the South- 
Eastern would have given up its unsuccessful attempts to 
oust the poor Ohatham earlier than it did, but for the 
dogged determination of the late Sir Edward Watkin ; and 
the best proof of this is that six months after that gentle- 
man's retirement from the Chairmanship of the larger 
company, an agreement between the two belligerent rail- 
ways was arrived at. This was the prelude to the Work- 
ing Union of 1899. 

A good idea of the improvement in the position of the 
Chatham Company may be gathered from the following 
comparison of the dividends on its Arbitration Preference 
stock for its financial year, which ends on dOth June. 
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In 1901 the net revenue of the Chatham Company was 
£688,000, of which stun £673,000 was derived from the 
Managing Committee. Considerably more than two- 
thirds of the total net revenue, or £450,000 was needed to 
meet the year's debenture charges, and the surplus was 

« 

only £188,000, allowing for the reduced balance carried 
forward. This matter is of some consequence, as the 
Working Union Act specially exempts the Debenture 
Stocks of both companies from being prejudiced by the 
interest charges on capital expended by the Managing 
Committee, or interest allowed by that body. 

In respect of capital the Chatham Company avoided 
many difficulties by the Working Union arrangement, for 
virtually all its capital requirements are being met by its 
partner. 

For the reason that the Chatham found it very difficult 
to get the necessary powers from Parliament, its. expendi- 
ture on capital account had been very small. During the 
year 1896 it made application to Parliament for the raising 
of £500,000, by the issue of Debenture stock bearing 
interest at not more than 8^ per cent. This money was 
stated to be required for rolling-stock and new steamers, 
whilst it is to be noted that at dlst December, 1895, the 
capital account was over expended to the extent of 
£402,000. The House of Lords, however, only approved 
of authority being given to raise £250,000. 

In 1899 further powers were conferred on the company 
to raise £450,000 also as Debenture stock. No possibility 
of issuing share capital has been presented, because of the 
Award of 1870, and the serious obligations laid upon the 
company in 1885 and 1890, and again in 1896 by Parlia- 



Ths South- Eastern and Chatham, 171 

ment in regard to the redemption of an additional 
£1,000,000 of Arbitration Preference stock. So the Work- 
ing Union agreement arrived at in 1898 was a very 
fortmiate arrangement for the Chatham in capital as well 
as revenue matters. Even at the end of 1901, however, 
the Chatham Company had incurred a larger debit on 
capital account than its Parliamentary capital powers 
would enable it to meet, and apparently only by another 
application to Parliament can this be set right. 

There is some prospect that this company will show 
improvement in its position, and both the Arbitration and 
Second Preference stocks should benefit. After the Arbitra- 
tion Preference dividend is paid in full, the Second Preference 
takes all improvement in net receipts until its full dividend 
of 4^ per cent is paid, which requires about £89,000. 
This stock being small even in relation to the net revenue 
of a small company like the Chatham, its reversionary 
value is large. In Table XTTT. is shown the effect on 
dividends which would be produced by an increase of 5 
per cent, in the net revenue of each company. 

As a gambling-counter the Ordinary stock has long been 
popular, but on its merits this stock has little to hope for. 
It is a long way from a dividend, and when that goal is 
reached, the distribution must be a small one because of 
the large amount of the Ordinary stock. 



CHAPTER XX. 

THE BRIGHTON RAILWAY. 

Probably no railway in the country has seen greater 
vicissitudes in its fortunes than the Brighton, although on 
the whole it has been a decidedly prosperous comp9.ny. 
It was first opened throughout between London and 
Brighton in 1841. During the first few years only mode- 
rate dividends were paid, though in 1846 the rate rose to 
6 per cent. In 1848 Mr. Samuel Laing, the late chairman 
of the Brighton, first took the post he so long occupied 
with such benefit to the company. He continued in office 
until 1855, when he retired in order to take a government 
appointment. His successor did not keep the watchful eye 
on the affairs of the undertaking that was necessary for 
the protection of its interests, though dividends during his 
term of office were forthcoming with wonderful regularity 
at the rate of 6 per cent. It was rather curious that the 
Brighton should have paid such regular dividends at such 
a respectable rate whilst changes were going on around, 
and, though this state of matters continued for seven 
years, it was subsequently discovered by an investigation 
committee that such a remarkable achievement had after 
all been a very easy matter, for the simple but very 
disastrous policy had been pursued of making capital bear 
all the charges which could not conveniently be met out of 
revenue. This discovery led to a fall in the stock in 1867 
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to about a third of its former value, and for that year no 
dividend on the Ordinary stock was paid, whilst it was 
found neoessary to issue at 75 a 5 per cent. Preference 
stock, which now commands about double that price. In 
1867 — about twenty years after he first assumed office- 
Mr. Laing again took up the post of chairman, which, 
with conspicuous ability, he occupied until his resignation 
in July, 1896. Under his control the position of the 
company steadily improved right on until 1880, when 
6^ per cent, was paid on the Ordinary, equivalent to 
7 per cent, on the Deferred. From that year the profits 
of the Brighton declined with those of most other railways 
until 1885, when the dividend on the Ordinary stock was 
only 4f per cent., equal to 2f on the Deferred. Another 
period of improvement was experienced until 1889 when 
li per cent, was paid on the Ordinary stock, equal to 
8i [per cent, on the Deferred. From 1889 to 1899 the 
dividend was much steadier than at any former time in its 
history, but since then a sharp drop has taken place, and 
the dividend for 1901 was the smallest since 1885. Since 
1890 the dividends on Brighton Ordinary and Deferred 
stocks have been as follows : — 

Dividend on Dividend on 
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In consequence of the steadiness of the diyidend between 
1889 and 1899 the price of Brighton Deferred gradually 
improved, though previously it had been regarded as of a 
very speculative character, and was shunned by investors 
of the conservative type. With the continued absence 
of sharp fluctuations in its dividend the stock became 
gradually more and more an investment stock, and the 
similar change which was taking place in all Home Bail- 
way securities in the same period, was fally shared by that 
stock. In 1899 the highest price reached was 185^. But 
in 1900 a serious change came over Home Bailways 
generally, and the profits of Southern Bailways in particu- 
lar fell off disastrously. In consequence the dividend on 
Brighton Deferred stock for that year fell from 6^ to 
4} per cent., and the price fell to 124. In 1901 a further 
fall in dividend and price took place, followed early in 1902 
by a recovery, which was to some extent artificial, and 
rendered possible by the existence of a '< bear " ac count . 
In 1901 some alarm among Brighton railway shareholders 
was caused by the promotion of a rival electric railway to 
Brighton. The Bill was duly introduced, but was thrown 
out early in 1902, before the principle involved in it was 
even discussed by Parliament, because the promoters of 
the measure had not complied with Standing Orders. So 



for a year, at any rate, tbe Brighton Railway is free £rom 
this possible rival, whose proposals were, of coarse, 
Btrenuoualy opposed. If an electric railway is to be 
sanotioDed by ParliameDt it is at least desirable in justice 
to tbe present company that it should be afforded the 
opportunity of adapting its present line for eleotrioal 
working, 

A. very pradent step was thus taken by the Erigfaton 
management when iu 1901 they secnred the services of 
M^or Cardew, formerly electrical adviser to the Railway 
Department of the Board of Trade, and those of Mr. Philip 
Dawson as experts to odvlso the company in regard to 
electrical working. The former gentleman was elected 
to the Board early in 1902, and the Board' was also 
strengthened by the election of Mr. William Milbnm, Jan., 
and Sir Spenoer Walpole, E.C.B. 

Though it is possible the electric railway scheme will 
reappear in 190S, a change in the situation will take ptaoe, 
for another scheme has been discussed for a mono-i-ail line 
on the Behr system, which is also regarded as likely to 
make its appearance in 1903. If the Brighton Company 
takes the diplomatic step of itself applying for powers to 
provide electric traction from London to Brighton in 190S, 
it can hardly fail to come off the victor in this three- 
cornered duel. 

The total revenue of the Brighton Company in 1901 
was £3.212,000, and its mileage at the end of the year 
was 479 miles. The largest portion of its revenue was 
passenger traffic, the actual receipts in this department 
being £'2,316,000, or 72 per oent. of its total receipts. 
^ During the year the company oanied nearly 66j millions 
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of passengers, including 2 millions first-class, and nearly 
4^ millions second-class. Its revenue from season tickets 
was £292,000, and, though exceeded |in amount hy the 
receipts in respect of this item by other companies, the 
Brighton figure was the highest, taken in proportion to its 
total earnings. Since 1892 these receipts have increased 
by J667,000, or nearly 80 per cent. 

Following the example of the Great Western and South- 
Western companies, the Brighton Company announced that 
from 1st May, 1897, the Main and Coast lines fares would 
be reduced to 2d. per mile first-class, l^d. per mile second- 
class, the third remaining at Id. per mile, for single tickets. 
For return journeys the fares are about 75 per cent, above 
those charges in each case. 

This policy was very successful in attracting passengers 
into the intermediate class, as will be gathered from the 
following comparison of receipts and numbers of passengers 
relating to the second-class in 1896 and 1901 : — 

Year 189a Year 1901. 

Beceipts £158,984 ... £285,747 

Number of passengers... 2,946,000 ... 4,401,682 

It will be noted that this traffic expanded very largely 
during the five years, and it is still growing. 

For a long period the capital expenditure of this company 
was on a comparatively small scale, but latterly it has been 
large on account of extensive widenings and a large 
addition that is being made to the terminus at Victoria. 
The enormous growth of passenger and other traffic has 
forced this upon the company. In 1886 the gross receipts 
were £2,090,000, but in 1901 they had risen to over 
£8,200,000— an increase of 58 per cent. 
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At the end of 1901 the total nominal capital of the 
company was about 26i millions. The latter figure in- 
cluded £9,220,000 of Ordinary stock. An issue of 
£660,000 of the latter was allotted to the shareholders 
pro rata in 1896 at 155 per cent. This did not rank 
with the rest of the Ordinary capital for dividend imtil 
1st January, 1898, interest in the meantime being paid at 
the rate of 8^ per cent, on the instalments. 

Early in 1900 a further million of Ordinary stock was 
offered to the shareholders at 165 per cent. Only about 
£700,000 was taken by them however, and in respect of 
that amount a large loss fell on the holders before the 
stock came to rank with the old Ordinary, namely, from 
1st January, 1902. In July, 1901, a further issue of 
Ordinary stock was very much feared, and the junior 
stocks fell sharply on that belief. But, instead, the 
company decided upon the issue of £600,000 of 5 per cent. 
Second Preference stock pro rata to the ordinary share- 
holders at 140 per cent., and that decision was hailed with 
satisfaction by the shareholders. As the company has 
power to increase this Preference stock to 4 millions 
sterling it will probably issue this stock to meet any 
further capital requirements in the near future. 

There is further an amount of £898,896 Contingent 
Rights Certificates, which is not included in the company's 
capital, being a merely nominal addition. These certifi- 
cates represent rights which formerly belonged to a 6 per 
cent. Guaranteed stock, but at the time the latter was 
Consolidated they were separated by the issue of these 
certificates. The rights they carry are to rank pro rata in 
all dividends on the Ordinary stock over 6 per cent., and 
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also to allotmBntB of new iasues on the same terms as tha 

ordinary stockholderB. Becent dividends on this stockl 

have been : — 1889, IJ per cent. ; 1890, 1 per cent. ; 

^ per cent. ; 1892, J per cent. Nothing was distributed 

from 1892 to 1895 on this stock. But for 1 

1898, and 1899, dividende of |, J, |, and J respectiTe^ 

were paid. Nothing has been paid since 1899. 

The one unfortunate thing about the Brighton is thafl 
as it derives nearly three-fourths of its revenue froBl 
passenger and holiday traffic, it depends a great deal frot^ 
time to time on the weather. By no possible i 
the directoi-s provide for that very uncertain element, aa^ 
therefore its stockholders have to take things as they fine 
them. 

The line is threatened with a serious extension of tr&i 
way competition, which will probably divert a great dsi 
of short-distance traffic from it. But within certain limit^ 
this might not be an unmixed evil, for all the railwajB 
catering for the requirements of suburban traffic around 1 
the Metropolis, and not least the Brighton company, have 
found that this class of traffic has grown so enormously as 
to hamper theit efforts to meet the needs of the more re-^ 
monerative long-distance businesa. The local traffic is a 
kind of under-growth, which the railways were eettainljfl 
not originally prepared for on anytliing like the existii 
scale. Owing to the costly widenings of suburban lines 
and still more expensive extensions of London local statiofifi 
and termini to accommodate it, certainly the margin of 
profit upon it has been seriously reduced. And the low 
fares and compulsory provision of workmen's trains have 
helped not a Uttle to make this class of traffic less attractive 
to the railways. 
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In spite of prospective farther increase in capital charges, 
the dividend of the Brighton Company will probably 
recover to something approaching the rate paid a few years 
ago. The future is rendered somewhat doubtful by reason 
of the threatened electric railway rivalry and extension of 
tramways, though for reasons already given even those 
dangers are not so serious as they might at first sight 
appear to be. 

A good investment is the Preferred Ordinary stock of 
this company. It is entitled to 6 per cent, per annum out 
of the profits of each year ending 81st December, and for 
over thirty years that rate has been regularly paid. In 
spite of the very adverse results of 1901, the margin 
existing after this stock was over J6150,000 of net revenue. 



CHAPTEB XXI. 

THE LANCA8HIEE AND TOEKSHIBE. 

The second in importance of the Provincial railways 
is the Lancashire and Yorkshire, which ranks next to the 
North-Eastern in this jgroup. As regards its capital it 
ranks next to the '^ Heavy '* lines, its total being about 
52 millions. As regards mileage, the Lancashire and 
Yorkshire occupies only the ninth place, as besides the 
four ** Heavy ** lines its length of line is exceeded by that 
of the Great Eastern, Great Northern, South-Western 
Companies, and South-E astern and Chatham systems. 

Throughout its system the Lancashire and Yorkshire 
is crowded with traffic, though in respect of total traffic 
receipts the four " Heavy " lines, the Great Eastern, and 
Great Northern hold a more advanced place. In some 
important respects this company is in quite a unique 
position. Its capital, revenue, working expenses, and net 
revenue per mile of line are larger than in the case of any 
first-class English railway. The two "Underground" 
railways are, of course, excepted from this. Per mile of 
line the capital of the Lancashire and Yorkshire amounts 
to over £90,000, which is considerably higher than in the 
case of any other company, with the exceptions referred 
to. These facts illustrate the dense traffic the Lancashire 
and Yorkshire has to deal with. Per train mile it also 
has larger earnings than any other company, and having 
regard to the fact that this company's entire system is in 
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and around the largest and most populous townB of the 
two counties from which it derivea its name, this is not to 
be wondered at. 
The total oapibal of this company, exolading nominal 

additions, was over 62 millions at the end of 1901. Of 
this sura its Ordinary stock was ttocountable for ;616, 740,000. 
Since the end of 1901, however, the Compaoy has placed 
£1,650,000 of Ordinary capital at par by pro rata allot- 
ment to Its stockholders, so that tho present Oi'dinary stock 
amounts to £18,890,000. This additional capital was 
anthorised by its Act of 1897, and like the bulk of ita 
capital raised in recent years it ia to be employed in 
widening, &,c. 

Formerly the Lancashire and Yorkshire had found it 
very advantageous to isBue a good deal of capital in the 
form of Preference stock, bearing interest at the rate of 8 
per cent. During the ten years — 1892 to 1901 — the 
Iiancashire and Yorkshire spent £7,902,000 on capital ac- 
count, and added only 80 miles to its system. In 1894 
the Debentm'e stock was convertetl into a S per cent, 
stock, involving a nominal addition to its capital of 
£4,132,000, and in 1897 ita 3J per cent. Preference stock 
was converted into a 3 per cent, issue. 

The gross revenue of this company for the year 1901 
was £5,888,000, From passengers its receipts were 
£2,314,000; from goods, .£1,877,000 ; and from minerals, 
£1 ,098,000. Besides, miscellaneous items yielded £99,000. 
Of the latter over £14,000 represented the profit from the 
Fleetwood and Belfast steamers, in which the Lancashire 
and Yorkshire is interested jointly with the North- Weatem 
and in which it has capital invested. 
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The history of this company includes many changes. 
M one time it paid a dividend of over 8 per cent., and the 
price of the stock was over 160. Bat it is doubtful if such 
a rate was fairly earned, for capital was being made to 
bear more than its share of expenditure: Consequently a 
decline in the dividend took place, and in 1879 the rate 
paid was only 4i. A small recovery then took place, fol- 
lowed by a decline in 1885 to 8^ per cent., as a result of 
which the stock fell in 1886 to a little below par. From 
1885 to 1889 there was a steady recovery in the dividend, 
which in the latter year was i^ per cent. Since 1889 the 
dividends have been as follows : — 

Dividend on 
Tear. Ordinary Stock. 

1890 4J 



1891 
1892 
1898 
1894 
1895 
1896 
1897 
1898 
1899 
1900 
1901 

Its dividend for 1896, 



8| 
Si 

8i 
4 

4* 

H 
H 

8f 

besides being the best of recent 
years, was the best distribution since 1880, when 5f was 
also paid. The very satisfactory recovery of its dividends 
from the low point touched in 1898 had a very favourable 
effect on the quotation of the Ordinary stock, as the 



The LtmeoMre and YorhMre. 188 

following camparison of hig^iest and lowest prices for the 
four yeurs, 1893 to 1896, will show :— 



Bghest. 


Lowest. 


109i 


103 


115^ 


103 


IdO} 


113 


15di 


127J 



■AO«F4 ••• ••• ••• a* 

xOvv ••• »•• ■•• ■• 

XOvO >•• ••• ■•• »* 

Since 1896 the &11 in the dividend has, not unnaturally, 
induced a itH in the price of the Ordinary stock, and late 
in 1901, on the announcement of the issue of £1,650,000 
Ordinary stock, the price fell to 103, compared with 156 
reached in 1897, which was the highest price for over 20 

years. 

It will be noted on comparing the revenue of this com- 
pany for the years 1896 and 1901 that the Lancashire and 
Yorkshire has shown smaller growth in gross revenue than 
the other trade lines. Li fact its goods and mineral 
traffic almost stagnated though passenger traffic increased 
by £255,000. The lack of expansion in general traffic 
may be attributed mainly to the unsatisfeustory condition 
of the cotton industry, which most vitally concerns the 
Lancashire and Yorkshire. 

In consequence of the small increase in general revenue 
the ratio of working expenses rode between 1896 and 1901 
from 55 to 61^ per cent. But for the &ct that the 
company practised economies in a very decided way the 
net results would have been worse. During the year 
1901 the company reduced its train mileage by over 
600,000 miles, in spite of a slight increase in receipts. 

To the credit of this company's management it should 



184 Investment and Speculation in British Railways. 



be noted that the Lancashire and Yorkshire was one of 
the first to introduce 80 ton trucks in this country, and 
for some years it has been increasing the hauling power 
of its locomotives. At the meeting in Feb., 1902, Si 
George Armytage, the Chairman of the railway, sal 
*'That there was much to learn from their American 
*^ friends in their system of train loading he did not deny 
'' and also in respect of their statistics, which were a great 
"guide in regulating economic working, and loading, 
" but their general conditions were very different, especially 
" in regard to their long hauls without breaking load, and 
" the bulk of their consignments." He then went on to 
say that the experimental working of 80 ton trucks had 
been so successful for certain classes of traffic that they 
had ordered fifty more to be built, and they might increase 
the number. The Chairman also said that their more 
powerful engines had been a great success. 

In spite of the extension of tramway competition the 
Lancashire and Yorkshire will probably recover its divi- 
dend in the next few years. Though at first the tramways 
divert short distance traffic from the railway, it is found 
that after a while they act, to some extent, as feeders. 
Besides, the general passenger business of the company is 
developing greatly and, since 1889, it has grown from 
^61,642,000 to £2,814,000, and now forms 48 per cent, of 
the total revenue. The Lancashire and Yorkshire suffers 
from the usual complaint among British railways of having 
too great a capacity for absorbing new capital ; but, 
generally, its prospects are good ; its management is ad- 
vanced and enterprising, and the ordinary stock an at- 
tractive investment. 



CHAPTER XXn. 

THE SMALLER PROVINCL^ RAILWAYS. 

In previous chapters the three most important Pro- 
vincial railways — the North-Eastern, Lancashire and 
Yorkshire, and- Oreat Central Companies, have been 
already dealt with. In the present chapter four others of 
lesser importance — the North Stafford, Furness, HaU and 
Barnsley, and Lancashire, Derbyshire, and East Coast 
Companies will be considered. Of these the North 
Stafford is the largest and most important. It is a fairly 
compact railway about 200 miles in length, practically 
confined to the " Potteries " district ; hence the Ordinary 
stock is commonly known on the Stock Exchange as 
"Potts." It has practically a monopoly of the district 
referred to, and as it gets plenty of remunerative traffic, it 
is a fairly prosperous undertaking, and both financially 
and strategically is in a good position. It has a close 
agreement with its most important ally, the North- 
western, and besides interchanging a large amount of 
traffic, these two companies use each other's Unes for 
their own trains very freely : for instance. North Stafford- 
shire passenger trains run into Stafford, and a number of 
North- Western trains run via Colwich and Stoke to Man- 
chester. Amalgamation with the North- Western has been 
suggested at various times, but up to the present the 
North Stafford has found it advantageous to maintain its 
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independence. It has other friends besides the North- 
western. The Great Northern, Midland, Great Western, 
and Great Central, all have considerable dealings with it. 
The capital of the North Stafford Company at the end 
of 1901 was £8,298,000. In the last twenty-five years 
the company has only applied to Parliament for power to 
raise in all £1,588,000 of new capital, and has actually 
only exercised the powers obtained to the extent of 
£550,000. For a company of the importance of the North 
Stafford^ which has had a constantly growing revenue, 
this is highly satisfactory. It has not increased its 
Ordinary stock at aU during the period referred to, and 
consequently the effect on dividends of growing revenue 
has been very considerable. In 1896 it consolidated its 
Preference stocks and converted its Debenture stock, 
making both 8 per cent, securities under powers conferred 
by its Act of 1895. Subjoined is a comparison of dividends 
paid at various dates : — 



Year. 


1876 


1879 


1880 ... 


1884 ... 


1888 ... 


1889 


1890 


1891 


1892 ..: 


1898 


1894 
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The Smaller Provincial Bailwaya. 



DiTidend on 
Ordinary Stoefc, 
4 per cent. 
44 



' Up to 1990 there waa continuoua progress. Since that 
year, owing to the large increase in expenaes, the dividend 
has fallen off somewhat, but when expenses return to a, 
norraal level its dividend should rapidly recover. This 
company has a promising future, and not the least impor- 
tant of favourable indications regarding its policy is the 
r small amount of its capital expenditure. The efieot on 
I ihe value of the Ordinary stock of the improvement in 
P dividends has been large. In 1879 the Ordinary stock 
waa only quoted about 60, and it did not recover to par 
until 1887. From then it crept steadily upwards to 
136i and remained at about that level till 1898. Since 
then it has fallen to the vicinity of par owing to the oheck 
given to its dividends. As a progressive investment this 
stock is one of the most promising of the smaller railways* 
The Ordinary stock, which amounts to £3,200,000, ia 
dealt in in London, but the principal market is Manchester. 
For the year 1896 the total revenue of the North 
Stafford Company was £809,400, but in 1901 it had in- 
creased to ^916,000. Of this latter ^270,000 was from 
rjfoods, £285,000 from minerals, and £267,000 from 
kssengers, etc. The North Stafford owns a considerable 



188 Investment and Speculation in British Hallways, 



mileage of canals. Its revenue from this source in 1901 
amounted to about £52,000, and its net receipts to about 
£18,000, representing a very meagre return on the 
£1,474,000 of capital invested therein. 

The Furness Company has seen many changes in its 
fortunes. About twenty-five years ago it was paying large 
dividends up to as much as 10 per cent., and its Ordinary 
stock stood at about 200 per cent. But in 1895 its divi- 
dend sank to i per cent. From that year till 1899 a great 
improvement took place, the rate paid for the latter year 
being 8i per cent. That rate was repeated in 1900, but 
for 1901 the distribution made fell again to 2^ per cent. 
This adverse change was attributable to a restricted output 
by the iron and steel industries, passenger business having 
continued to increase. The last really good year the 
Furness had was 1882, when 7 per cent, was paid on its 
Ordinary stock, and the price of the latter touched 168* 
From that rate the dividend fell rapidly to only 2 per cent, 
in 1886, and recovered again to 4^ in 1889. As the result 
of the fall in the dividend to \ per cent, in 1895, Furness 
Ordinary stock fell to 61 in that year. But the recovery 
in dividends resulted in the price recovering to par in 
1900. The company has secured powers to convert its 
Ordinary stock into Preferred and Deferred, but has not 
yet put those powers into operation. 

Of course the Furness must continue to be mainly 
dependent on the mineral and iron and steel industries, 
and its dividend will probably fluctuate very much accord- 
ing to the prosperity or adversity of those industries. But 
its management under Mr. Alfred Aslett is much more 
energetic than it was before he came into office as manager 
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of the company. Its passenger business is improving, 
apart from its general business, and the company is 
worked at a very low ratio of expenditure, probably the 
lowest of any considerable railway in the country. The 
company was one of the first railways in this country, if 
not the first, to introduce 80-ton trucks. 

Its arrangements with the Midland Company in connec- 
tion with the Barrow steamboat route are undergoing 
changes. The Midland Company is engaged in promoting 
a new route to Ireland and the Isle of Man, via Heysham, 
and proposes to acquire powers to supply a service of 
steamers of its own. In this connection the Furness 
Company also proposes to seek for Parliamentary powers 
to own and work steamers from Barrow. A few years ago 
an absorption of the Furness by the Midland seemed pro- 
bable, and there are various reasons why that fusion would 
be good for both companies. 

In 1901 the revenue of the Furness was £585,000, in- 
cluding £241,000 from minerals, £189,000 from passengers, 
and £188,000 from goods. In 1882 its mineral receipts 
were £881,000, and in 1895 they sank to only £197,000. 
In 1896 its passenger receipts were only £106,000, so they 
increased in the five years by over 80 per cent. 

The total capital of the Furness at the end of 1901 was 
£6,590,000. Its Ordinary stock, chiefly dealt in in Man- 
chester, amounted to £2,642,000. The mileage open was 
189, of which 117i belonged entirely to the Furness. 

The Hull and Barnsley is in quite a different position 
to either the North Stafford or the Furness Company. It 
was only incorporated in 1880, but in 1887 its finances 
were in such a ipuddle that a receiver was appointed, and 
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it had to re-organise its capital in 1889, for which purpose 
it obtained a special Act permitting it to charge to capital 
account arrears of interest amounting to nearly half-a- 
million, thus still farther diminishing the prospects of the 
shareholders getting reasonable and regular dividends. A 
maiden dividend of 7s. 6d. was paid in 1891, and the stock 
was carried up to 41 in 1892 on the strength of it. For 
the second half of 1896 also there was a dividend paid at 
the rate of 2 per cent., equal to 1 per cent, for the whole 
year. For each year since 1896 there have been dividends 
as follows : — 
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In 1897 the company issued £800,000 of 4 per cent. Pre- 
ference stock, but this issue was subsequently replaced by 
a 8^ per cent, issue amounting to £750,000. 

The capital expenditure of the Hull and Bamsley to 
dlst December, 1901, was £7,550,000. Of this the Ordinary 
stock represented £8,800,000, of which £8,000,000 was 
issued at par, although now standing at a heavy discount. 
The Hull Corporation holds £100,000 of Ordinary stock, 
and has two representatives on the Board. 

The company owns 66 miles of railway and works 11^ 
miles, and besides owns the Alexandra Dock at Hull, the 



full title of the company being the " Hull, Bamsley, and 
West Biding Junotion Bailway and Dock Company." 

Ita gross reoeipta for 1901 were £^68,000. Working 
expenses abaorbed 62.87 per cent, of this, leaving £168,102 
of net revenue. Its buainesa for the moat part conaiata of 
the carriage and shipping of coal for export. In 1901 
mineral receipts amounted to £146,800, and in addition 
dock receipta were £87,000. 

Under the circumstances it was not surprising that in 
earlier years the shareholdera should have become im- 
patient. In 1 894 an agitation began among them, and as 
a result a Committee was appointed early in 1896 to 
enquire into the past and present policy and management 
of the company. The method of appointment of thia 
Committee was not, however, satisfactory, and the leaders 
of the agitation refused to recognise it. However, it pro- 
ceeded to its task and appointed as expert member and 
chairman, Mr. Lambert, the Oeneral Manager of tlie 
Great Western Railway. The report of the Committee 
waa favourable to the existing management, and was 
adapted by a majority of the aharcbolders in June, 1896, 
whilst the expenses of the investigation, amounting to 
£1,901, were debited in the aocounta for the half-year 
ending 80th June in that year. 

The agitation would appear to have stimulated the 
management to greater enterprise, as the better results 
since 1896 and the improvement in dividend and price of 
the stock seem to show. 

In the autumn of 1895 a provisional agreement was 

entered into between the North-Eaatern and the Hull and 

L Bamsley for the amalgamation of the two undertakings, 
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upon terms very favourable to the latter. The ordinary 
shareholders were to receive Preference stock of the North- 
Eastem Company carrying a dividend of I per cent, for 
the first two years, 1^ per cent, for the next two years, 
and 1^ per cent, afterwards. Besides this the stock would 
share to the extent of i per cent, if the North-Eastern 
dividend were 7 per cent., and a further i per cent, for 
every additional 1 per cent« paid on North-Eastern Ordi- 
nary stock. Had this scheme been carried through, the 
Ordinary stock of the Hull and Bamsley would have been 
worth about £70. But the opposition in Hull was very 
severe, so that the Bill was withdrawn by mutual consent. 
This is the second time the North-Eastern has made 
overtures for the acquisition of the Hull and Bamsley, the 
former occasion being in 1888. It may be that in the 
future fusion with the North-Eastern will be again dis- 
cussed with possibly greater results, for the Hull and 
Barnsley is now virtually the only intruder in the North- 
Eastern Company's districts. But even in its present 
form the prospects of a recovery in the position of the 
company are fairly bright. 

The Lancashire, Derbyshire, and East Coast Company 
was incorporated in 1891 to construct a line from Warring- 
ton to Sutton-on-Sea. But as the appeal for capital did 
not meet with a favourable response it was determined to 
construct only the Middle Section from Lincoln to Chester- 
field, with a branch to Beighton, which was done and 
opened towards the end of 1896. The total length com- 
pleted is 58 miles. To 81st December, 1901, the sum of 
d62,712,212 was expended, and the estimated further outlay 
was £97,000. The capital was made up of £1,825,000 of 
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ordinary capital, £758,000 of 4 per cent. Debenture stock, 
and £590,000 of 5 per cent. Preference stock. The Great 
Eastern have running powers over the system, and it was 
expected that a considerable mineral traffic would be 
developed. As a matter of £a>ct in 1901 the company's 
traffic consisted mainly of mineral traffic, its receipts 
therefrom being £66,400 out of a total of £95,800. The 
Great Eastern has subscribed a considerable sum towards 
the capital of the company and its chairman and genera^ 
manager have seats on the Board of the Lancashire, 
Derbyshire, and East Coast. For 1901 this company 
failed to earn its debenture interest, and the sum to the 
debit of net revenue was £5,245 at 81st December. Its 
balance-sheet discloses £85,000 of Lloyds' bonds in issue. 



OHAPTEE XXIII. 

WELSH RAILWAYS. 

In the present chapter the position of the four principal 
Welsh railways will be considered. The four companies 
referred to are the Barry, Cambrian, Rhymney, and Taff 
Vale. There are numerous other small companies, but 
as they are little known to investors, and are all more or 
less beset by financial difficulties, they do not call for 
special consideration. The weakness of the majority of 
Welsh railways is that they are so isolated, and if they 
could be banded together much benefit would probably 
result; but such a scheme would be difficult of attainment, 
owing to the seriously involved state of the finances of 
several of them. 

In a previous chapter the curious fact has been referred 
to, that whilst a considerable number of Welsh railways 
have been complete financial failures, yet that country 
also contains the railways which in their history have 
paid the highest dividends of any British railways. The 
eminently successful companies have been those situated 
in the South of the Principality, where a very large coal- 
field exists. Three companies situated in this district at 
the present time pay good dividends, mainly through the 
heavy export mineral traffic, consisting of the carriage of 
coal and coke to the various ports on the South Coast for 
transhipment. 

The Cambrian is one of the Welsh Companies which 
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bas been anything but Bnccessfu), but under careful man- 
agement it has shown considerable improvement, and will 
most probably farther improve. Its total capital at the 
end of 1901 was £5,022,000. It is only paying dividends 
on ita Debenture Btock, however, amounting in all to 
about f 2,469,000, It has four separate issues of Deben- 
ture stock, and interest on all but £398,000 of it is 
obligatory. 

As recently as 1885 the company had come to an 
arrangement with its creditors, and in all nearly £142,000 
of interest in arrear has been capitalized. The improve- 
ment that has taken place in the position of the compBny 
compared with sixteen years ago may be gathered from 
the following :— 

Items. 1885. 1901. 

Gross Revenue £180,809 332,748 

NetEevenue 74,000 121,830 

Gross revenue has improved by nearly £152,000, and net 
revenue by £48,000, or over 64 per cent. The result has 
been that the "D" Debenture stock received its full 4 
per cent, from 1608 to 1901 compared with nothing in 
1885, representing an additional distribution of £12,000. 
The mileage of the Cambrian Company is 181, nearly all 
single line, and besides, this company works the Mid- 
Walea Railway, 70 miles in length, under a working 
agreement, in terms of which the latter company gets a 
percentage of the total earning of the two concerns. In 
1901 the sum of £15,045 was paid to the Mid- Wales, aa 
its proportion under the working agreement. 

In spite of many difficulties this Une shows an improv- 
ing tendency. Its management is as enterprising as the 
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circumstances will allow, and at some future date it may 
be worth the while of the Great Western or North- Western 
to take it over — or possibly to add it to their joint lines. 

One of the Welsh Companies which has had a pheno- 
menonally prosperous career is the Taff Vale. It is the 
most important of the various lines confined to South 
Wales, its total capital excluding nominal additions, being 
^65,616,000, and its mileage about 124. In addition, this 
company has the lease of the Penarth Dock undertaking, 
the capital of which amounts to over dBl, 118,000, the Taff 
Vale guaranteeing a dividend of 6 J per cent, on about 
£750,000 of share capital, beside the interest on the prior 
stocks. The total revenue of the company for 1901 was 
£902,000, of which £509,000 was derived from the car- 
riage of minerals to the Coast. The passenger receipts 
amounted to £211,000; shipping receipts amounted to 
£32,800 ; and dock and harbour receipts to £65,840. A 
considerable mineral traffic is handed over to the Bute 
Docks Company €it Cardiff by the Taff Vale, in addition to 
that carried to its own Docks at Penarth. 

Though the actual capital paid up in the case of the 
Taff Vale Company is only £5,616,000, the total nominal 
capital is over 9J millions, arising from the conversion 
and consolidation of various stocks. Of the nominal addi- 
tions amounting in all to £8,754,000, the conversion of 
the Ordinary stock in 1889 was accountable for £2,517,000. 
From 1880 to the year of the conversion the dividends on 
the Ordinary stock ranged from llj to 17i, and averaged 
over 15 per cent., which was the rate paid in 1888, the 
year before the conversion. In 1889, having regard to 
the fact that the large dividends paid caused the Ordinary 
stock to stand at a premium ranging from 100 to 190 per 
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cent., the company applied to Parliament for permission 

to convert each £100 of Ordinary stock into £250 of a new 

« 

Ordinary stock, by increasing the nominal amount to the 
extent of 150 per cent. This permission was given by 
Parliament, and the conversion carried out, but in con- 
sideration for this "watering" of capital, it was provided 
that the dividend on the new stock should under no cir- 
cumstances exceed 6 per cent., equal to 15 per cent, on 
the old Ordinary stock, any surplus earnings being applied 
to the reduction of tolls. Owing to the competition of the 
Barry, which was opened for traffic in 1889, the dividends 
of the Taff Vale fell off very seriously, and the highest 
rate paid in any year since has been 8f per cent, on the 
new stock, equal to 8i« per cent, on the original stock, or 
a little more than half the average rate paid for some time 
previous to 1889. 

Since the conversion of the Ordinary stock the dividends 
paid have been as follows 
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The Taff Yale shareholders undoubtedly made a very 
good bargain with Parliament in the circumstances, for 
the limit placed on their dividend is not one which is 
likely at all under the altered conditions to come into 
play, and it is certain on the other hand that the nominal 
increase in the Ordinary stock on a scale larger than in 
any other instance, has counteracted the effects of the fall 
in dividend. A comparison of prices and dividends for 
1889, 1896 and 1901 will show this :— 

Prices. 



Year. 


DiY 


idend. 


Highest. 


Low( 


1889 


••• ••• ••• ••• ••• 


15 


247 


190 


1896 


(equivalent in new 










stock) 


8* 


287 


195 


1901 


do. do. 


8U 
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Though there has been a fall, it is quite insignificant 
bearing in mind the serious drop in the dividend. 

In 1898 all the South Wales railways suffered from the 
prolonged coal strike, though even in that year all the 
three leading railways managed to pay 8 per cent, on their 
original Ordinary stock. In the case of the Taff Yale this 
was, of course, paid in the form of li per cent, on the 
existing "watered" stock. In 1900 the Taff Yale Com- 
pany was the victim of a strike of its employees, in the 
organisation of which railway labour unions took part. 
Litigation ensued, in which the important principle was 
laid down by the Oourts that a labour union may be 
responsible for the acts of its duly authorised of&cials. 

For many years it had been the custom of the various 
South Wales Bailways and dock companies to spend large 
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sums in the promotion and opposition to Private Bills. A 
Parliamentary return, published in 1901, showed that from 
1892 to 1898 the following sums were spent on Parlia- 
mentary Bills : — 



Cardiff Bailway 

JL cbl-L Y cUU ••■ ••• ••• ••• •• 

Bhymney 

JL# £o<lX Y «•• ••• ••• ••• ••• 

Port Talbot Dock and Bailway 
Yale of Glamorgan 

Total 



.. JB88,760 
.. 55,544 
.. 20,224 
.. 66,780 
.. 27,870 
.. 8,282 



...£256,910 



Of late years the expenditure on this account has been 
on a more reasonable scale, but it is obvious that under 
present conditions these struggles are liable to be indulged 
in again at any time. Complete fusion of interests is the 
only sound financial policy for these companies. But it 
has transpired that one of the main obstacles to this is the 
large shareholdings of traders who are more interested in 
maintaining competition than in aiming at higher divi- 
dends. 

The Bhymney, though it has seen many changes in 
its fortunes, has on the whole been an exceptionally 
prosperous undertaking. From 1870 to 1875 the divi- 
dends were poor, the highest paid during the period being 
2}. In 1876 there was a distinct improvement to 4}, 
which continued until 11 per cent, was reached in 1881. 
Bight up to 1888 the rate averaged about 10 per cent., 
but after that year there was a decline, attributable to the 
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competition of the Barry, and subsequently the falling-off 
in trade generally. In 1889 only 8 per cent, was paid, in 
1890 only 6i per cent. Since 1890 the dividends have 
been as follows : — 
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The total capital of the Bhymney Company at the end 
of 1901 was £2,249,841, excluding nominal additions. 
Of this the amount of Ordinary stock was d6797,000, the 
price of which during 1901 fluctuated between 195 and 
155. The total mUeage of the company was about 60. 

The revenue of the Ehymney for 1901 was de264,000. 
How large the mineral traffic was may be gathered from 
the fact that this branch of revenue yielded the company 
dgl61,000, or 61 per cent, of the total. 

In view of the fact that the Bhymney practically par- 
allels the Taff Yale, amalgamation has been suggested at 
various times, and a few years back was on the point of 
being arranged. In 1895 rumours were abroad that the 
Barry intended capturing the Bhymney by giving a guar- 
antee of 10 per cent, to the latter company; but in 
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November the notices appeared for an amalgamation of 
the Bute Docks Company and the Ehymney, which was 
then approved by the shareholders, though rejected by 
them on the revival of the scheme in 1897. The terms of 
the proposed amalgamation were stated in the Directors' 
report of the Ehymney Company to be as follows : — 

"An agreement dated 21st December, 1896, for the 
*' amalgamation as from 1st July, 1897, of the undertak- 
** ings of the Rhymney Railway Company and the Bute 
** Docks Company will be submitted for confirmation. 
** By this agreement the Debenture holders will receive 
<* dgl83 6s. 8d. 8 per cent. Debenture stock of the Amalga- 
'' mated Company for each £100 Debenture stock now 
** held, the Preference stockholders will receive £100 4 per 
'' cent. Preference stock for each £100 now held, these 
" stocks now ranking equally with the other Debenture 
*' and Preference stocks of the Amalgamated Company. 
** The Ordinary stock holders wiU receive for each £100 
<* held the hke amount of Rhymney Amalgamation stock, 
'* to rank immediately after the Preference stock and 
** before the Ordinary Preferred Ordinary stock of the 
** Bute Company and to carry interest, non-cumulative, at 
<* the rate of £10 per cent, per annum.'' So that practi- 
cally Rhymney Ordinary stock was to get a dividend of 10 
per cent, from the profits of the united undertaking in 
priority to the Bute Docks Company's Ordinary stock, 
then amounting to £2,050,000. As an average distribution 
of about £60,000 had been made on the latter, this of 
itself provided more than was necessary to pay 10 per 
cent, on the then Ordinary stock of the Rhymney Company, 
and besides this there was the £60,800 actually distributed 
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in 1896 on its own Ordinary capital. So that Bhymney 
Ordinary stock would be practically assured of a regular 
10 per cent, dividend, and if the amalgamation were 
carried through it would have commanded at least £800 
per cent. But as 10 per cent, was paid in 1896 by the 
Bhymney, it was apparently hoped that at least that rate 
would be maintained. 

This hope proved to be illusory, however, for though in 
1897 the Bhymney managed to pay 10^ per cent., and in 
1899 it paid 10 per cent., the average since 1896 has been 
decidedly below the rate proposed to be guaranteed under 
the amalgamation, which Bhymney shareholders rejected 
early in 1897. 

In 1895 the Bhymney, following in the steps of the 
Barry and the Taff Yale Companies, obtained a Special 
Act authorising it to duplicate its Ordinary stock on the 
lines adopted by the Barry, but in view of the suggested 
amalgamation with the Bute docks, the powers given were 
not exercised immediately. Early in 1901 the Ordinary 
stock of the Bhymney fell in price very rapidly on the 
issue of J61 50,498 new Ordinary stock at par. 

The Barry has been a wonderfully successful company, 

■ 

having paid large dividends right from the beginning of 
its career, and its Ordinary stock enjoys the distinction 
of being quoted the highest of any Home Bailway 
Ordinary stock. The line was only opened in July, 1889. 
Since then the dividends have been 
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Its total railway mileage is only 40^, and its total expen- 
diture of capital £5,404,000. The amount of its Ordinary 
stock issued to the end of 1901 was JB1^512,000. At the 
end of 1894, under powers obtained in that year, it con- 
verted a portion of its Ordinary stock into Preferred and 
Deferred Ordinary stocks on the same lines as those 
followed by the South-Westem Company. To the end 
of 1901 shareholders had exercised the option of conver- 
sion to the extent of more than half the ordinary capital, 
namely £8.08,000. 

On 1st August, 1901, the company added about 9 miles to 
its system by the opening of the Bhymney branch. The 
export duty on coal has naturally not assisted these South 
Wales railways, but in spite of it the Barry Railway main- 
tained its mineral revenue in 1901. 

The total revenue of the Barry in 1901 was £578,000. 
From the carriage of minerals the receipts were £227,000, 
from shipping £81,000, and from docks £214,000, so that 
from the carriage and transhipment of minerals the 
company derived about 90 per cent, of its revenue. 

Working expenses of this company rose to about 57 per 
cent in 1901, compared with less than 50 in 1896. A 
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return to the lower rate would provide sufi&cient additional 
net profit to increase the annual dividend from 6| — ^the 
1901 rate — to 9i per cent. 

The Barry Oompany has not heen satisfied with its 
present phenomenal success, but is always trying to 
improve its position at the expense of its neighbours, as 
may be gathered from the fact that it spent nearly £67,000 
between 1892 and 1898 inclusive, on Parliamentary 
matters. But it is probably the strongest of the South 
Wales railways, and its dividend should recover to the 
old rate of 10 per cent. 



CHAPTER XXIV. 

METROPOLITAN, DISTRICT, AND EAST LONDON 

RAILWAYS. 

In the present chapter the three old " Underground " 
Railways of the Metropolis — the Metropolitan, the District, 
and the East London — will he dealt with. In the last 
twelve years the " Underground " railways of the Metro- 
polis have heen supplemented to an important extent 
by the advent of the ** tubes" — a new system rendered 
practicable by the engineering device known as the 
'' Greathead shield " for tunnelling. The pioneer of this 
system was the City and South London which, with later 
comers, who adopted the same principle, is dealt with in 
a separate chapter. 

The Metropolitan is still the most important Under- 
ground railway in the Metropolis. But its whole system 
is not by any means all underground or confined to the 
Metropolis. Its own system covers 65 miles, in addition 
to which it has a half interest in the City Lines and 
Extensions. Including the St. John's Wood line, the 
section of its system which is actually known as the 
'^ Underground " does not exceed 11 miles, most of its 
mileage being represented by the system to Aylesbury. 

For several years the Metropolitan has been engaged in 
quarrelling with its neighbours, particularly the District 
and Great Central Companies. Since 1879 the Metro- 
politan had been quietly pushing itself northwards unt*' 
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1892, by the acquisition of the Aylesbury and Buckingham 
Railway it extended to Yemey Junction. It was the late 
Sir Edward Watkin*s scheme to make the Metropolitan 
part of the Great Oentral route to London, and as long 
ago as 1890 an agreement was arrived at between them 
for the use of the Metropolitan line by the Great Central. 
This agreement was scheduled to the Great Oentral (then 
Sheffield) Eailway Act of 1898, authorising the London 
line. But from time to time since Sir Edward Watkin 
retired in 1894, the relations between the two companies 
have been far from cordial In 1895, and on several 
occasions since, they appeared as opponents in the Parlia- 
mentary Committee room, and their quarrels also found 
their way into the Law Courts. As it was anticipated 
that they would secure large mutual benefits from the 
London Extension this want of harmony was a distinct 
disappointment. When the terms of the 1890 agreement 
between them actually came into operation early in 1899, 
it is not surprising that the Great Central found them 
too exacting, and sought relief in an alternative route. 
Powers for this were secured by the assistance of the 
Great Western, and a new joint route via Grendon Under- 
wood and High Wycombe is now being constructed, the 
Great Western Company finding the capital. This route 
threatens to divert from the Metropolitan line traffic now 
worked over it by the Great Central from Quainton Bead 
to Harrow, 

It is to be regretted that the District and Metropolitan 
Companies have never been able to come to a business- 
like arrangement regarding many questions in dispute 
between them. When the late Sir Edward Watkin pre- 
sided over the Metropolitan, and Mr. J. S. Forbes over 
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the District, they imported into the relations of these 
'two companies that policy of bickering or worsOi 
which for so long, nnder the same guiding hands, charac- 
terised the relations of the Sonth-E astern and Chatham. 
Years ago amalgamation might have proved a very satis- 
factory escape for both, and even now it would have 
many advantages. The latest bone of contention has been 
the particular method of electric traction to be adopted. As 
long ago as 1897 a Parliamentary Committee recommended 
electric traction as a means of escape from the smoke 
nuisance. For years both companies had actually agreed 
in the abstract that electric traction was necessary to 
overcome that nuisance, and to make their lines attractive 
to Londoners. But though the construction of the Cen- 
tral London was proceeding steadily for some years, and 
was actually completed in July, 1900, no practical step 
was taken by the older companies, and 1901 found them 
engaged in a struggle with each other before a Parlia- 
mentary Committee as to whether the ''Ganz " system, or 
the continuous current system of electrical working should 
be adopted on the Circle, which, of course, the Metro- 
politan owns to the extent of about 9 miles. Under the 
District Company's Act of 1901 it was finally left to the 
Board of Trade to hold an inquiry to decide which of the 
two systems should be adopted. This was held in October, 
1901, and as a result the " continuous " system was 
decided upon, though the Board of Trade arbitrator ad- 
mitted that the preliminary negotiations which took place 
between the two companies to determine the system of 
electrical traction '* were most embarrassing to the Metro- 
politan Company." 
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Both companies are now proceeding to " electrificate '* 
their systems on the lines of the decision referred to. 
Unfortunately they could not agree upon a joint power 
station, so the District is erecting one at Chelsea, and the 
Metropolitan one at Neasden, The former is designed to 
meet much larger requirements than those of the District 
Company, and that of the MetropoHtan will be capable of 
being extended in order to provide the current required 
for working the lines north of Baker Street. In the 
application of electricity to the working of both systems 
further difficulties are sure to arise, and only loss to all 
concerned can result from the maintenance of a mutually 
antagonistic attitude. Both Mr. E. W. Perks, the District 
chairman, and Col. Mellor, the Metropolitan chairman, 
have professed an anxiety for friendly relations, and it is. 
to be hoped they will persist in that policy. In 1901 an 
offer was made by Mr. Yerkes on behalf of the syndicate 
which controlled the District, to take over the Metropolitan 
and guarantee 8J per cent, on the Ordinary stock as well 
as all the fixed charges. But the Metropolitan directors 
declined the offer on the sufficient ground that the security 
for the guarantee was not tangible enough. If that offer 
could be renewed on terms which remove any doubt about 
the security it ought not to be lightly rejected. In any 
event a fusion of interests is eminently desirable. 

For the year 1901 the gross revenue of the Metropolitan 
Company was dB820,831 of which £657,000 was derived 
from passenger traffic. Its working expenses were ^6417,000, 
equal to over 50 per cent, of the receipts. This ratio is 
low compared with most railways, but only a few years 
ago it was nearer 40 per cent. In the first two half- 
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years of Central London competition the effect on the 
gross receipts and profits of the Metropolitan was as 
follows: — 

Half-year ending 



Gross receipts 
Net profit 
Dividend 



♦Dec. 31, 1900. Dec. 31, 1899. 

.. £422,459 £484,776 

.. 209,997 235,627 

2^ p.c. 8f p.o. 

Half-year ending 



Gross receipts 
Net profit 
Dividend 



June 30, 1901. June 30, 1900, 

£411,823 £444,565 

203,376 243,478 

2Jp.c. 3} p.c. 

Thus, in the first eleven months of competition the Metro- 
politan dividend fell to less than two-thirds its former 
rate, and as subsequently shown a similar disaster befel 
the District Oompany. For the second half of 1901 the 
dividend further fell from 2^ to 2^ per cent., making 2} 
for the year 1901. For the last five years the dividends 
have been as follows : — 

Dividend on 
Year. Ordinary Stock. 

1897 8} per cent. 



1898 
1899 
1900 
1901 



...8i 

818 
... 16 



99 



tZ 99 



...2i 



>} 



99 



To allay competition a revision of fares is under considera- 
tion, but until the line, together with the District, is 



* Five months' competition only. 
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electrificated there seems to be little ground for hope of 
real improvement. And the company has yet to raise the 
money to carry out the new works. In deference to the 
wishes of a section of the shareholders, two new directors 
were appointed early in 1902, Mr. Albert G. Eitching and 
Sir William Birt. 

The total capital of the company at 81st December, 
1901, was 12i millions, including nearly 5f millions of 
Ordinary stock and over 2^ millions of Surplus Lands 
Stock. In 1888 the company issued the latter stock to 
represent the income derived from lands and property not 
required for railway purposes. Parliamentary authority 
was obtained to issue £50 of Surplus Land Stock for each 
£100 of Ordinary then in existence, arrangements being 
made at the same time to cancel the Preferred and Deferred 
stocks which previously existed. The Surplus Lands stock 
was practically a nominal addition to the ordinary capital. 
The surplus lands revenue is steady and progressive, and 
for 1901 a dividend of 2f per cent, was paid on this stock, 
representing a distribution of nearly JS73,000. An impor- 
tant point arises in connection with the security of the 
prior stocks, it being provided that those stocks issued 
previous to the separation of the surplus land rights (as 
from 1st July, 1887) have the protection provided by that 
revenue, whereas those issued later do not enjoy that 
additional security. Apparently the Preference stocks 
down to and including the 4 per cent. New Preference 
stock enjoy the security of the railway and surplus lands 
revenue. Stocks junior to that named have only the rail- 
way revenue for their protection. The clause in the Act 
of 1886 reads as follows : — '* Nothing in this Act contained 
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<< shall in any way alter, prejudice, diminish, limit, or 
" otherwise affect the security for or any priorities sub- 
*' sisting between the debentures, debenture stocks, and 
'* mortgage bonds, or of any Preference stocks charged 
'' upon or granted, created, and issued in respect of the 
*' general undertaking of the Oompany and the revenue 
** thereof and now subsisting.** 

The District Company has never been a conspicuously 
prosperous undertaking, but it was hardly in quite so 
financially impoverished a condition as in the last few 
years. In 1880 it managed to pay 1^ per cent, on its 
Ordinary stock, which during that year rose to 85, The 
distributions on District Ordinary only lasted five years, 
however, and by 1889 even its 6 per cent. Extension 
Preference was without a dividend. By easy stages the 
company recovered again, and for 1897 a distribution of 8f 
per cent, was made on the 5 per cent. Preference, the Queen 
Victoria Diamond Jubilee traffic contributing to that result. 
Since the Central London was opened the District has not 
only failed to earn any dividend for the Preference, but has 
not been able to pay the Guaranteed stock its full rate of 
4 per cent. For 1901 only 1 J per cent, was paid on this 
stock, and the accumulated arrears were nearly JB87,000. 
The 4 per cent. Guaranteed stock is, of course, cumulative, 
and was issued in 1882, its amount being 1^ millions. It 
was issued to provide the District Company's share of the 
capital for the City Lines Extension to complete the Inner 
Circle. 

The most important change in the position of the Dis- 
trict of late years has undoubtedly been its control by an 
American syndicate, headed by Mr, C. T. Yerkes. Early 
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in 1901 Mr. J. S. Forbes and the District Board were groping 
about for means to raise the money for electrification, and 
in the report dated 7th February, 1901, the shareholders, 
who certainly never thought of accusing those then in 
authority of any undue haste were warned that ''the 
"questions involved must not be solved in panic." All 
sorts of radical changes in the finances of the company 
were proposed, and yet without any real hope of providing 
the necessary capital for making the change to electrical ' 
traction. At last a change took place, and in June, 1901, 
a Bill was submitted to the shareholders to confirm an 
agreement between the railway company and the Metro- 
politan District Electric Traction Company. The latter 
concern was virtually a syndicate, composed of Mr. Yerkes 
and his supporters, who had agreed to subscribe a million 
sterling for the purpose of constructing a huge generating 
station, and to equip the District for electrical working. 
In part payment the Traction Company agreed to take 
£600,000 Ordinary stock at 26 per cent., and JBl 66,000 of 
4 per cent. Debenture stock at par. Money required 
beyond that would be provided at a charge of 6 per cent. 
Mr. J. S. Forbes told the shareholders that the syndicate 
had practically bought about half the Ordinary stock of 
the District. The Act to confirm the agreement between 
the District Eailway and the Traction Company was 
approved by the shareholders, and received the Eoyal 
Assent in August, 1901. Mr. J. S. Forbes, who had been 
chairman of the company, retired later in the year, whilst 
Mr: R. W. Perks and Mr. Murray Griffith joined the Board, 
the former being chairman. 



r 



Th» Metropolitan, Dixtrict, and Eatt London. 218 



I 



Important deTelopmeiits ars now taking place. The 
sjBtem oF traction has been decided, the power station has 
been oommenced, and with the ayndicate behind the rail- 
way there is sow no doubt about the moDej being found. 
Electiicoi traction is being provided on the Ealing and 
Harrow BSCtion of the Dietriot, and it is hoped to put it in 
operation before the end of 1902. Ihe South-Weeteni 
Bailway sections from Turnhara Green to Richmond, and 
from Putney to Wimbledon are to be electrificated, to 
allow the District to continue eseroising their running 
powers as at present. In the East, still more important 
developments are taking place. The Whiteohapel and 
Bow Joint Railway links the District and Tilbury syBtema, 
and the latter company is applying for powers to electri- 
ficate its line throughout. So District electric trains will 
in course of time be able to run at least to the extreme 
East of London. In addition the District is applying for 
running powers to Barking. Further power is being asked 
to electrify the East London Railway. The District Deep 
Level Railway, sanctioned by Farhament in 1897 is being 
transferred to the Brompton and Piccadilly Circus Railway, 
subject to the assent of Parliament. With the still widet 
proposals by which, through the operations of the Under- 
ground Electric Railways Company of London, the District 
will be made the centre of a vast network of new " tube" 
lines, we deal in another cbapter. Hopes of the future 
are mainly based on the reasonable anticipation that traffic 
will greatly expand, that working expenses will be reduced, 
and that the capital cost of electrifying the District system 
will not only be provided for, but the undertaking put 
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upon a more profitable basis than it now is. In some 
respects the present District and Metropolitan systems 
have very great advantages compared with the "tube*' 
lines. They have mostly open stations near the surface, 
without any need for lifts. Consequently they avoid the 
cost of lifts (about 10 per cent, of the total expenses on 
"tube*' railways), and their lines are much more con- 
venient for pubHc use. 

For the year 1901 the District Company earned a gross 
revenue of £381,000, of which £869,000 was derived from 
passenger traffic. The net receipts for the year were 
£154,000. Working expenses were at the rather high 
rate of 59 per cent. In the first two half-years of the 
Central London Company's operations the District fared 
as follows: — 



Gross receipts 
Net profit ... 
Dividend 



Half-year ending 



t Dec. 31, 1900. Dec. 31, 1899. 
.. £191,718 £210,648 
88,168 108,300 

.. Ifp.c.JPref. NWPreL) 
2 J p.c. Guartd.' 



Gross receipts 
Net profits ... 
Dividend 



Half-year ending 

. * V 

June 30, 1901. June 30, 1900. 
£200,748 £224,429 
87,552 115,561 

8ip.c. Pref. m7Pref.) 
8 p.c. Guartd. > 



t Five months' competition only. 
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In the coarse of the firat eleven months the Central 
London w&b open, the District lost abont £48,000 in grosa 
revenue, and £48,000 of net profit. 

At Slst December, 1901, the District capital amounted 
to nearly 8J millions, including 2^ millions of Ordinary 
stock. Its mileage, owned and partly owned, was over 15 
milea. It is worth noting that of its debenture debt, 
amounting to £1,938,825, nearly IJ millions bears interest 
at the heavy rate of 6 per cent., whilst its 6 per cent. 
Preference stock was issued rather under par. 

Under the present financial control the Ordinary stock 
is from time to time a favourite medium for speeulation, 
but the investor who believes that electrification will 
improve the position of the company, should be content 
with the Debenture and Guaranteed stocks, which seem to 
hold out more sohd attractions to those who are not 
actually "behind the scenes." 

The East London with ita capital of over 5f millions for 
a mUeage of about 5J miles, ia probably the most outra- 
geously over- capitalised railway in the country. As the 
net revenue for 1901 was only £28,000, and varies very 
little from year to year, it goes without saying that the 
majority o( its stocks get no return whatever. 

Its huge capital has arisen from the capitalisation of 
large arrears of interest, but of course ita original cost was 
heavy, as for the most part the syatem represents tunnelling 
under the Thames. The line itms fi:om a junction with 
the Great Eastern near Liverpool Street to the Brighton 
and South-Eastern Companies' main lines at New Gross. 
It is worked under a guarantee of a minimum rent by the 
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Brighton, Metropolitan, District, and Great Eastern Com- 
panies. At the present time a loss is entailed in working. 
In 1902 the Metropolitan and District Companies are 
seeking for power to adapt the East London for working 
by ^ectrical power, though that company itself did not 
appear to have made up its mind whether such a step is 
desirikble or not. Even the East London has felt the 
competition of the Central London, because of the falling- 
off in <* through bookings *' from the District and Metro- 
politan systems. 



CHAPTER XXV. 

METROPOLITAN ''TUBES": PRESENT AND FUTURE. 

To the City and South London belongs the credit of 
being the pioneer of the new system of "tubes'* in the 
Metropolis, as well as being the first electrio railway 
operated in London. Now the system is extending rapidly, 
and two other similar systems are actually in operation, 
whilst a third is nearly completed. Numerous further 
lines are authorised or projected, and whilst admitting 
that some of these will not reach the construction stage, 
there is not much doubt that the ** tube " principle will be 
extensively applied to the solution of problems of locomo- 
tion in the Metropolis. The advent of American financiers 
into this sphere of enterprise has at least had the effect of 
stimulating it, and though financially these schemes may 
really be regarded as on their trial, it would not be sur- 
prising if before long a financial <<boom" in the securities 
of these concerns were to be witnessed. With the new 
projects it is impossible to deal in detail, because not only 
were the Bills comprising a number of them "suspended" 
in 1901, but the vast majority are in the Parliamentary 
melting-pot in 1902, either in their original form as new 
schemes, or with applications for important amendments 
to the schemes as originally sanctioned by Parliament. 

In the present chapter it is proposed to deal fully with 
the three "tube" lines actually in operation, and also with 
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the fourth, which at the time of writing is approaching 
completion, and then, in conclusion, to give a general out- 
line of new schemes. 



THE CITY AND SOUTH LONDON. 

The City and South London was opened for traffic in 
December, 1890. Originally it ran from King William 
Street to Stockwell. But in February, 1900, the line was 
extended northwards to Moorgate Street, and in the follow- 
ing June a southern extension to Clapham Common was 
opened. In November, 1901, a further addition was made 
of the section from Moorgate Street to the Angel, Islington. 
Thus at present the line extends almost due North and 
South, from the Angel to Clapham Common.. Yet a 
further extension from Islington to Euston was comprised 
in the Islington and Euston Bailway Bill, which was, 
however, rejected by the Lords* Committee to which it 
was referred early in 1902. It may be noted that a 
section of the original line from the South side of the 
Thames to King William Street Station — about half-a- 
mile — is unused, but it is proposed to make use of it again, 
in order to relieve pressure at London Bridge. By the 
extension to Islington, the City and South London became 
nearly half-a-mile longer than the Central London, and is 
thus the longest ** tube " at present in operation. 

Like all pioneers it has had to pay rather dearly for its 
experience, whilst others have profited thereby. To some 
extent its operations are cramped by the design of the 
original section of the line — ^the small diameter of the 
tube and the length of the platforms. 



Metropolitan " Tubes " ; Present and Future, 219 

Financially it cannot be regarded as a conspicuous 
success, but it has shown improvement. Dividends since 
the opening of the line have been as follows : — 







Dividend on 


Year. 




Ordinary stock. 


1891 




nil per cent. 


1892 




A , 




1893 




H , 




1894 




1* , 




1895 




lA , 




1896 




lA , 




1897 




H , 




1898 




2* , 




1899 ... ... . 




n , 




1900 




H » 




1901 




2 





In regard to 1901 it should be remembered that it had 
the advantage of the Islington Extension traffic for only a 
few weeks. On the other hand the company has to bear 
an additional £12,000 per annum of Preference charges, 
whilst it has to provide a fuU year's dividend on £475,000 
new Ordinary capital out of revenue, against only a six 
weeks* charge in 1901. It may be noted that at the end 
of 1901 the Preference capital of the City and South 
London became available for Trustee investments, the 
company having then paid a dividend on its Ordinary for 
10 years. 

In 1901 the City and South London carried over 12f 
millions of passengers, compared with 41 millions carried 
by the Central London, and over 4^ millions by the 
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Waterloo and City. Of course all the figures relating to 
1901 must be taken subject to the fact that the Islington 
line was only open for a few weeks. 

At 81st December, 1901, the total capital of the Oity 
and South London was d62,276,000, including £1,880,000 
of Ordinary stock. Gross receipts were d6116,255 for the 
year, and working expenses £57,854, or rather under 50 
per cent. In 1895 they were 61 per cent., and with the 
growing traffic of the company the ratio tends to further 
decline. The management of this company is energetic 
and makes the most of its opportunities, but for the future 
security of investors in the concern the company might 
very well increase its charges to revenue for maintenance 
and renewals. 



CENTRAL LONDON. 

Few railway companies have been so conspicuously 
successful at the very commencement of their operations 
as the Central London. For the first five months' work- 
ing 8 per cent, per annum was paid, and for 1901 4 per 
cent, was paid on the Ordinary stock, giving 4 per cent, on 
the Preferred, and 4 per cent, on the Deferred. From the 
very start it seems to have found traffic waiting for it, and 
its excellent route as a continuation of the London United 
Tramways system provided it with a large traffic from the 
Western suburbs to the heart of the Metropolis. Its uni- 
form fare of 2d. seems to have been highly remunerative, 
and in 1901 it earned a gross revenue of £888,000, and a 
net profit of £152,872. But for the fact that its capitalisa- 
tion was very heavy, the dividend would have been better, 
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for earnings and profit were excellent for so short a 
mileage. The cost of working the lifts is a heavy item, as 
the following statement of expenses on that accomit to 
Slst December, 1901, will show : — 

lifts. 



Wages, Total 

Date. Bepaiis. etc. expenses. 

Aug. to Dec., 1900 ... £956 5,059 70,434 

Jan. to June, 1901 ... 1,818 5,228 90,267 

July to Dec., 1901 ... 2,485 5,187 90,544 



Total £5,259 15,474 251,245 



Boughly 10 per cent, of the total expenses is incurred in 
the working of lifts, and the City and South London has 
to bear a similar outlay. This is an expenditure which 
^Hubes" in general will have to bear, but which the 
Metropolitan and District Companies will escape. 

In their certificate the auditors of the Central London 
have properly drawn attention to the need for establishing 
a fund for depreciation of working stock, machinery, and 
permanent way. A transfer of £10,000 to reserve was 
made in the second half of 1901, but was not specifically 
assigned to these purposes. As the "Vibration'* Com- 
mittee's report suggests that some of the rolling stock may 
have to be discarded, this question must not be disregarded 
in connection with the financial outlook for the Central 
London. 

Owing to complaints in regard to the vibration ex- 
perienced in the buildings adjacent to the Central London* 
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a Board of Trade Committee was appointed in January, 
1901, with Lord Eayleigh, F.R.S., as chairman, to report 
on the matter, and also as to '* what alterations in the 
<* conditions of working or in structure can be devised to 
"remedy the vibration.*' That committee, according to 
their report issued in January, 1902, found that the 
vibration was really due to the large load not borne by 
springs, carried on each axle of the locomotives. Experi- 
ments indicated that motor carriages on the " multiple 
unit** system would absolutely remove the trouble, and 
that even a reduction of the " unspring-bome** load would 
be a great improvement. The Committee also suggested 
that a deeper and stiffer rail should be allowed for in new 
undertakings. Their introduction on the Central London 
was prevented by the height of rolling stock and the 
diameter of the tunnel. 

At dlst December, 1901, the total capital issued by the 
Central London was £8,548,201. At the meeting in 
February, 1902, authority was obtained to issue dS150,000 
additional Ordinary capital, to increase the lift accom- 
modation at Shepherd's Bush. Of the Ordinary capital 
at dlst December, 1901, amounting to d62,850,000, £495,000 
was in the form of 4 per cent. Preferred stock, and £495,000 
in the form of Deferred stock, the balance being un- 
divided Ordinary. 

In 1901 the Central London proposed to construct small 
loops at each end of its line, so that it could work its trains 
in a circle. The Bill was suspended with others at the 
end of the Session, but the Joint Committee in their 
report intimated that they did not favour the loop at the 
City end of the line, as the multiplication of such loops in 
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the heart of the City might operate to the <' exclusion of 
** future railways." Partly on this account the suspended 
Bill of 1901 was abandoned, and in 1902 a much more 
important scheme was introduced, for a line from Ham- 
mersmith to the City via Enightsbridge, Piccadilly, Strand, 
Fleet Street^ Gannon Street, Comhill, St. Mary Axe, and 
Liverpool Street, with junctions connecting with the exist- 
ing line, thus making a complete circle. The additional 
share capital proposed was 8 millions, with the usual one- 
third borrowing powers. This scheme was a bold one, and 
had several rivals in the 1902 Session of Parliament, and 
in the opinion of some authorities it would not improve 
the financial results of the Central London, if carried out. 
It is dealt with later among the new schemes, and it is 
only necessary to say here that it was rejected by Lord 
Windsor's Committee. 



WATERLOO AND CITY. 

The Waterloo and City is virtually an oflf-shoot of the 
South- Western Company, designed to meet the require- 
ments of its suburban traffic. It is only 1^ miles in 
length, and has no intermediate station. It was opened 
in 1898^ and in every half-year since its traffic has shown 
steady growth, until in the year 1901 it carried 4,825,000 
passengers, besides numerous season-ticket holders. A 
working agreement exists with the South- Western Com- 
pany, under which the latter works and maintains the 
Waterloo and City for 55 per cent, of the receipts, or 
actual cost if less than that rate. But 8 per cent, on the 
whole capital of the Waterloo and City is made a first 
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charge on receipts before working expenses. All the 
sorplns remaining after such 8 per cent, and working 
expenses is divisible, two-thirds to the Waterloo and City, 
and one-third to the South- Western. For the first time 
since its opening, the line in the second-half of 1901 
earned a surplus of £104, working expenses having been 
only 45 per cent. But about £12,000 of past deficiences 
has to be repaid the South- Western Company before any 
increase in the dividend paid to the Waterloo and City 
shareholders can take place. 



GREAT NORTHERN AND CITY. 

This line was sanctioned as long ago as 1892, and was 
intended to be a relief line to the City for traffic originating 
on the large suburban system of the Great Northern 
Company. Difficulty and delay occurred in raising the 
capital, but eventually in 1898 its construction was put in 
hand, and it is hoped that it will be opened during 1902. 
Its length is 3i miles, from Finsbury Park to Finsbury 
Pavement, but in 1902 appHcation is being made to 
Parliament for authority to carry it on to the Lothbury 
comer of the Bank, and to construct a circular subway 
there. This proposal was approved by the Lords' Com- 
mittee. Provision is being made for a three minutes* ser- 
vice of trains on the " multiple-unit " system, and the 
carriages will, Sir Charles Scotter said early in 1902, be 
an improvement on those of both the Central London and 
the Waterloo and City. An {Agreement has been come to 
with the Great Northern for a station under the present 
Finsbury Park Station. 
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At 31st December, 1901, the Great Northern and City 
had already spent d61,440,000, but its total authorised 
capital was £1,560,000, with an additional £520,000 
borrowing powers. All the share capital has been issued, 
and is sub-divided into £780,000 of "A" capital, and 
£780,000 of " B " capital, all in £10 shares. The " A " 
shares are entitled to 4 per cent, per annum, and then the 
Deferred to 5 per cent., any surplus being divided equally. 
For three years after construction the contractors, S. 
Pearson & Son, Ltd., have agreed to work the railway, 
guaranteeing 4 per cent, on the ''A" shares, and 8 per 
cent, on the *<B'* shares during that time. 



NEW SCHEMES. 

Ill 1901 there were three ** tubes " in operation, two in 
course of construction — the Great Northern and City, and 
Baker Street and Waterloo — and six others, including the 
" deep level " of the District, were authorised. But in 
that Session ten Bills, comprising new or extended powers, 
were introduced. So the whole of these new proposals 
were referred to a Joint Committee, to report on questions 
of route, protection of owners near proposed lines, etc., 
etc. Their report was presented too late for action to be 
taken in 1901, sd all the ten Bills were suspended : but 
various recommendations were made, which will probably 
to some extent influence Parliament in the further con- 
sideration of this question. In 1902 the schemes which 
appeared in 1901, with various others, came before Parlia- 
ment, and the task of deciding on the respective merits of 
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various proposals became more difficult than ever. To 
some extent the matter has been simplified by a grouping 
of some of the most important schemes, as follows : — 

I. The District, or ** Yerkes" group, comprises: — The Dis- 
trict (to be eleqtrificated) ; The District Deep-level; 
Brompton and Piccadilly Circus ; Baker Street and 
Waterloo (under construction) ; Great Northern 
and Strand; Charing Cross, Euston, and Hamp- 
stead. 

These are the schemes promoted or acquired by Mr. 
C. T. Yerkes, representing about 48 miles of railway, and 
estimated to cost about 15 millions sterling. Early in 
1902 these interests were transferred to the Underground 
Electric Railways of London, Ltd., with a capital of 5 
millions, secured by a combination of Messrs. Speyer 
Bros., London; Messrs. Speyer & Co., New York; and 
the Old Colony Trust of Boston, U.S.A., and others. A 
good deal of the mileage comprised in this scheme is 
already constructed or authorised, and the only alterations 
required are those necessary to combine the different 
schemes. 

n. The London United Tramways, or ^^ Morgan'* group^ 
comprises the following: — The Piccadilly and City; 
The City and North-East Suburban (since with- 
drawn) ; North-East London, and London United 
Electric Eailways. 

Taken in conjunction with the 80 miles of electric 
tramways belonging to the London United Tramways 
Company in the western suburbs, this combination repre- 
sents over 100 miles of passenger system. The proposed 
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^^P Tailways comprised a nnited system ruiming &om H&mmer- 
smith via Hyde Park Corner, ChEtring Cross, Ludgate 
Circus, Mansion House, Mouument, Liverpool Street, 
Sboreditch, Hackney, Tottenham, to Soutbgate, with a 

■ fork line to Walthamstow and Chingford. 
Messrs. J. S. Morgan & Co. will undertake to provide a 
large part of the capital for this system, if it be authorised 
by Parhament. Obviously this is a very enterprising and 
promising scheme, both from the public and the financial 

Ipomt of view, but unhke the " Yerkes" scheme it is made 
up of proposals which hr&t appeared in 1901 or 1902, and 
not previously sanctioned in any form. 
As in some measure rivals to the above were the Charing 
Cross, Hammersmith, and District, and the Central 
London (New Lines] schemes, both rejected early in the 
Session. It will be noted that the Central London is at 
present fed by the large tramway system of the London 
United Tramways, and thus forms a useful direct con- 
nection between the onter western fringe and the heart of 
the City. If the tramway traffic is diverted to the new 
"Morgan" lines proposed, the Centra! London will be 
put ia a much less favoured position. K it had obtained 
the powers from Parliament and constmcted a line from 
Hammersmith to the City as it proposed, it would not 
only parallel its own existing lino, but that of the District 
existing, and that proposed by the " Morgan " group. An 

I inner circle in London without "feeders" thrown out to 
the suburbs seems to be a faulty scheme, and that is what 
the Central London proposal amounted to, and the com- 
pany would do well to take the hint of Lord Windsor's 
Committee and drop it entirely. The Islington and Eustt^ 



228 Investment and Speculation in British Railways, 

line would be a usefal extension of the City and South 
London, and should certainly receive Parliamentary sanc- 
tion in some future session, in spite of its rejection by the 
Lords' Committee in 1902. 

Independent '* tubes " are : — 

The Charing Cross, Hammersmith, and District (rejected 
in 1902); King's Road Railway ; West and South London 
Junction ; City and Crystal Palace (rejected in 1902) ; and 
others. 

These suffer from the disadvantage of not offering the 
same public facilities as the more comprehensive new 
schemes under consideration. On this question an impor- 
tant suggestion was made in the report of the Joint Com- 
mittee of 1901, before referred to, namely that the working 
of underground railways in and around London should be 
put under the supervision of some central authority. 



CHAPTER XXVI. 

THE TILBURY AND NORTH LONDON RAILWAYS. 

The London, Tilbury, and Southend Company, though 
a comparatively small concern, has been very successful 
from the shareholders' standpoint. For many years it 
has shown steady and continuous improvement ii^ divi- 
dend, and even in 1901 whilst other railways were reducing 
their distributions, the Tilbury managed to even increase 
its dividend. 

It has become much less isolated than it used to be. 
By means of the Tottenham and Forest Oate Railway it 
has a direct and valuable connection with the Midland 
system. By the opening of the Whitechapel and Bow 
Railway it has a still more important and direct connection 
with the District Railway, and via that line to all the: 
systems in the West of London. This new and valuable 
feeder has been built jointly by the Tilbury and District 
Companies. In consequence of this physical connectiou 
with the District and the probable provision of a through 
service of trains from East to West of London, the Tilbury 
Company is in the year 1902 applying for powers to elec- 
trificate its whole system. 

The total capital of the Tilbury Company at the end of 
1901 was 8f millions, including £1,610,000 of Ordinary 
stock. In April, 1902, a new issue of £225,000 Ordinary 
stock was made at the price of 120 per cent., but this will 
not rank with the old stock until 1st July, 1905. 
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For the year 1901 the revenue of the company was 
^6428,000, of which sum £296,000 was derived from pas- 
senger traffic. Net receipts for the year were dei78,000. 
Dividends paid on the Ordinary stock since 1890 have 
been as follows : — 
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From 1898 to 1901 there was a continuous improvement 
of, in all, 2 per cent, in the dividend, and the company 
has also in the interval accumulated out of profits an 
amount of £84,418, which at the end of 1900 was trans- 
ferred to the special reserve fund. This sum was accumu* 
lated to meet the liability of the Tilbury to contribute 
to the cost of widening the London and Blackwall Railway, 
part of the Oreat Eastern system, and which the Tilbury 
Company uses in gaining access to Fenchurch Street. 

Early in 1902 an attempt was made to stir up a Parlia- 
mentary crusade against the Tilbury Company on behalf 
of certain local interests, but it failed. One absurd com- 
plaint made was that the Tilbury Company had declined 
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to widen its bridges to admit tramways to pass conveniently 
nnderneath. Eaitways are espected to do many things : 
but it ia surely going a step too far to euggeat they ahoiild 
incur heavy espenses to asaist their competitore. And the 
Tilbury Company very properly declines to spend much 
money in view of the vital changes in its system which 



Hitherto the North London Railway, though a small 
railway, has been a very prosperous one. From 1879 to 
1892 inclusive this company paid regular diyidende at the 
rate o£ 7J per cent, without a single break. The year 1893 
was one in which very tew railways indeed did not suffer, 
and in that year the North London only managed to pay 
6J per cent. In 1894 it paid 7i, and in 1895 only 6f 
again, but the latter falHng off was almost entirely due to 
tbe severe weather in the first half-year, as the dividend in 
the second half recovered to 7i- In 1896-1899 the former 
rate of 7^ per cent, was again paid, so that the company 
soon recovered lost ground. But in 1900 and 1901 only 
7J and 6J respectively was paid. With only 12 miles of 
its own line and 5 miles leased jointly the system is not a 
large one, bat its trains cover a much greater area than 
that, as they run over the suburban lines of the Great 
Northern, North- Western, and other companies to a very 
large extent, 08 miles of foreign lines being worked over. 
It is probably the best managed of any of the suburban 
lines, and considering the very severe competition it haa 
to face with tramways and omnibuses, its financial results 
are very creditable to the administration of the company. 
One great advantage it possesses is that it is an opeu-ui 
route to the City. 
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The total capital of the North London at the end of 
1901 was £8,955,000. Its Ordinary stock amounts to 
£2,084,000, a considerable amount of which is held by the 
North- Western Company, whilst the latter has on the 
Board of the North London a majority of its own directors, 
including the chairman. 

In 1901 the North London earned a revenue of £551,000, 
including £822,000 from passengers. 

It should be noted that though since 1896 its business 
as a whole has grown and its receipts have advanced by 
£88,000, its passenger receipts are actually rather lower. 
This is due to strenuous competition with tramways and 
'buses, whilst onerous conditions as regards workmen's 
trains have been imposed upon it. Like all railway 
companies in and around the Metropolis it also finds its 
burden of rates and taxes growing very rapidly. In 1901 
it paid £46,000 on this account. 

The North London is threatened by further serious 
competition by the opening of the Great Northern and 
City Railway, whilst the City and South London Company's 
Islington extension has diverted some traffic. Owing to 
this growing competition and the fall in the dividend, the 
price of the stock which for many years exceeded £200 
per cent., has lately fallen to about 160. 



OHAPTEB XXVIL 

THE CALEDONIAN RAILWAY. 

Whilst second to the North British in point of mileage, 
the Caledonian is the principal of the Scotch railways 
as regards revenue, if the subsidiary companies' receipts 
of the North British be excluded. It is a very strong 
company, and during recent years, in spite of heavy 
additions to capital and to working expenses, it has shown 
a better dividend record than most English companieB« 

The mileage of the Caledonian Company on 81st January, 
1902, was shown as 948^. Of this 154 was only partly 
owned by it. In addition it owns the Forth and Clyde 
Canal, the length of this being 52^ miles, whilst the 
amount of the capital of the Caledonian Company in- 
vested in this undertaking was £2,801,000. 

In all, the capital of the Caledonian Company on 81st 
January, 1902, excluding merely nominal creations, was 
over 48 millions. The Ordinary stock issued to the same 
date was £18,884,000. 

It will be noted from Table I. that the Ordinary capita! 
of the Caledonian is not only the largest of any of the 
Scotch railways, but the proportion to total capital, 
namely 42i per cent., is only exceeded by the North- 
Eastem Company. It has for a long time been the in- 
variable practice of the Caledonian to issue additional 
share capital as Ordinary stock, and as capital require- 
ments have been very large a new issue appears on thA 
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average about every year and a half. Its capital account 
to 81st January, 1902, showed that it had over-expended 
by £1,882,000, and its balance sheet also indicated that it 
had to resort to temporary loans. So another issue of 
share capital is over-due. The Company might very well 
change its method of raising capital in the future and 
issue Preference instead of Ordinary stock, however, and 
it would be amply justified in doing this. In thus 
changing its policy the Caledonian would only be following 
the lead of its partner, the North- Western. 

During the last ten years the Caledonian has expended 
on capital account a sum of about 10^ millions sterling, 
and as a result of this the mileage open has increased by 
74 miles. More than half the requisite capital has been 
raised by the issue of Ordinary stock, whilst considerable 
premiums have been received on this stock. No Preference 
stock has been issued by this company for over twelve 
years. There has been a very large growth in both gross 
and net revenue, with the result that this capital ex- 
penditure has been fairly remunerative, though a good 
deal of it has not yet developed its full earning power. 

Unfortunately the company has now to provide for the 
very expensive work of widening its bridge over the Clyde 
into Central Station, Glasgow, and also of extending the 
station itself. Thus for some time to come capital require- 
ments will be large. 

The recent dividends of the Caledonian Company have 
been as follows : — 
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1RQ1 4-4^ 

JLln^C/ A ■•• ••• «•• ••• •■• ••• <%^ J 9 

^ Wt7« «•• ••• ••« ••• ••• ••• 8 9 9 







The Caledonian 


1 




285 


1893 


• « • 


•«• ••• ••• ••• 


• • • 


4f per cent. 


1894 


(strike year) 


• • • 


8* 




1895 




••« ••• ••• ••• 


• • • 


5 




1896 




••• ••• ••• ••• 


• • • 


5 




1897 






• • • 


5* 




1898 




••• ••• ••• «•• 


• • • 


5 




1899 




••• ••• ••■ ••• 




4i 




1900 




••• ••• ••• ••• 


• • • 


4 




1901 


••• 


•*« ••• ••• ••• 


• « • 


4 





It will be seen that from 1892 to 1897 there was an im- 
provement, broken only by the Scotch coal strike in 1894, 
in the second half of which year the Caledonian lost 
£184,000 in mineral traffic. The dividend for 1897 was 
equalled in 1889, when the rate paid was also 5^ per cent., 
but beyond that it is necessary to go back to 1877 to find 
a higher distribution. In that year 6j^ per cent, was paid, 
and two years previous to that as much as 6i was paid. 

The revenue of the Caledonian Company for the year 
1901-2 was £4,824,000. From goods and live stock it 
derived a revenue of £1,178,000, or 27*24 per cent, of the 
total. From mineral receipts, on which it is largely 
dependent for its prosperity, the receipts were £1,177,000, 
or 27*21 per cent, of the total revenue. Passenger traffic 
yielded £1,695,000, or 89-20 per cent., and sundries 
£277,000. The principal item included in the latter 
figure was £124,000, representing the receipts from the 
Forth and Clyde Canal. The cost of working this water- 
way was £88,000, so that it yielded a net revenue of 
£86,000, equal to the satisfactory return of nearly 4 per 
cent, on the capital outlay. 
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The working expenses of all Scotch railways are rather 
lower than in the case of the English lines, and in 1901-2 
the Caledonian Company's ratio of expenses to receipts 
was only 54^ per cent. This was however ^\ per cent, 
higher than in the year 1896-7. Compared with 1885-6 
and 1896-7 the gross revenue and expenditure of this 
company were as follows : — 

Gross Eeyenue. 



Half-year ending 1885-6. 1896-7. 1901-2. 

31st July... igl,4d6,d41 1,826,298 2,100,628 

81st Jan.... 1,449,558 1,881,485 2,228,851 



Total... Je2,885,894 8,707,778 4,824,474 



Working Expenses. 



Half-year ending 1885-6. 1896-7. 1901-2. 

81st July ... JB687,627 870,659 1,162,507 
81st Jan. ... 696,070 900,712 1,184,898 



Total... jei,888,697 1,771,871 2,847,400 



Thus whilst in the sixteen years the gross revenue increased 
by £1,488,000, or 50 per cent., the increase in expenses 
was only about £968,000, a satisfactory showing compared 
with the experience of most companies. 

It is a notable fact, however, that nearly all the addition 
to gross revenue since 1896-7 was absorbed by increased 
expenses. 

There is one matter which, in the instance of the 
Caledonian Company, has, no doubt, contributed to the 
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results shown in recent years, and that is the agreement 
entered into in 1892 with the North British, whereby 
wasteful competition and incursions into each other's dis- 
tricts by new lines were done away with. In Scotland the 
North British and Caledonian Company are head and 
shoulders above any of the other railways, and come into 
competition with each other at numerous points not 
touched by any other company. As a consequence, com- 
petition was, of course, natural, but for a long time it was 
rather too fierce to be pleasant, and certainly was not 
remunerative — rather the opposite. So in 1892 an agree- 
ment was entered into for a period of twenty-five years. 
The agreement was referred to in the North British Bail- 
way Directors' report, dated March, 1892, in the following 
terms: — 

'' The agreement between this Company and the Cale- 
**donian Company, whereby each Company is precluded 
** for a period of twenty-five years from promoting, or in 
*' any way aiding in the promotion of lines into the districts 
''of the other, will ensure a cessation of the costly ex- 
''penditure on Parliamentary litigation which has con- 
*' stituted such an onerous burden on the revenues of the 
" Company, while that part of it which provides for the 
'' apportionment of certain receipts between the two com- 
'* panics will render unnecessary the heretofore wasteful 
''expenditure in connection with competitive trafiGic. 
" Arrangements are in course of being made for the inter- 
" change of facilities over the lines of the respective 
" companies, which the Directors beheve will assure the 
" trading and travelling public that the agreement will 
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*^he as much in their interests as in those of the share- 
** holders/' 

How far the spirit of that agreement, if not its letter, 
has been departed from by the support given by both the 
Caledonian and North British Companies to independent 
companies which were obviously created as cats-paws, it is 
difficult to decide. But even in this respect there is at 
present some sign of improvement. 

In 1890 the Caledonian Company obtained powers from 
Parliament for the conversion of its Ordinary stock into 
Preferred and Deferred. The plan followed was practi- 
cally that adopted by the North British in 1888, namely 
the " duplication " of each JBIOO Ordinary stock, by issuing 
therefor £100 of 8 per cent. Preferred Ordinary stock, 
and £100 of Deferred Ordinary stock. In both the Cale- 
donian and North British cases the Preferred Ordinary is 
entitled to its dividend out of the profits of each separate 
half-year, though, whilst the former was optional, the 
North British conversion was compulsory. This half- 
yearly charge is in some respects to be regretted, as it 
detracts from the security of the Preferred, and gives an 
element of speculation to what was meant to be an invest- 
ment security. However, the Caledonian has never &iled 
to pay the 8 per cent, regularly on the Preferred since its 
creation, and indeed it is necessary to go back to 1880 to 
find even a half-yearly dividend of the Caledonian Company 
which was below the requisite 8 per cent. The popularity 
of the Preferred stock may be gathered from the fact that 
it rose in 1896 to some points over par, though it has 
since fallen again with all stocks of the same class. Out 



The Caledonian. 



^^H)f a total Ordinary capital of 18^ millions, nearly 12^ 
^^ has been converted into the dnplicate stocka. 

The prospects of the Caledonian Company are faidy 
good, and in spite of any temporary falling off which may 

ttabe place from possible outside labour troubles, and the 
probable large addition to capital charges, there ia every 
reason to hope it will in the nest year or two give a good 
account of itself. 

The dividend may indeed suffer temporary decline in the 
near future on accoant of the dead weight of undeveloped 
capital expenditure, but there is every reason to look for a 
recovery over a number of yeara. There has been a very 

■ large capital expenditure incurred by this company in 
Tarioue direiitions of late years, which has not had time to 
develop its full earning power. To some extent too the 
Ordinary stock ia prejudiced by rather frequent new issues, 
and the further capital requirements of the Company may 
resalt in the isane of more Ordinary capital, though as no 
Preference capital has been issued for many years, the 
Company would be quite justified in raising money in that 
form, in fact it would be highly injudicious to issue more 
Ordinary capital in the circumstances. This is the one 
weak point on which investors should keep an eye, 
though, of course, it may be only a matter of a short time 
for the Company to overtake any additions to ita capital 
burdens. 

Caledonian management ia sound and progressive, and 

it is taking a prominent pai-t in the efforts to economise 

by advanced methods of working. It is also worthy of 

^_ note that in the accounts for the half-year to 81st January, 

^B 1902, the Caledonian has prudently set aside £15,000 for a 
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capital displacement fund, the intention being to augment 
this fand from time to time — an example which should be 
followed in other quarters. 

The Preferred Ordinary stock is a good investment, 
pelding at the present price of 88 the liberal return of 
nearly 8f per cent. The Deferred Ordinary stock is also a 
fairly promising speculation. 



CHAPTER XXVni. 

THE NORTH BRITISH RAILWAY. 

At dlst January, 1902, the total mileage of the North 
British system was 1,146^, of which 1,077^ was entirely 
owned by it, and the balance represented mileage partly 
owned or leased. Its total revenue for 1901-2 was 
^4,473,000, but that figure included ^6225,000 of net 
revenue paid over to the Forth Bridge and West Highland 
Companies. In point of mileage the North British is the 
first of the Scotch railways. But in regard to gross and 
net revenue, if the payments to the West Highland and 
Forth Bridge Companies be deducted, there is not a great 
difference between that company and the Caledonian. 

Both companies have shown large increases in their 
gross receipts of late years, but the North British figure 
has grown quicker than that of its rival, for if we go back 
five years we find the gross receipts of the North British 
were over i»14,000 behind the Caledonian. But in 1901-2 
the North British receipts, including those of the subsidiary 
lines referred to, were higher than those of its rival by 
about £150,000. 

For 1901-2 its total revenue of Je4,473,000 was made up 
of £1,254,000 of goods, £1,811,000 of minerals, £1,786,000 
of passenger, and £173,000 of miscellaneous receipts. Its 
passenger revenue has shown the largest growth in recent 
years, having increased since 1896 by £822,000, or 22^ per 
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cent. Working expenses in 1901-2 were ^62,269,000, or 
60.72 per cent. — the lowest of any leading railway in the 
country. 

In 1901-2 the North British Company paid as net 
revenue to the West Highland and Forth Bridge Com- 
panies the following sums : — 





West 


Forth 


• 


Highland. 


Bridge. 


Half-year ended 81st July, 1901 


je47,472 


71,690 


„ 81st Jan., 1902 


je38,788 


67,566 



Total £86,210 189,266 



Thus the net receipts in respect of these two subsidiary com- 
panies, included in the North British accounts, amounted 
as above stated to over £226,000. What the gross receipts 
were, or the working expenses, the accounts do not show, 
though such information would certainly be interesting, 
and should be regularly supplied. Both the companies 
are guaranteed by the North British, in the case of the 
West Highland entirely by it, but in the case of the Forth 
Bridge only in conjunction with three other companies. 
The North British Company guarantees 8 per cent, on 
the capital of « the West Highland, but in consideration 
of this guarantee it has a right to all net revenue over 
the sum necessary to pay 8 per cent. An extension 
from Banavie to Mallaig by the West Highland, autho- 
rised in 1894, was opened for traffic on 1st April, 1901. 
The Government guarantees 8 per cent, on £260,000 
of the capital, and besides contributed £80,000 to the 
cost. In the case of the Forth Bridge, the North British 
guarantees jointly with three other companies, 4 per 
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cent, on the capital, amounting to about 8i millions. 
The proportions in which the guarantee is given are as 
follows:— Great Northern and North-Eastem each 18f pet* 
cent.; Midland, 82^ per cent.; and the North British the 
remaining 80 per cent. So far this guarantee has not 
involved any payment by the guarantors, nor is such a ' 
contingency likely, for the reason that the Forth Bridge 
Company has a bonus allowance on traffic passing by that * 
route. In fact recently there has been a surplus on work-' 
ing which according to the joint arrangement between the 
four guarantor companies was paid over to the North 
British. 

To establish a fair comparison of the growth of North 
British revenue, it is necessary to deduct the sums paid 
away to these two subsidiary undertakings. On this basis 
the North British gross receipts and net receipts for 1901-2 
compare as follows with 1890-1 and 1896-7 : — 

1890-1. 1896-7. 1901-2. 
Gross Eeceipts Jgd,052,965 8,515,114 4,248,000 
Net Receipts ... 1,601,646 1,744,586 1,979,000 
Amount of revenue 
deducted in re- 
spect of Forth 
Bridge and West 
Highland Com- 
panies 71,895 178,061 225,000 

Thus it will be seen that the increase in gross receipts in 
the past five years was about Jg7dd,000, whilst the increase 
in net was £285,000 as regards the North British proper, 
which is certainly a satisfactory result. This proportion- 
ately large addition to net receipts was reflected in an 
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increased dividend, for in 1896-7 the sum distributed on 
the two Ordinary stocks was £805,000, whilst in 1901-2 a 
sum of £864,271 was thus divided. 

It is interesting to note that in 1896-7 the working 
expenses of the North British and Caledonian were, within 
£800, the same, the former having been £1,770,578 and 
the latter £1,771,371. In 1901-2 they were very similar 
in amount, the North British figure being £2,269,000 and 
the CaJedonian £78,000 more. 

A* comparison of North British dividends is rather 
difficult on account of the half-yearly Preference right 
carried by the Preferred Ordinary. Since 1890, however, 
the half-yearly distributions of the Divided stocks, and the 
equivalent rates on the Ordinary stock for the year have 
been as follows : — 



Half-year. 

First half, 1890 

Second „ 1890 

First „ 1891 

Second „ 1891 

First „ 1892 

Second „ 1892 

First „ 1898 

Second „ 1898 

First „ 1894 

Second „ 1894 

First „ 1895 

Second „ 1895 

First „ 1896 



Preferred. Deferred. 



>> 



Second „ 1896 



• • • • • 



8 

1 

8 

2i 
8 

8 

8 

8 

8 
8 
8 
8 



1 



nil., 
nil. 

i 
nil.) 

lUl.) 

nil I 



8* 



2| 



84 



H 



2f 



8f 



H 
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Half-year. 




Preferred. 


Deferred. 


First half, 1897 






8 


u)^ 


Second,, 1897 






8 


First „ 1898 






8 


41^ 


Second ,, 1898 






8 


First „ 1899 






8 


1*1 ^* 

4 


Second „ 1899 






8 


First „ 1900 






3 


ii 


Second „ 1900 






8 


First „ 1901 






8 


2i^ 


Second,, 1901 






8 



Previous distributions on the Ordinary stock before it was 
" duplicated *' were as follows : — 



1870 
1875 
1880 
1885 
1886 
1887 
1888 



• • • • • • 



• •• ••• ••! 



DiTidend on 
Ordinaiy stock. 

... nil. 

... H 

... li 
... 2J 

of 
5 



From the above it will be gathered that the results of the 
North British fluctuate very considerably. This is mainly 
due to the fact that the Ordinary stock is small for so large 
an undertaking, and in illustration of this it may be 
pointed out that each one per cent, of dividend over three 
per cent, represents, in the case of the North British, only 
Jg94,000, and each one per cent, under three per cent, only 
JS70,000, whilst each one per cent, on Caledonian Ordini> — 
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stock is equal to £184,000. In these circumstances 
large fluctuations in the North British dividend are un- 
avoidable, espeeially as owing to the right of the Deferred 
stock to receive a dividend, if earned in any half-year^ 
profits have to be divided up to the hilt. 

This it is that has contributed to give the North British 
Deferred (or " Ordinary ") stock its popularity as a specu- 
lative medium. In recent years this security has been 
stripped of a good deal of its speculative attractions in 
common with other members of the Home railway group ; 
but its position is such as to speedily restore it to favour 
whenever speculation in Home Bails becomes once more 
the fashion. 

There are many interesting points about the capital 
account of the North British Company, and one of the 
principal is its Ordinary stock. It was the first large 
railway company to obtain powers to ** duplicate " its 
Ordinary stock. Prior to the carrying out of this conver- 
sion, the North British had besides its own Ordinary stock, 
amounting to about 5 millions, a stock called the Edinburgh 
and Glasgow Ordinary stock (which was entitled to share in 
North British dividends over three percent.), amounting to 
about Jg2,422,485. In order to do away with the latter, it 
, was arranged to issue £5,180,868 of 8 per cent. Preferred 
Ordinary to represent that amount of North British 
Ordinary stock, and £7,608,858 of Ordinary stock repre- 
senting £5,180,868 of the original Ordinary stock, plus 
,£2,422,485 of Edinburgh and Glasgow stock, this new 
creation being entitled to all surplus profits in each half- 
year. Since 1888 the Preferred and Ordinary (or Deferred\ 
stocks have both been largely increased by the exchange 




I 

■ 



of Convertible Preference stocks, at the rats of £100 of 
each of the Ordinary stoclts for each £100 of Convertible 
Preference stock, but the Deterred issue always exceeds the 
Preferred stock by £2,422,495, the amount of the Edin- 
burgh and Glasgow stock. 

From 1899 to 31st January, 1902, the total amount of 
Preference stock converted into the Ordinary stocks was 
£1,963,000. It is worth noting that there still exists 
about £0,400,000 of 4 per cent. Convertible Preference 
stocks, which may at some future date be transformed into 
twice that amount of the Ordinary stocks. So soon as the 
value of £100 of both the Preferred and Deferred stocks 
exceeds the market value of £100 of Convertible Preference 
as an investment security, the exchange would be profit- 
able. In recent years, owing to the very small dividends 
paid on the Deferred and the low prices commanded by it 
in the market, it baa not been profitable to make the 
exchange, unless occasionally to snatch a small " turn," so 
since 1896 only about £800,000 stock in all has been con- 
verted from Preference into the Preferred and Deferred 
Ordinary issues. In the future it is highly probable that 
more opportunities will offer. The investor who would 
like therefore to obtain a thoroughly good investment 
security, carrying with it, however, a direct speculative 
interest in the future of a large railway, could not do better 
than purchase this stock, for whilst it will benefit from 
any marked improvement in the dividend paid by the 
North British Company, it will not, as a Preference stock, 
sufier appreciably from any temporary decline in profits. 
Most reversions of this kind give an additional value to the 
stock which carries them ; but in this instance at any rate 
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the stock is simply valued on its merits as an investment 
security. 

North British Deferred stock in proportion to the divi- 
dend paid on it has generally stood relatively high. For 
this two main features of it are accountable. In the first 
place it is a popular speculative investment, and in the 
second place its relatively small amount gives it a high 
reversionary value. Its wider popularity compared with 
Caledonian Deferred, has frequently led to an apparent 
anomaly in the market valuations of these two stocks. 
But in considering the future of them it should always be 
kept in view that the dividends on the North British stock 
would respond quicker to a corresponding increase in 
revenue than the Caledonian stock. It is also a notable fact 
that whilst the dividend on North British Deferred for 
1901-2 was the best for twelve years, the price was by no 
means the highest of the period. One reason was that 
the dividend for 1901-2 obviously benefitted from the 
Glasgow Exhibition, and the exceptionally good tourist 
season in Scotland. That largely contributed to the 
advance in the dividend by IJ compared with the previous 
year. In fact the North British had the distinction of 
paying absolutely the best comparative dividend of any 
British railway for the second half of 1901-2, namely 2J 
per cent, per annum against J per cent. For the first time 
for many years North British Deferred yielded a return on 
the year's dividend of 8f per cent. 

In 1901 an important case was decided by the Eailway 
Commissioners, which not only had a direct bearing on 
the Scotch Railways, but in the principle established it is 
of vital concern to all British Railways. Owing to the 
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increased cost of coal and the declining profits of railways 
all companies were on the qui vive for extra sources of 
profit, and on the 1st January, 1900, the three principal 
Scotch Railway Companies advanced their coal rates Id. 
to dd. per ton according to distance. This advance was 
contested by the coalmasters. The companies defended 
the increase on six grounds : — (1) Shortening of hours and 
increase of wages ; (2) increase in price of plant, stores, 
materials, and fuel ; (8) new and onerous statutory obli- 
gations; (4) increased facilities accorded to coal traffic; 
(5) additional capital expenditure for improved working of 
traffic ; (6) altered requirements of the coal traffic. They 
sought to prove their case by statistical evidence ; but this 
was necessarily largely based on estimated figures, which 
as one of the Commissioners said, '' may be subject to 
"an infinity of pitfalls." The Bailway Commissioners 
agreed that the companies had failed to discharge the onus 
resting upon them under the Act of 1894 of showing that 
the increase in rates was <' reasonable." One Commissioner 
said in the course of his judgment, <' I take the case en- 
'' tirely on the figures presented for our consideration by 
<* the respondents, and these seem to me to be founded 
'' upon estimates and calculations which are entirely un- 
« convincing." So the companies lost their case, and 
besides being ordered to desist from further charging the 
increased rates, they had to pay such sum as was decided, 
upon inquiry, to represent the loss to the coalmasters. The 
matter was compromised early in 1902. In the accounts 
to Slst January, 1902, the North British made provision 
for the matter by carrying Jgl6,000 to Suspense Account. 
This case strongly emphasised the importance of more 
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exact statistics than those at present supplied by our rail- 
ways. 

At the end of 1901 the total nominal capital of the 
North British was oyer 58 millions, but of this certainly 
one-fourth was nominal increase. The nominal additions 
are not separately shown in the capital account, as is 
generally the case, though they are detailed for each 
separate half-year. From certain particulars given in the 
accounts, however, the following amounts of nominal 
iiicrease are to be traced : — 

. I. Under Act of 1888, Consolidation 

of Ordinary, etc J65,180,868 

II. Act of 1890, Conversipn, etc., of 

Debenture stocks 8,265,486 

m. Act of 1895, Conversion of Lien 

stock 1,770,461 

IV. Nominal additions by conversion 
into Ordinary of Convertible Pre- 
ference stocks 1,868,000 

V. Division of Edinburgh and Glas- 

gow Preference 2,422,485 



£14,502,800 



Thus over 14^ millions are fully accounted for, and if 
the full particulars were available it would probably be 
found that the total nominal additions were even larger. 
During the ten years ended 81st January, 1902, the North 
British is shown by comparison of its capital accounts to 
.have expended over 8 millions, after allowing for nominal 
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increases. The nominal inoeaaes dniing the ten years 
were aboat 5} millions. 

At ttie Slat January, 1902, the capital account showed 
a credit balance of dg5,800, and as it had 1^ millions of 
loan capital available for issae, there is no likelihood of 
any new iasoe of share capital for a long time. 

The Pnafened Ordinary of this Company is a fEur invest- 
ment wifli a liberal yield, and the Deferred is an attractive 
speculative investment. 



CHAPTER XXIX. 

THE SMALLER SCOTCH RAILWAYS. 

The only Scotch railways, other than the Caledonian 
and North British, which are of any importance, are the 
Glasgow and South- Western, the Great North of Scotland, 
and the Highland Companies. Of these three the first 
named is the most important. Its total mileage open for 
traffic at the beginning of the present year was 501. Its 
total capital, excluding nominal additions, is about 16 
millions. The gross receipts of the Glasgow and South- 
western for the year ended 81st January, 1902, were 
Jgl,755,000. Its proportion of goods traffic was larger 
than that of the Caledonian or North British Companies, 
being nearly 80 per cent., or £519,000. Mineral traffic, 
which abounds almost throughout its system, yielded a 
revenue of ^6400,000, or 22.75 per cent. From passengers, 
however, the Glasgow and South- Western earned most of 
its revenue, the receipts from this source being Jg798,000, 
or about 45 per cent., and sundries £48,500, the principal 
item included therein being rents of property owned by 
the company. 

It should be noted that its passenger receipts represented 
a larger proportion of its total revenue than those of any o 
the principal Scotch Railways. Since 1896, moreover, its 
receipts on that account have increased by £161,000, and 
the proportion to total revenue has risen from 48.47 to 
45.19 per cent. Its Clyde tourist and pleasure traffic 
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daring the sommer season yields it a large and increasing 
revenue ; bat profits are redaeed by keen competition. 

The working expenses of the Glasgow and South- 
western were relatively much higher than in the case of 
the other leading Scotch lines, for in 1901-2 they amounted 
to £1,042,000, or 59.38 per cent, of the gross receipts. 
Included in that figure was a sum of £59,000 in respect of 
the working of steamboats, which this company commenced 
on its own account some years ago. The receipts from 
the steamboats are not separately shown in the published 
accounts, and as most of the traffic would be for rail and 
steamer combined, the amounts due to each do not appear 
to be apportioned. It may be mentioned, however, that the 
capital invested in them at 31st Jan., 1902, was £128.250, 
and has remained at that figure for a number of years. 

The Glasgow and South- Western system is mainly in 
the county of Ayrshire, and in consequence of this its 
Ordinary stock is frequently called ^'Ayrshire." It has 
almost a monopoly of the south-west of Scotland, though 
much of its line traverses very sparsely populated districts. 
As a matter of fact, out of its total mileage of 501 more 
than lOCT miles are of single line. It works in connection 
with the Midland Company a considerable traffic— espe- 
cially goods — ^between England and Scotland. A great 
effort was made in 1901 to secure a larger share of the 
passenger traffic. 

Both the large Scotch railways have proposed to amal- 
gamate with the Glasgow and South- Western, but mutual 
opposition has prevented such a scheme being carried out. 
In 1889 a Bill of the Glasgow and South-Western and 
North British Companies seeking for powers to amalgamate, 
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received the sanction of the shareholders of both, and wad 
also approved by the Midland proprietors. The proposal 
actually passed the House of Commons, but was rejected 
by a Committee of the House of Lords. The Caledonian 
Company at the same time put forward a counter proposal, 
and that too was rejected. 

The Glasgow and South- Western is in a good position 
to look after itself, and earn for its shareholders fairly 
good dividends. Subjoined is a comparison of the divi- 
dends paid by this Company over a number of years : — 

1870 ^ 5j^ per cent. 



1875... 

1880... 

1885 .. 

1888... 

1889... 

1890... 

1891... 

1892... 

1898... 

1894 (strike year) 

1895... 

1896... 

1897... 

1898... 

1899... 

1900... 

1901 .. 



• • • • • • 



• • • • • I 



• • • • • • 



• • • • • • 



• • • • 9 > 



• • • • • 



8* 

6 

4 

4 

4 

8i 
8| 

84 

^\ 

H 
•6 

*54 

*4| 

*8* 
•4f 



* Original Ordinaiy stock as such all disappeared in December, 
1897, being replaced by Preferred and Deferred stocks. Dividends 
are given on basis of original stock. 



7%^ Smalier ScoUk iWliroj^ 2» 



in mind the foet that the Ordinary sloek is only 
aboat 5\ millions, dividends have not shown great flnetoa- 
tions. Exehiding 1894, an exceptional year on acooimt of 
the strike, the dividend flaetoated between S} and 5jr only 
between 1888 and 1901. 

The total oq^ital expenditure of the Glasgow and Sontti* 
Western at 81st January, 1902, was £15,963,000. During 
flie past ten years it has expended £3,741,000 on capital 
account, and has added 46 miles to its system. 

This company has issued very little Ordinary stock since 
1881, the amount of this stock standing now at £5,667,000 
compared with £4,927,920 in 1881. The requirements on 
capital account have mainly been met by the issue of 
Preference stocks. The Glasgow and South- Western was 
jointly interested with the North British in the City of 
Glasgow Union Bailway, and held £300,000, or half of the 
capital of the latter. This subsidiary concern was realfy 
only a joint line, worked and maintained and having its 
rolling stock provided by the two owning companies. So 
in 1896 it was agreed to dissolve this company, each of the 
owning companies taking their proportion of the joint line, 
and issuing their own stock for the same. At the present 
time it is spending capital rather freely on the extension 
of St. Enoch Station, Glasgow, and other works. In 1901 
it also acquired Troon Harbour at a cost of £168,000. 

Besides its original Ordinary stock this company has 
£442,250 of Deferred stock, entitled to rank with the 
Ordinary stock in half-yearly dividends over 5 per cent. 
It was issued in 1881 to represent contingent rights, 
which formerly belonged to three Preference stocks, but 
which were separated when these were oonsolidatedt In 
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1881, 1882, and 1888 this stock received dividends, but 
nothing was paid again until 1896 and 1898, when it 
received J per cent. By its Act of 1896 the company was 
empowered to convert its Ordinary stock compulsorily into 
2J per cent. Preferred Ordinary and Deferred Ordinary 
stocks on similar lines to those adopted by the Midland. 

The Glasgow and South- Western is likely to maintain 
or even improve its dividend results in the future, and its 
Ordinary stocks will probably advance in value. At the 
present time its Deferred Ordinary stock stands, relatively 
to its dividend, lower than the stocks of the Caledonian 
or North British. 

The Great North of Scotland has during the last fifteen 
years shown steady improvement. Owing to the small 
amount of its Ordinary capital, dividends in the case of 
this company have on the whole shown great fluctuations, 
but latterly they have been much more steady. During 
the last sixteen years the dividends paid by this company 
have been as follows : — 





Dividend on 


Years. 


Ordinary stock 


1886-7 


1 percent. 


1887-8 ... ... 


u „ 


1888-9 


li » 


1889-90 


u „ 


1890-1 


^ ,, 


1891-2 


8 


1892-8 


8} „ 


1893-4 


8i „ 


1894-5 


H » 


1895-6 


H „ 
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Years. 

1896-7 . 

1897-8 . 

1898-9 . 
1899-1900 

1900-1 . 

1901-2 . 

Thus it will be 



Dividend on 
Ordinary stock. 

8i per cent. 

8J 

8» 

3i 

2i 

H 

seen there was practically a continued 
increase in dividends during the period 1886 to 1899« 
Since then the dividend has been well maintained with the 
exception of 1900-1 when only 2| per cent, was paid. In 
1897 the company obtained power to convert its Ordinary 
stock into Preferred and Deferred. The former is entitled 
to 8 per cent, per annum out of the profits of each year to 
Slst July — the date when the financial year of the company 
terminates. In the new Deferred stock the old Deferred 
No. 1, which carried corresponding rights, were merged. 
The Ordinary stock improved considerably, rising from 
44^ in 1885 to 125 in 1896. Since then it has reacted. 

The mileage of the Great North of Scotland is 881^. 
All of this, with the exception of 68 miles, is single line, 
though a further section of the main line is being doubled. 

For the year ended 81st January, 1902, the gross 
receipts of the Great North of Scotland were ^6488,500. 
Goods and live stock yielded Jei69,000. Mineral receipts 
amounted to £51,000, and passenger receipts were £245,000, 
or over 50 per cent. Working expenses were £255,000, or 
52 per cent, of gross revenue, the ratio having risen since 
1896 by only about 1 per cent — an exceptional experience. 
The improvement in the dividends already referred to is 
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mainly the result of the steady increase in gross receipts, 
with a moderate rate of working expenses. Subjoined is a 
comparison of the gross revenue at various periods : — 

1885-6 £816,176 



1888-9 ... 
1890-1 ... 
1892-8 ... 
1895-6 ... 

1896-7.. 
1901-2... 



It • • • • • • 

I • • • • • • • 

• • a • • • 
»• ••• ••• 

»• ••• ••• 

• « • • • • • 
•• ••• ••• 



841,226 
861,057 
887,858 
416,598 
484,500 
488,500 



Thus during the sixteen years there was an increase in 
gross receipts of over £172,000, or more than 54 per cent. 

To the 81st January, 1902, the capital expenditure of 
the Great North of Scotland Company amounted to 
£5,815,000. Of a total nominal capital of about 6^ 
millions the Preferred Ordinary capital only amounts to 
£920,182, or about 15 per cent. The whole of the divi- 
dend on this stock and the Deferred only amounted to the 
comparatively small sum of £82,000. From the very 
fact that the Ordinary capital is so small, it is liable to 
fluctuation of an unusual character. On the other hand a 
relatively small increase in the net revenue would double 
the present dividend and very greatly improve the price 
of the stock. Owing to its speculative proclivities this 
stock has been called the Brighton << A '* of Liverpool, 
where at times considerable business in it has taken place. 

This little railway had two issues of stock which are 
certainly curios in their way. The issues referred to are 
the Deferred stocks No. 1 and 2. The former amounted 
to £102,822, and was entitled to rank for dividend with the 
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(Ordinary in any ezoess over 8 per cent., but eince 1897 it 
has been merged in tbe Deferred Ordinary stock. The 

Ko, 2 amonntB to £S97,396, and ia entitled to rank with 
the Ordiniuy stock for dividends in esceBS of 6 per cent, 
on the latter. Thia oompany ia an improving one, but as 
affecting the interest of the ordinary shareholders it should 
be kept in view tliat a considerable outlay has to be faced 
for the doubling of existing lines. The development of 
trofGc has rendered this necesaary, and as trafGc increaaes 
this work will have to be continued. 

The last company of this gronp is the Highland. Its 
mileage is 486. All of its system but about 88 miles is 
single line. At 31st January, 1902, its total expenditure 
on capital account amounted to £6,975,000. The oom- 
pany has been spending a considerable sum on capital 
account in recent years, but for the past year the outlay 
amounted to only £31,000. 

The total revenue of the Highland Bulway for the 
eleven months to Slat January, 1902, was £686,000. Of 
this Bum £812,000 was derived from passenger traffic. 

Formerly the accounts of thia company were made up a 
month later than those of other Scotch Railways, namely, 
to the end of August and February, Under its Act of 
1901 the change was authorised to Slat Janaary and Slst 

■ July. The cbange necessitated the presentation of ac- 
counts for only five months to 31at Jtily, 1901. This will 
not only put it in line with other Sootch railways, but will 
equahse its half-years. Owing to its large touiiat business 
the old method of making np the accounts to 3lBt August 
^^ nsed to make the first half of its year always much more 
^L profitable than the second. Over £66,000 a year is paid 
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to this company for the carriage of mails, this being a 
large sum compared to total revenue. Owing to the fiBkct 
that it serves a sparsely populated country without any 
important industries, its ratio of expenses is high at 66^ 
per cent. In 1896 its rate was 60 per cent., which was 
then the highest of any railway in Great Britain except- 
ing the Great Northern. 

During years prior to 1896 the Highllemd Company had 
been increasing its dividends, but the increase has not 
been maintained, for under cover of a so-called Eeserve 
Fund revenue charges were being made to capital. On 
this fact being realised in the autumn of 1895 a sharp fall 
of 16 points to par took place in less than a month. 
During 1896 the quotation fell to 91, and in 1901 to 86 
Between 1898 and 1895 the following sums were debited. 
to the Eeserve Fund, which should properly have been 
charged to revenue : — 

Half-year ending 
28th Feb., 1893 ^61,868 



81st Aug., 1893 ... 
28th Feb., 1894 ... 
81st Aug., 1894 ... 
28th Feb., 1896 ... 
81st Aug., 1895 ... 



2,076 

5,516 

8,062 

11,962 

22,189 



As the Eeserve Fund against which the above sums were 
charged was made up of Premiums on Stocks issued by 
the Company, it was really a part of capital, and is gener- 
ally treated as such. In the August, 1896, accounts it was 
satisfactory to find that the so-called Eeserve was trans- 
ferred to the credit of the Capital Account. As a result of 
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an investigation by the shareholders into this and other 
matters a change in the management took place, and with 
the fair start it then had the company should, eventually, 
attain a soimder position. The process of putting the 
company on a sound financial basis has been a slow and 
painful one, tind has implied the complete disappearance of 
ordinary dividends. The suspense items in the balance- 
sheet have been almost wiped away, and up to the present 
the company has regularly met its preference dividends. 
In 1901, however, its resources were so crippled that it 
had to make application for authority to issue £500,000 
Second Debenture Stock. In September, 1901, sanction 
was given to the issue of half that amount Dividends on 
Highland Olrdinary Stock for the past eleven years have 
been as follows 



1891-2 
1892-8 
1898-4 
1894-6 
1895-6 

1896-7 

1897-8 

1898-9 

1899-1900 

1900-1 

1901-2 



4| per cent. 

4S 

44 

4 

nil, 
nil. 

In a way the Highland Bailway is a philanthropic concern, 
for it has opened up large districts without adequate return 
in the shape of financial results. As a company, it is 
therefore deserving of much consideration on account 
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its peculiar difficulties, especially as these have been con- 
siderably increased in recent years by the exacting re- 
quirements of the Board of Trade regarding the conduct 
of the traffic. No doubt in course of time it will show 
improvement, though it must be remembered that its 
stock has not suffered depreciation to anything like the 
extent warranted by the fall in the dividend. 

In March, 1902, an important agreement was sanctioned 
by the shareholders for the working by the Highland 
Gompany of the Invergarry and Fort Augustus line for a 
period of ten years. The latter line will run from Spean 
Bridge on the West Highland to Fort Augustus. It is 
virtually a sort of *' buffer state *' which prevents the 
threatened entrance of the West Highland Gompany (other- 
wise the North British), into Inverness. 



X)l, and Proportions ol Debenture, 



;eed 
erence 



Great 



,989 



Greai|,089 



Gr^,618 
Laue :>668 
Loud ,616 
Loud .089 



Lon< 




Noi^t 



Sot* ,672 



«Oal ,368 

*Noi725 



Per cent. 

of 

Total 

Capital. 



48*58 
8701 



Great ,427 40-98 



42*51 
40*88 
80*55 
40*90 
41-42 
28*78 
86-72 
80*86 
42*18 



84*90 
89-96 

58-72 



Ordinaxy 
Stock. 



9,668,600 
14,468,641 

^16,868,067 
28,662,545 
16,740,995 

t40,928,578 
12,084,505 
9,220,899 
11,259,282 
89,287,764 
29,587,149 
10,048,089 



§18,884,591 
5,667,420 
7,048,487 



Per cent. 

of 

Total 

Capital. 



22*79 
29-88 
84-61 
82*65 
8218 
40-68 
80*94 
84*68 
40-59 
88-71 
48-80 
8811 



42*52 
85-50 
15-99 



(1 ; Ord., £9,465,972« 



TABLE II. 

Capital Expenditure during Ten Years, 1892 — 1901, and 
Increase in Mileage for same period. 







Increase in 




Capital 


Mileage 




Expenditure, 


constructed. 


Company. 


excluding 


owned, and 




nominal 


worked, 




additions. 


1892—1901 
inclusiye. 


Great Gemtral 


17,464,000 


167 


Great Eastern 


7,610,000 


81 


Great Northern .. 


10,946,000 


52 


Great Western 


•16,644,000 


448 


Lancashire and Ybrkshire 


7,902,000 


80 


London atd North- Western 


10,841,000 


50 


London and South-Western 


9,318,000 


48 


London, Brighton, and South Coast 


4,654,000 


12 


London, Chatham, and Dover ... 


11,558,000 


t 


Midland 


19,680,000 


96 


North-Eastern 


11,168,000 


64 


South-Eastern 


J6,718,000 


t59 


Caledoniaii 


10,684,000 


74 


Glasgow and South- Western 


8,741,000 


46 


North British 


§8,094,000 


68 


Total 15 Companies 


£145,967,000 


1,290 



* Includes £4,865,000 on account of amalgamations. 

t Increase in Mileage of combined South-Eastern and Chathaoi 
systems was 59 Miles. 

X Includes the contributions to the capital expenditure of the 
Managing Committee. 

§ Nominal additions amounting to £5,203,610 excluded. 



BeTenoe, Expenditure, and Net Receipts troni Steamboats 
for the years 1S96, 1896, and 1901. 



Gompanj. 


Receipts. 


tiou, etc. 


Hot Revenue 
from Sfceamers. 


Great Central ,..1895 
1896 
1901 


£ 
86,713 
84,016 

108,831 


£ 
78,823 
79,893 
89,118 


£ 
Prolil 6,890 
4,623 
„ 19,718 


Great Eaatern ... 1895 
1896 
1901 


266,683 
264,572 
277,619 


217,557 
221,301 
265,274 


Profit 49,026 
„ 43,271 
„ 12,245 


Ijondon and So uth ■ 

WeBteni 1895 

1696 
1901 


173,621 
176,622 
179,779 


200,589 
209,218 
"226,089 


Lots 27,038 
„ 32,696 
„ 46,810 


London, Brighton, 

and South Coast 1895 
1896 
1901 


80,418 
86,990 
93,826 


89,549 
87,534 
102,694 


Low 9,181 
1,688 
9,368 


London, Chatham, 
and Dover ...1895 
1896 


144,688 
142,249 


103,879 
105,621 


Profit 40,809 
„ 30,628 


Sonth-Eastem ... 1S95 
1896 


62,002 

56,148 


63,889 
62,787 


Los. 1,837 
6,639 


South-Eastemand 
Chatham ... 1901 


201,005 


197,291 


Profit 3,714 



" iRclndiDg Depreciation ch&rged In Net Revenue Account. 



jA from each description of Traffio. 



ieipts. 



Percent. 

of Total 

Revenue. 



Gre 
Qte 
Gre 
Gxe 
Lon 
Lon 
Lon 

LOD 

Mid 



Nod 
Son 



tOa 
tGl 

tNo 



26*02 

28-04 

10-06 

9-74 

1616 

16-59 

25*88 

24*95 

20-47 

20-88 

19-52 

19-84 

7-48 

8-81 

9-44 

10-21 

26*49 

26*92 

82-66 

81-48 

7-11 

S-61 



80-18 
27-21 
28-27 
22-75 
28-99 
29-29 



Passengers, Parcels, 
Mails, etc. 



Amount. 



Percent, 
of Total 
BeTonue. 



£ 
614,882 
904,754 
2,489,079 
8,062,820 
1,820,897 
2,088,120 
4,418,289 
5,879,881 
2,059,890 
2,814,458 
5,225,515 
6,054,646 
2,621,651 
8,058,402 
1,994,955 
2,815,551 
8,044,266 
8,592,508 
2,884,182 
8,007,815 
2,766,952 
8,186,175 



1,828,050 
1,695,222 
681,819 
798,128 
1,418,402 
1,785,427 



22-95 
26*45 
52-28 
58*89 
86-55 
86*28 
45-78 
47-21 
41-95 
42-95 
41-80 
48-01 
62*85 
61-06 
72*41 
72*10 
81-19 
81-61 
80-78 
82*99 
67-46 
70*28 



Sundries, including 
Steamboat8,Bents,&c. 



85-82 
89-20 
48-47 
45-19 
87*46 
88*79 



Amount. 



£ 
418,494 
498,911 
424,082 
458,707 
792,471 
929,981 
208,287 
216,789 
70,871 
98,986 
404,970 
482,286 
426,690 
578,929 
94,272 
111,846 
818,655 
874,090 
276,679 
279,028 
462,657 
284,478 



Percent, 
of Total 
Bevenue. 



208,295 
274,704 
88,257 
48,528 
106,781 
178,477 



15*62 

14*44 

8*89 

7-91 

15-91 

1618 

2.16 

1*91 

1-48 

1*84 

8*24 

8*07 

10-15 

11-56 

8*42 

8*48 

8*21 

8-29 

8-58 

8-06 

11*24 

5*25 



5-62 
6-85 
2-68 
2-48 
2-89 
8-88 



1 therein which are excluded from the Managing 
IniscellaneoaB revenue. 






I I 



Working £xp«DBeB foe 1896 and 


1901, 


and per.centatte of 










Amount of 


Per 


Company. 




Working 


cent, of 
Grow 
B»l;t. 


Great Central 


1896 


1,S92,48S 


61-97 




1901 


2,266,167 


66-26 


Great Eastern 


1896 


2,686,706 


66-86 




1901 


8,599,807 


62-74 


Great Northern 


1896 


8,087,822 


60-99 




1901 


8,878,870 


67-29 


Great Western 


1896 


6,801,687 


64-94 




1901 


7,176,876 


62-98 


LanoaBliire and Yorkshire ... 


1896 


2,696,726 


54-92 




1901 


8,299,122 


61-24 


London and North- Western ... 


1896 


6,768,654 


64-02 




1901 


8,829,266 


62-72 


London and Sonth- Western ... 


1896 


2.868,878 


66-80 




1901 


8,164,788 


68-19 


London, Brighton, and Bonth 








Coast 


1896 


1,421,141 


61-68 




1901 


1,921,212 


69-81 


Midtand 


1896 


6,282,642 


64-12 




1901 


7,088,914 


61-90 


North-Eastem 


1896 


4,422,828 


67-11 




1901 


6,928,910 


64-97 


South.Ea8t«m and Ohathamf 


•1896 


2,177,468 


62-70 


Joint \ 


1901 


2,972,688 


66-67 


Caledonian 


1896 


1,771,871 


47-77 




1901 


2,847,400 


64-26 


Glasgow and South. Western... 


1896 


772,874 


68-16 




1901 


1,042,886 


69-88 


North British 


1896 


1,770,678 


47-94 




1901 


2,269,018 


60-72 



* Compiled ftom the sepsiftte accotmta of the two Cknapaniea In IE 



TABLE VIII. 

Margin of Security for Preference and Debenture 

Stocks, 1896 and 1901. 







Percentage 


Percentage 






of net 


of Net 






Revenue 


Revenue 


Company. 




remaiTiing 


remaim'Tig 






after last 


after last 






Debenture 


Preference 






Stock. 


Stock. 


Great Central 


1896 


67-82 


6-34 




1901 


86-88 


nil 


Great Eastern 


1896 


55-28 


18-88 




1901 


6406 


18-76 


Great Northern 


1896 


70-40 


35-89 




1901 


68-86 


2603 


Great Western 


1896 


66-87 


31-91 




1901 


63-96 


28-77 


Lancashire and Yorkshire ••• 


1896 


76-48 


40-66 




1901 


72-46 


30-04 


London and North- Western... 


1896 


77-01 


50-44 




1901 


74-03 


44-93 


London and South- W estern . . . 


1896 


73-56 


42-94 




1901 


70.85 


86-24 


London3righton& South-Coast 1896 


78-41 


39-33 




1901 


76.74 


34-19 


London, Chatham & Dover ... 


1896 


41-82 


nil 




1901 


81-27 


nil 


Midland 


1896 


7600 


46-26 




1901 


77-66 


39-98 


North-Eastern 


1896 


78-02 


61-81 




1901 


76-60 


48-22 


South-Eastern 


1896 


66-48 


38.38 




1901 


68-78 


18-06 


Caledonian 


1896-7 


68-07 


38-99 




1901-2 


66-28 


38-09 


Glasgow & South -Western... 


1896-7 


68-82 


37-17 


%^ 


1901-2 


66-66 


34-47 


North British 


1896-7 


71-65 


17-50 




1901-2 


71-98 


18-41 



889 to 1901. 






Great 



Great 



Great 



Lanca 



agon 
repairs. 



29,886 
88,087 
48,605 

81,856 
87,982 
48,647 

75,648 
88,652 
01,576 

82,887 
82,228 
81,728 



Londoj 40,449 
50,422 
64,785 

Londoj 28,952 

28,240 
27,082 

Midlai|.48,048 

89,285 

104,280 



North. 



South 



24,288 
.85,800 
70,801 

18,225 
14,818 
21,076 



Traffic 
Department. 



£ 
485,200 
571,989 
746,970 

495,589 
599,608 
812,958 

858,861 
1,012,640 
1,290,884 

662,275 
785,506 
981,070 

1,481,760 
1,722,226 
2,242,764 

414,682 
490,655 
626,575 

1,228,210 
1,622,440 
2,229,062 

765,186 
1,020,548 
1,280,014 

869,517 
482,988 
572,981 



Total 
Wages. 



£ 
982,241 
1,166,741 
1,606,867 

967,698 
1,178,229 
1,578,088 

1,875,077 
2,248,448 
2,855,996 

1,182,607 
1,818,405 
1,575,721 

2,686,876 
8,008,978 
8,817,448 

807,805 

949,888 

1,205,824 

2,814,502 
2,921,601 
8,958,122 

1,722,245 
2,110,502 
2,652,568 

692,545 

806,621 

1,086,608 



18,181,596 
15,708,908 
20,226,727 



Increase 1901 
compared 
with 1889. 



524,126 



605,885 



980,919 



448,114 



1,180,567 



898,019 



1,688,620 



980,818 



894,068 



7,095,181 



these jearB, 



I 



TABLE IX. 

Dividends for 11 Years— 1891 to 1901 inoluaiTe. 



aioek. 


™ 


„ 


IW 


ISBS 


18M 


!!i^ 


1«0S 


^ 


IBM 


IWH 


/. 0»i!>uir^ suck,. 














Barry 


10 


Ml 


9i 


10 


10 


10 


10 




u 


« 


8| 


Caledoniftn 


41 


H 


ii 


31 




5 


fti 


s 


4j 


4 


4 


Central London 




















t21 


i 


Pumeas 


2i 


H 


n 


11 


i 


H 


i| 


2 




3j 


2i 


Great Eaetom 


2{ 


2J; 1 


li 


2I 


3| 


3i 




3 


3 


3 


Great Weatem 


^i 


R8 4 J 


5 


H 


6 


fi 




5 


4 


i 


Hull and BamBloy 


i 


Qil.nil 


nU 


uiL 


1 


J 


1 


l| 


I 


LancuBhire and Yorkahire . . 


3 


3S 


Si 


i 


lit 


»! 


SJ 


6 




4 




Loudon and North-Weatera 


7 


6j 


5t 


ei 


61 


i| 


1 


7 
ti 


7; 






London and aouth-Weettm 




6 


6 


• 


e* 


ej 


7' 


«J 


0; 




London, Brighton, & South Coast 


6i 


fit 


H 


a 




«i 


61 


« 


«j 


5i 




London, Chatham, and Dover 
























Arbitration Pref. 


4 


m 


3A 


J 


3H 


4i 


*i 


^t 


4 


44 


2H 


Ditto, 2nd Pref 


nil 


nil 


nil 


nil 


Hit 


1 


2! 




uil 


nil. 


London, Tilbury, and Southend., 


3'i 


H 


3 


4 


4| 


.!! 


41 


5 


6 


5j 


H 


Metropolitan . . 


3i 


■i\ 


2 


2 


n\ 


3| 


3 


31 




nil* 


Do. District 5% Pref. . . 


2i 




2 


2 


n 


2i 


3t 


2 


2A 
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North- Eastern 


Hi 


ii 


5 


5 


■>i 


01 




6 


<}| 


fij 


5* 


North Stafford 


5 


*i 


4 


4 




4S 




4 


4] 


4! 


^I 


Ebymuey 


VI 


H 


« 


71 


^l<^' 




3 


10 


t) 


<i 


Sonth- Eastern 


a 


4 


.3 


4 


H 


41 i 
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4| 




3 


■i 


Taff Vale 


n 


3* 


2 


J!i 


A 


^ 


31 


li 


ii 


_2i 


li 


II. Prefirred Ordinary and 






















D^erred Ordinary Stockt. 
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•i 


■4 


■4 


•4 


i 


4 


4 


3 


4 


4 


4 


Deterred 
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•8 
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e 
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6 


2 


2( 
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3° 
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3 


3 


3 


3 


3 


3 


3 


Deferred 


11 


H 


11 


i 
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2! 


2 


It 


I 


I 
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A 


3' 


nil* 


1 


H 


^ 


u 


1 
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nil. 


nU. 


Deterred 
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nU 
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nif 


nil 


Eil.(nli: 
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nil. 


nil 


nU. 


Great Northern .. Preferred 


4 


4 


4 


4 


4 


4 4 


4 


4 


4 


4 


Deferred 


3| 


H 
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^1 


u 


2i 21 


^l 


1( 


nO. 
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Great North of Scotland Preferred 
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■3 




•3' 


•3 -3* 






21 


3 
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** 
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■i 


'4 
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J 


1 
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•2 


•4 
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2 


2j 


•\ 


2 
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•1 


•1 
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2I 


2J 


1 
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1 


4 


4 


4 
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4 


4 


4 


4 


Deferred 


2 


2 


2 


2] 


H 
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2} 


21 


21 


11 
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6 


6 


6 


6 


6 
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Q 


6 


6 
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7 


1 


H 


G 


6 
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e} 
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•2 
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2 
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■3 
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•Sj 
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31 
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2 
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3 


3 
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TABLE X. 

Qbeat Wbstben Railway. 

Coat of Maintaining Permanent Way and Rolling Stock. 



Period. 


Maintenance 
of way. 


Locomotive 
Repairs. 


Onrriage 
and TYagoi 
BepaiTH, 


(1st half 
1885 -^andhali 


£ 
409,405 
418,288 
827,693 


£ 
182,950 
174.517 
367,467 


150,403 
157,679 
308,082 


flBthalf 
1888 hndhalf ... 


397,570 
433,617 

831,187 


179,773 
179,921 
359,694 


164,010 
173,837 
337,847 


(1st half 
1889 Sudhalf 
I Year 


422,797 
474,603 
897,400 


178,351 
194.096 
372,447 


180,507 
189,823 
370,330 


(1st half 
18B0 J 2nd half 
(Year 


444,257 
500,680 
944,937 


184,248 
199,616 
383,863 


190,811 
198,061 
388,862 


[1st half 
1891 42nd half 
(Year 


461,255 
504,416 
965,671 


198,243 
208,380 
406,623 


203,823 
203,164 

406,977 


(1st half 
18fl2*hndhalf 
(Year 


456,183 
639,329 
995,513 


212,179 
215,099 
427,278 


208,271 
205,812 
414,033 


f let half 
18S3 and half ... 
(Year 


485.451 

538,447 

1,023,898 


216,508 
220,047 
435,555 


207,372 
203,364 
410,726 


(1st half 
1894 Jgndhalf ... 
(Year 


516,654 

576,213 

1,092,867 


224,070 
326,810 
449,880 


216,179 
210,860 
426,029 


flat half 
1896 1 find half .. 


600,290 

580,974 

1,081,264 


203,681 
220,173 
423,854 


205,982 
329,693 
435,875 


fist half 
1896 iandhalf 
(Year 


083,523 

529.046 

1,112,569 


228,905 
223,667 
452,572 


240, 1H5 
236,369 
476,554 


(1st halt 
1901 2nd half 
(Year 


695,740 

701,577 

1,397,317 


357,287 
344,907 
702,194 


266,644 
284,461 
551,105 



'DM* ot £W,CIW uUitlooil o 
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TABLE XI. 

Nobth-Eastebn Eatlwat. 
Revenue aoad Expenditure per Train Mile, 1888-1901. 













Expendi- 


Tear. 


Gross Bevenue from 
Traffic. 


Working Expenses. 


ture on 
Mainten- 
ance, Re- 
pairs, and 






Per 




Per 


Benewalfl 




Amount. 


Train 
Mile. 


Amount. 


Train 
Mile. 


per Train 
Mile. 




^ 


s. d. 


£ 


8. d. 


d. 


1888 ... 


6,862,013 


6 6-2 


8,619,276 


2 10-6 


16-1 


1884 ... 


6,486,768 


6 4-8 


8,488,916 


2 10-8 


16-6 


1885 ... 


6,181,061 


6 8-8 


8,296,481 


2 100 


16-2 


1886 ... 


6,894,792 


6 1-9 


8,166,162 


2 91 


14-4 


1887 ... 


6.066,016 


6 1-9 


8,242,290 


2 9-1 


14-8 


1838 ... 


6,816,626 


6 2-4 


8,369,979 


2 9-1 


14-9 


1889 ... 


6,887,870 


6 4-6 


3,622,716 


2 10-0 


16-8 


1890 ... 


7,280,961 


6 6-2 


4,061,496 


3 0-7 


16-4 


1891 ... 


7,182,462 


6 4-0 


4,100,079 


8 0-7 


16-0 


1892 ... 


6,672,416 


6 1-9 


3,964,806 


8 0-6 


14*9 


1898 ... 


7,188,468 


.6 1-9 


4.111,486 


2 11-6 


14-6 


1894 ... 


7,488,823 


6 3:8 


4,281,028 


8 0-6 


14-5 


1895 ... 


7,816,699 


6 8-1 


4,221,162 


8 0-6 


14-8 


1896 ... 


7,788,128 


5 4-8 


4,422,828 


8 0-7 


160 


1901 ... 


9,112,179 


6 9*8 


6,928,910 


8 91 


17-8 



TABLE XII. 



Charges to Capital Account for Boiling Stock. 



Company. 

• 


Gross Revenue 
1901. 


Debit in Capital Account 

for Eolling Stock, 31st 

December, 1901. 


Amount. 


Per £ of 

Gross 

Eevenue. 


Great Central 


£ 
8,420,085 


£ 
5,709,984 


£ 
1-66 


Great Eastern 


5,786,649 


5,851,800 


0-98 


Great Northern 


5,768,284 


7,508,467 


1-80 


Great Western 


11,898,850 


12,255,164 


1-07 


Lancashire and 
Yorkshire 


5,888,821 


7,287,020 


185 


London and 

North- Western ... 


14,077,075 


10,984,242 


0-78 


London and 

South- Western ... 


5,008,297 


5,295,680 


1-05 


London, Brighton, 
and South Coast ... 


8,212,292 


8,458,505 


107 


Midland 


11,862,982 


16,718,545 


1-47 


North Eastern 


9,117,688 


12,854,262 


1-85 



TABLE XIII. 

Belation of Net Bevenue to Ordinary Capital, showing 
comparative Beversionary Values. 



Company. 



Great Central 

Great Eastern 

Great Northern 

Great Western 

Lancashire and York- 
shire 

London and North 
Western 

London and South 
Western 

London, Brighton, and 
South Coast 

London, Chatham, and 

Dover 
Do. do. 1st Pref. 

Midland' 

North Eastern 

South Eastern 



Ordinary Stock 

at diet Dec., 

1901. 



9,668,600 

14,468,641 

16,868,067 

28,662,545 

tl8,890,995 



42,871,694 

12,084,505 

9,220,400 

11,259,282 
6,706,184^ 
87,568,888 
29,577,981 
10,048,089 



Net Revenue 
for 1901. 



£ 
1,161,918 

2,192,242 

1,944,914 

4,217,475 

2,089,199 



5,247,818 



1,848,560 



1,291,080 



Five per 

cent.oxnet 

revenue 

equals on 

Ordinary 

Stock. 



Per cent. 
0*60 

0-76 

0-58 

0-74 

0-57 



0-61 



0-76 



0-70 



687,888 



4,829,017 
8,198,721 
1,112,965 



ttO-47 



0-58 
0-54 



0-55 



t Incloding new Stock issued January, 1902. 
ft On Arbitration Preference which is short of its full 4iiQet 
cent.] 
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Counting House. Twenty-third Edition. Price 23. 

The Theory of Book-keeping. By bhmjami 

Price Is. 

Doable Entry; op. the Principles of Perfect Book- 
keeping. By Ernest Holah. Price 2j. 

Powers, Duties and Liabilities of Directors under the 
Companies Acts 1S62-1S&0. 

By T, W, Havcuaft. Esq., Barrister-at-Law. Price Is. 6iL 

The Law of Innkeepers and the Licensing Acts. 

ByT. W. Haychaft, Esq.. Barrister-at-Law. Price ij. ti.l. 

Validity of Contracts in Restraint of Trade. 

By Wllljam Arnold Jollv, Barrister-at Law. Price li. 

Copyhold Enfranchisement with reference to the 

Copyhold Act, 1894. By abt - ■ 

Pawnbroker's Legal Handbook, based upon the Act 
of 1872. 

By CiFAN-TooN and John BstiCE. Esqs.. Barristers. Price Is. 

Criminal Evidence Act, 1898. 

With Explaniitory Notes. By 
Barrister-at Law. Ij. 

A Complete Summary of the Law Relating to the Eng- 
lish Newspaper Press. Price i:. 
The Neutral Ship in War Time. 

By A. Saunders. Price Is. net. 

Bohedule D of the Income Tax and how to Deal with it. 

By S. W. Flint. Price Ij. net. 

Law of Water, Gas and Electric Lighting. 

By Lav " " - ■ ■■ - ■ ■ ■ 
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The TFadeFs' Guide to the Law relating to the Sale 
and Purchase of Goods. 

By L. R. Duckworth, Esq., Barrister-at-Law. Price Is. Sd, 

Law Affecting the Turf, Betting and Gaming-Houses 
and the Stock Exchange. 

By Lawrence Duckworth, Barrister-at-Law. Price Is. 

Law Relating to Trustees in Bankruptcy. 

By Lawrence R. Duckworth. Price Is. 

Law Relating to Insurance Agents, Fire, Life, Accident 
and Marine. 

By J. E. R. Stephens, Barrister-at-Law. Price I5. 

Railway Law for the ^^ Han in the Train ". 

Chiefly intended as a Guide for the Travelling Public. By 
George E. T. Edalji, Solicitor. Price 25. 



ALDENHAH, LORD (H. H. GIBBS). 

A Colloquy on Currency. New Edition, revised and 
enlarged. Price IO5. 

AMERICAN EXCHANGE RATES 

Calculated from $4.75 to $4.95 to suit any range of 
exchange in American Shares or Produce. Price 40s. net. 

ARNOLD, W. 

The Maritime Code of the Empire of Germany. 
Translated by William Arnold. Price 6s. net. 

ATTFIELD, J. B. 

English and Foreign Banks : a Comparison. 

Contents :— The Constitution of Banks; The Branch 
System ; The Functions of Banks. Price Ss. 6d, net. 

AYER, JULES. 

General and Comparative Tables of the World's Stat- 
istics. Area and Population, Religion, Finance, Currency, 
Army, Navy, Railways and Telegraphs, Capitals and Towns, 
Time at Capitals, etc., revised to end of March, 1899. On 
a sheet 35 x 22. Price Is. net. 

BARCLAY, ROBERT. 

The Disturbance in the Standard of Value. Second 
and enlarged Edition. Price 25. 

BATY, T., D.C.L. 

First Elements of Legal Procedure. Price 3s. 6d. net. 
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BEAURE, Prof. A. 

Manuel pratique de la Correspondance et des operations 
de Commerce. (Part I.) Price Is. 6d. net. 

Partie appliquee, avec trait6 pratique des Operations 
de Bourse. (Part II.) 35. 3d. net. 

Th^orie et pratique de la Monnaie. Tome premier, 
Traits Th^orique de la Monnaie et Statistique des Metaux 
Precieux. Price 3j. 6d, net. 

Histoire de la Politique Monetaire statistique des 
Prappes et mouvement des Metaux precieux dans les 
principaux pays. Tome II. Price Ss. net. 

BEEHAN, G. B., and FREDC. C. HATHIESON AND SONS. 

Australian Mining Manual : a Handy Guide to the 
West Australian Market. Price 45. net. 

" Its shape and flexibility fit it for the side pocket, and the information it contains 
seems to be all that can be desired." — Daily Chronicle 

BIRKS, H. W. 

Half-yearly Comparative Analysis of the Balance Sheets 
of London Joint Stock and Private Banks. Published 
February and August of each Year. Sheet Form, price 
Is. ; Book Form, bound leather, price 5s. 

Investment Ledger. Designed for the Use of Investors. 
Bound leather. Price 35. 6^. 

BLACKWELL, P. T., B.A. 

The Law relating to Factors : Mercantile Agents who 
sell and buy goods on commission, and who have goods 
entrusted to their care, including the Factors Act, 1889, 
and the repealed Factors Acts. Price Ss. net. 

" It is a handy work, and brings the law on this subject within a moderate 
compass." — Law Times. 

BOOTH, A. A., and H. A. GRAINGER. 

Diagram for calculating the yield on Redeemable 
Stocks. Price lOs. 6d. net. 
By means of a small ruler and a table of lines the true yield 
on a bond or stock purchased at a given price, which is redeem- 
able either at or above par, can be obtained at once without 
calculation of any kind. 

BORLASE, WILLIAM COPELAND, M.A. 

Tin Mining in Spain, past and present. Price 25. qj 
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BOSANQUET, BERNARD T. 

Universal Simple Interest Tables, showing the Interest 
of any sum for any number of days at 100 different rates, 
from \ to 12^ per cent, inclusive ; also the Interest of any 
sum for one day at each of the above rates, by single 
pounds up to one hundred, by hundreds up to forty thousand, 
and thence by longer intervals up to fifty million pounds. 
8vo, pp. 480. Price 21j. cloth. 

BOURNE'S INSURANCE PUBLICATIONS. 

Directory. Cloth gilt, price 5s.; post free, 5^. 6d, (annual). 

Handy Assurance Manual. In Card cover. Is., by post. 
Is. 2d. ; in Cloth cover, Is. 6rf., by post, Is. Bd. ; in Pocket- 
book, with convenient pocket, 2£.6ef., by post, 25. 8<^. (annual). 

Guides. Published each month. 

January — The Handy Assurance Guide — Seventeenth 
Year. February — Annual Bonus«.s. March — Expense 
Ratios of Life Offices. April — ^The Handy Assurance 
Guide. May — New Life Business and its Cost. June 
— The Handy Fire Insurance Guide. July — The Handy 
Assurance Guide. August — Valuation Summaries. Sep- 
tember — Expense Ratios of Life Offices. October — ^The 
Handy Assurance Guide. November — New Life Business 
and its Cost. December — Premium Rates. 

They are clearly printed on cards folding to 5 in. by 3 in., 
and giving in a singularly compact and convenient form 
the latest statistics of all the Offices. Price 3^., by post, 
3^^. ; per dozen, 25. 6d. ; per 100, IBs. Bd 

BROWNLEE'S 

Handbook of British Columbia Mining Laws. For 
Miners and Prospectors. Price Is. 

BURGON, JOHN WILLIAM. 

Life and Times of Sir T. Gresham. Including notices of 
many of his contemporaries. In two handsome large 
octavo volumes, embellished with a fine Portrait, and 
twenty-nine other Engravings. Published at 30s. Offered 
at the reduced price oflOs. 

CARISS, ASTRUP. 

Book-keeping by Double Entry : explaining the Science 
and Teaching the Art. Second Edition. Price 6s. 

CASTELLI, C. 

Theory of " Options " in Stocks and Shares. Price 25. net. 

CHAHIER, DANIEL. 

Law relating to Literary Copyright and the Authorship 

and Publication of Books. Price 5;. net. 
" The work may be conscientiously recommended for any one requiring a cheap 
and trustworthy guide."— i4fA««<p«m. 
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CHARLTON, R. H. 

Useful Information for Gold Mining Investors. Price Is. 

CLARE, GEORGE. 

A Money Market Primer and Key to the Exchanges. 
Second Edition, revised. Recommended by the Council of 
the Institute of Bankers. With Eighteen Pull-page Dia- 
grams. Price 55. 

COBB, ARTHUR STANLEY. 

Threadneedle Street, a reply to '* Lombard Street," and 
an alternative proposal to the One Pound Note Scheme 
sketched by Mr. Goschen at Leeds. Price Ss. 

Mr. Goschen said at the London Chamber of Commerce, 
"Mr. Stanley Cobb proposes an alternative to my plan, 
and I recommended the choice between the two ". 

COCHRANE, A. D. 

Banking. Notes on the Origin and Development of 
Banking, and Lessons to be Drawn from its History. 
Price 25. Sd. 

CORDINGLEY, W. G. 

Dictionary of Stock Exchange Terms. Price 25. 6d. net. 

Guide to the Stock Exchange. Price 2s. net. 

Commercial Terms, Phrases and Abbreviations. Con- 
taining a Definition of all the Terms, Phrases and 
Abbreviations common to every branch of Mercantile 
Affairs. Price 25. 

A Counting- House Guide. Containing Copies of the 
Chief Commercial Documents now generally used together 
with pro formd Invoices, Account Sales, etc., and useful 
business Tables and Calculations. Price 75. 6d. net. 

COUHBE, E. H., B.A. (Lond.). 

A Manual of Commercial Correspondence. Including 
Hints on Composition, Explanations of Business Terms, and 
a large number of Specimen Letters as actually in current 
use, together with information on the General Commercial 
Subjects treated in the Correspondence. Price 25. 6d. net. 

COWAN, A. 

The X Rays in Freemasonry. Price 2s. 6d, 

CROSBIE, ANDREW, and WILLIAM C. LAW. 

Tables for the Immediate Conversion of Products into 
Interest, at Twenty-nine Rates, viz. : Prom One to Eight 
per cent, inclusive, proceeding by Quarter Rates, each 
Rate occupying a single opening, Hundreds of Products 
being represented by Units. Third Edition, improved 
and enlarged. Price 12>. 6^. 
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GUHHINS, CHARLES. 

2f per cent. Interest Tables on £1 to £20,000 for 1 to 

365 days. Price 5;. net. 
Formation of the Account* of Limited Liability Com- 
panies. Price 55. net. 

CUTHBERTSON, CLIYE, B.A. 

A Sketch of the Currency Question. Price 2s. net. 

" An admirable resume of the controversy between monometallists and bimetal- 
lists." — Times. 

DEL MAR, ALEX. 

History of the Monetary Systems in the various States. 
Price 155. net. 

The Science of Money. Second revised Edition. Demy 
8vo, price 65. net. 

Chapters on — Exchange. Value as a Numerical Re- 
lation. Price. Money is a Mechanism. Constituents of a 
Monetary Mechanism. History of Monetary Mechanisms. 
The Law of Money. The Unit of Money is all Money. 
Money contrasted with other Measures. Limitation is the 
Essence of Moneys. Limitation : a Prerogative of the 
State. Universal Money a Chimera. Causes and Analysis 
of a Rate of Interest. Velocity of Circulation. Relation of 
Money to Prices. Increasing and Diminishing Moneys. 
Effects of Expansion and Contraction. The Precession 
of Prices. Revulsions of Prices. Regulation of Moneys* 

DE SEGUNDO, E. 

The Rapid Share Calculator. For Calculating |^ths, 

•^ths, and ^nds. Price IO5. %d, net. 

"An ingenious mechanical contrivance for easily calculating fractional values." — 
Standard. 

DONALD, T. 

Accounts of Gold Mining and Exploration Companies. 
With Instructions and Forms for rendering the same to 
Head Office. Price 3j. 6rf. net. 

DUCKWORTH, LAWRENCE R. 

An Epitome of the Law Affecting Marine Insurance. 

Price 35. 6rf. net. 
The Law of Charter Parties and Bills of Lading. 

Price 2s. M, net. 

The Law of General Average. Price 25. 6rf. net. 

DUGUID, CHAS. 

How to Read the Money Article. Third Edition. Price 

DUNCAN, W. W. 

Profits versus Dividends on the Stock Exchange. Price 

2s. 6^. 



S&8T0N, H. T. 

Banks and Banking. Price 3^. 6d. 
The Work of a Bank. Price 2s. net. 
ELLIS, ARTHUR. 

[Rationale of Market Fluctuations. Third Edition. 

ellison.'tVohas. 

Cotton Trade of Great Britain. Including a History of 
Che Liverpoul Cotton Market and the Liverpool Cotton 
Brokers' Association. Price I5s. 

EMERY, G. F., LL.M. 

Handy Guide to Patent Law and Practice. Price 6s. net. 

confidently reconmend It x\to lo iDlicitor^." — Law Notts. 

A Treatise on Company Law, under the Acts, 1862-1900. 

ENNIS, GEORGE, and ENNIS, GEORGE FRANCIS 
HACDANIEL. 

The Registration of Transfers of Transferable Stocks, 
Shares, and Securities: witb a Chapter on the Foiled 
Transfers Act, and an Appendix of Forms. Price 7s. Bd. 

"FENN ON THE FDNDS." 

Being a Handbook of Public Debts. Containing Details 
and Histories of the Debts, Budgets and Foreign Trade 
of all Nations, together with Statistics elucidating the 
Financial and Economic Progress and Position of the 
various Countries. Sixteentb Edition, thoroughly Revised 
and in greater part Rewritten. Edited by S. P, Van Oea, 
with the assistance of H. H. Bassett. Demy 8vo, pp. 57B. 
Price 15i. 

GABBOTT, "e?' r"'" '"''"''™"''''''"' " "'''™ '° '""''' "'''■ 

How to Invest in Mines: a Review of the Mine, the 

Company and the Market. Price 2s. Hil. net. 

GARRATT, JOHN. 

Exchange Tables, to convert the Moneys of Brazil, the 

^m River Plate Ports, Chili, Peru. Ecuador. California, China, 

H Portugal, Spain, etc. (Milreis and Reis. Dollars and Cents, 

^B Pesetas and Centimes), into British Currency, and vict 

vend, varying by eighths of a penny. Price lOi. 61^. 

GASKELL, W. H. 

Silver Tables, showing relative equivalents of Bar Silver 
in London and New York. Vol. I. —From 47 cents to 87 

cents; Vol. II.— From fl7 cents to 87 cents. U.S. Currency; 

ascending by l/8th, at Exchange of «4.80 to 84.90 per £ 
sterling, ascendins by l/4th of a cent. Price 15i., 2 vols. : 
<r if sold separately, price lOi. each. 
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GIBBS, Hon. HERBERT. 

A Bimetallic Primer. Third Edition, revised. Price 

GODDEN,' WILLIAM, LL.B., B.A., and BUTTON, 
STAMFORD. 

The Companies Acts, 1862-1900. With cross references 
and a full analytical Index. Comprising the full text of all 
the statutes with all amendments and repeals down to 1900 
and the forms and fees prescribed by the Board of Trade 
under the Act 1900. Price 55. net. 

GILBERT. 

Interest and Contango Tables. Price 10s. net. 
GOLDMANN, CHARLES SYDNEY, F.R.G.S., with the 
oo-opeFation of JOSEPH KITCHIN. 

South African Mines : giving the Position, Results and 
Developments of all South African Mines ; together with sia 
Account of Diamond, Land, Finance and kindred concerns. 
In three volumes. 

Vol. I. — Devoted to detailed descriptions of all Wit- 
watersrand Mining Companies, containing about 500 pages. 

Vol. II. — Dealing with Mining Companies other than 
Rand, together with Rhodesian, Diamond, Finance, Invest- 
ment, Land, and Miscellaneous Companies. It contains 
about 220 pages. 

Vol. hi. — 100 Maps and Plans of Mining Properties, in- 
cluding a large Scale Map of the Rand in seventeen sections, 
together with dip, tonnage and other charts. 

Price (netl £3 3j. 

OOLDMANN, CHARLES SYDNEY. 

The Financial, Statistical and General History of the 
Gold and other Companies of Witwatersrand, South 
Africa. Price 125. 6rf. net. 

GOSCHEN, the Right Hon. VISCOUNT. 

Theory of Foreign Exchanges. Ninth Thousand. 8vo. 
Price 6j. 

GREYILLE, M. E. 

From Veld and *' Street ". Rhymes more or less South 
African. Price l5. 

GUMERSALL. 

Tables of Interest, etc. Interest and Discount Tables, 
computed at 2^, 3, 3^, 4, 4 J and 5 per cent., from 1 to 365 
days and from £1 to £20,000; so that the Interest or Dis- 
count on any sum, for any number of days, at any of the 
above rates, may be obtained by the inspection of one page 
only. 

Nineteenth Edition, in 1 vol., 8vo (pp. 500), price lOs. 6cf., 
cloth, or strongly bound in calf, with the Rates per Cent, 
cut in at the fore-edge, price I6s. 6d. 
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HALL, R. J. 

Registered System for the Consignment of Merchandise 

by Rail. Price 35. 6^. net. 

HAM'S 

Customs Year- Book. A new List of Imports and Ex- 
ports, with Appendix and a brief account of the Ports and 
Harbours of the United Kingdom. Published Annually. 
Price 35. ; with Warehousing Supplement, 45. 6d, net. 

Inland Revenue Year- Book. The recognised book of 
Legal Reference for the Revenue Departments. Published 
Annually. Price 35. ; with Warehousing Supplement, 
45. 6^. net. 

HAH, PANTON. 

Universal Interest Table. For calculating Interest at 
any Rate on the Moneys of all Countries. Price 25. 6d. net. 

HARLOW. 

Examination Questions in Book-keeping. Price 25. 6d. 
HAUPT, OTTOHAR. 

Arbitrages et Parit^s. Traite des Operations dc 
Banque, contenant les usages commerciaux, la th^orie des 
changes et monnaies, et la statistique mon^taire de tous 
les pays du globe. Huitidme Edition. Price 125. Qd. net. 

The Monetary Question in 1892. Price 5s. 
HENSELIN, ADOLF. 

Ready Reckoner, by which multiplication of factors from 
1 X 1 to 999 X 999 can be seen at a glance, and those of still 
larger numbers can be effected with the utmost rapidity. 
By these tables the division of any one number by another 
can also be done. Together with Calculating Tables for 
circles. Price 8s. net. 

HIBBERT, W. NEHBHARD, LL.D. 

Law relating to Company Promoters. Price 55. net. 

HIGGINS, LEONARD R. 

The Put-and-Call. Price 35. 6d. net. 

HIGGINSON, CHAS. J. 

Food and Drugs Adulteration : A Manual for Traders 
and others. Being a Consolidation of the Sale of Pood and 
Drugs Act, 1875, Sale of Pood and Drugs Amendment Act, 
1879, Margarine Act, 1887, Sale of Food and Drugs Act, 
1899. Second Edition, revised and enlarged. Price 
35. 6r/. net. 

HOUGHTON'S MERCANTILE TABLES. 

For Ascertaining the Value of Goods by the Pound, 
Hundredweight, or Ton. Bach Table extending from 1 
Pound to 4,000 cwt. Price 2l5. 
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HOWARTH, WH. 

Our Banking Clearing System and Clearing Houses. 

Third and Enlarged Edition. Price 3s. 6d, 

HUGHES, T. H. P. 

Investors' Tables for ascertaining the true return of 
Interest on Investments in either Permanent or Redeem- 
able Stocks or Bonds, at any rate per cent., and Prices 
from 75 to 140. Price 6s. 6d. net. 

HUTCHISON, JOHN. 

Practice of Banking ; embracing the Cases at Law and in 
Equity bearing upon all Branches of the Subject. Volumes 
II. and III. Price 21s. each. Vol. IV. Price ISs. 

INGRAM. 

Improved Calculator, showing instantly the Value of any 
Quantity from One-sixteenth of a Yard or Pound to Five 
Hundred Yards or Pounds, at from One Farthing to Twenty 
Shillings per Yard or Pound. Price 7j. 6d. 

JACKSON, GEORGE. 

A Practical System of Book-keeping, including Bank 
Accounts. Revised by H. T. Easton. Twenty-fourth 
Edition. Price Ss. net. 

JOHNSON, GEORGE, F.S.S., A.I.S. 

Mercantile Practice. Deals with Account Sales, Ship- 
ping, Exchanges, Notes on Auditing and Book-keeping. 
Price 25. 6d, net. 

JONES, CHARLES. 

The Solicitor's Clerk : the Ordinary Practical Work 
of a Solicitor's Office. Sixth Edition. Price 25. Sd. net. 

The Solicitor's Clerk. Part II. A continuation of 
the "Solicitor's Clerk," embracing Magisterial and 
Criminal Law, Licensing, Bankruptcy Accounts, Book- 
keeping, Trust Accounts, etc. {Third and Revised Edition,) 
Price 25. 6d. net. 

The Business Man's County Court Guide. A Practical 
Manual, especially with reference to the recovery of Trade 
Debts. Second and Revised Edition. Price 2$. 6d. net. 

Book of Practical Forms for Use in Solicitors' Offices. 
Containing over 400 Forms and Precedents in the Queen's 
Bench Division and the County Court. Price 55. net. 

JONES, HUGH. 

A Guide to the Liquor Licensing Acts. Price 2s. 6d. net. 

JOURNAL OF THE INSTITUTE OF BANKERS. 

Monthly, \s. 6d. 
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JUDICIAL TRUSTEES ACT, 1896. 

And the Rules made thereunder. By a Solicitor. 
Price 2s. 6d, net. 

KELLY and WALSH. 

Dollar or Taels and Sterling Exchange Tables. Com- 
piled to facilitate Exchange Calculations at the finer rates 
at which Eastern business is now done. At different 
rates from Is. 6d, to Ss. 4^., advancing by Sixteenths of a 
Penny. Price 10s. 6d, net. 

KERR, ANDREW WILLIAM, F.S.A. (Scot.). 

Scottish Banking during the Period of Published 

Accounts, 1865-1896. Price 5s. 

KdLKENBECK, ALFRED. 

Rates of Stamp Duties on Bills of Exchange all over 
the World. Price Is. net, 

LAWYERS AND THEIR CLIENTS. 

A Practical Guide for the Latter. Price 25. 
LECOFFRE, A. 

Tables of Exchange between France, Belgium, Switzer- 
land and Great Britain ; being French Money reduced into 
English from 25 francs to 26 francs per pound sterling, 
in Rates each advancing by a quarter of a centime, showing 
the value from one franc to one million of francs in English 
Money. 21s. 

Tables of Exchange between Austria, Holland and 
Great Britain. Price 15s. 

LEWIS, WILLIAM. 

Tables for finding the Number of Days, from one day 
to any other day in the same or the following year. Price 
I2s.ed. 

LITHIBY, JOHN. 

The Law of District and Parish Councils. Being the 
Local Government Act, 1894, with an Appendix containing 
Numerous Statutes referred to in, or incorporated with, 
the Act itself; including the Agricultural Gangs Act, the 
Agricultural Holdings Act, the Allotments Acts, Baths and 
Washhouses Acts, Burial Acts, Pairs Acts, Infant Life 
Protection Act, Knackers Acts, Lighting and Watching 
Act, Public Improvements Act, Public Libraries Acts, and 
numerous Extracts from the Public Health Act, 1875, and 
other Statutes. Also the Orders and Circulars of the Local 
Government Board, together with copious Notes and a full 
Index. Second Edition, revised and enlarged. Demy 8vo, 
659 pages. Price 15s. 

LLOYDS' 

Brokerage (5 per cent.) and Discount (10 per cent.) Card. 

Price 6^. 
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LOYD, A. C. 

Lectures on Bills of Exchange. Introductory to the 
Codifying Act of 1882. With the Text of the Act. Price 
3s. 6d, net. 

LYNCH, H. F. 

Redress by Arbitration ; being a Digest of the Law 
relating to Arbitration and Award. Third and Revised 
Edition. Price 55. 

HACFEE, K. N., H.A. 

Imperial Customs Union. A practical Scheme of Fiscal 
Union for the purposes of Defence and Preferential Trade, 
from a Colonist's Standpoint. Price, cloth, 25. 6d. paper, 
Is. ed. 

HoEWEN'S 

Bankruptcy Accounts. How to prepare a Statement 
of AfBairs in Bankruptcy. A Guide to Solicitors and others. 
Price 25. Sd. 

HARRACK, RICHARD, H.A. 

' The Statutory Trust Investment Guide. The par- 
ticulars as to Investments eligible, compiled and arranged 
by Predc. C. Mathieson and Sons. Second Edition, 
revised and enlarged. Price 65. net. 
"We think the authors have executed their task well, and that their book Mrill be 
found useful. We have often thought that a lawyer and a practical man writing in 
concert might produce a very excellent book." — Law Quarterly Revuw. 

MATHIESON, FREDC. C, & SONS. 

" Mathieson's publications are the well-tried servants of every investor and 
speculator who knows a useful reference handbook when he sees it." — Westminster 
Gazette, 

Monthly Traffic Tables ; showing Traffic to date and 
giving as comparison, the adjusted Traffics of the corre- 
sponding date in the previous year. Price 6J., by post Id, 
Monthly. 

American Traffic Tables. Monthly. Price 6^., by 
post. Id, 

Highest and Lowest Prices, and Dividends paid during 
the past six years. Annually. Price 25. 6^. 

Provincial Highest and Lowest Prices as quoted on 
the following Stock Exchanges : Birmingham, Dublin, 
Edinburgh, Glasgow, Leeds, Liverpool, Manchester and 
Sheffield. Annually. Price 25. 6rf. 

Six Months' Prices and Dates. Uniform with ** Highest 
and Lowest Prices ". Annually, in July. Price 25. 6</. 

Handbook for Investors. A Pocket Record of Stock 
Exchange Prices and Dividends for Past Ten Years of 2000 
Plucttiating Securities. Price 25. 6rf. net. 

Twenty Years' Railway Statistics, 1882-1902. Annually. 
Price I5. 
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HATHIESON, FREDG. C, ft SONS— < <>ii/iiiii^</. 
Investor's Ledger. Price 35. 6^/. 
Monthly Mining Handbook. Price Lf. 

Redeemable Investment Tables. Calculutiona checked 
and extended. By A. Skbnb Smith. Price Ifts. net, 

HAUDE, WILLIAM C, Barrister-at-Law. 

Property Law for General Readers. Price 3>^. 6f/. 

HAY, J. R. 

Institute of Bankers' Examinations. Hxamination 
Questions in Arithmetic and Algebra. Preliminary und 
Pinal for Nineteen Years, 1880-18d8, with AnHwerH. Pi««* 
liminary Part, price is. 6</. Pinal Part, price li. Od. 

HELIOT'S 

English and French Explanatory Dictionary of Term* 
and Phrases relating to Pinance, the Stock Kxohang«, 
Joint-Stock Companies and Gold Mining. Price fti. net. 

HELSHEIHER and GARDNER. 

Law and Customs of the London Stock Exchange . 

Third Edition. Price Is, 6d. 

HERGES, F. A. D. 

Indian Exchange Tables. A New Edition, Showing 
the Conversion of English Money into Indian Currency, 
and vice versd^ calculated for every Thirty-Hecond of a 
Penny; from Is. to Is. 6c/., price 16i. net. ; Bupplementu 
1/ to 1/ 31/32 5s. ; 1/1 to 1/1 31/32 5i. net. 

Indian Interest Tables^ from 1 to 15 percent per annum 
of 360 and 365 days; also Commission, DiHCount and 
Brokerage from 1 anna to 15 per cent. Price 8i. net. 

Indian Ready Reckoner. Containing Tablet) of RateH 
by Number, Quantity, Weight, etc., including fractionn of a 
Maund, at any rate from Z Pie to 250 Kh. ; also Tables of 
Income, Exchange (Is. 2d. to Is. ik/.), Interest and Com' 
mission. Sixth edition. Price 36i. net. 

MILFORD PHILIP. 

Pocket Dictionar}' of Mining Termu. Third Edition* 

Price Is. 

MOODY'S 

Manual of Corporation Securities of the United Stati^i*, 
Covers Everytbiog— Industrial, Steam Kailroad, Electric 
Railway, Electric Light, Gas, and all other 0>mpanies in 
the United States and Canada. Koyal 8vo, pp. 2200, 
Bound in Leather, Price £2 2f. net. 

HOBMAH, F. S. C. 

Tables of CommiMion and Due Dates. Price 2s, net. 
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NORMAN, J. H. 

Universal Cambist. A Ready Reckoner of the World's 

Foreign and Colonial Exchanges of Seven Monetary and 
Currency Intermediaries, also the Present Mechanism of 
the Interchanges of Things between Man and Man and 
between Community and Community. Price 125. 6d. net. 

Money's Worth, or the Arithmetic of the Mechanism 
of the World's Present Interchanges of Seven Monetary 
and Currency Intermediaries. Price 25. 6d, net. 

PAGET, Sir J. R., Bart. 

Legal Decisions Affecting Bankers. Bdited and 
Annotated by Sir John R. Paget, Bart., Barrister. Issued 
under the sanction of the Council of the Institution of 
Bankers. Price 65^ net. 

PALGRAYE, R. H. INGLIS. 

Bank Rate in Bngland, France and Germany, 1844- 
1878, with Remarks on the Causes which influence the 
Rate of Interest charged, and an Analysis of the Accounts 
of the Bank of England. Price IO5. 6d, 

PHILLIPS, HABERLY. 

A History of Banks, Bankers and Banking in North- 
umberland, Durham and North Yorkshire, illustrating the 
commercial development of the North of England from 
1755 to 1894. With numerous Portraits, Pac-similes of 
Notes, Signatures, Documents, etc. Price 3l5. 6^. 

Token Money of the Bank of England, 1797-1816. 
Price 25. 6d, 

PITT-LEWIS, G., K.C, 

A Handbook of River- Law on the Thames. Being a 
Collection of the Acts, Orders and Regulations of General 
Public Interest of the various Public Bodies bearing 
Government upon it, for persons visiting the Port of 
London, and all using the River for Profit or Pleasure. 
Price 155. net. 

POCOCK, W. A. 

An Epitome of the Practice of the Chancery and King's 
Bench Divs. of the High Court of Justice. Price 25. 6d. net. 

POOR, H. Y. ft H. W. 

Manual of the Railroads of the United States, and 

other Investment Securities. 

Statements showing the Financial Condition, etc., of the 
United States, and of all leading Industrial Enterprises. 

Statements showing the Mileage, Stocks, Bonds, Cost, 
TrafHc, Earnings, Expenses and Organizations of the Rail- 
roads of the United States, with a Sketch of their Rise, 
Progress, Influence, etc. Together with 70 Maps and an 
Appendix, containing a full Analysis of the Debts of the 
United States and of the several States, published 
Annually. Price 45s. net. 
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POOR. H. Y. ft H. "W.— continued. 

The Money Question. A Handbook for the Times. 
Price 6s. net. 

PROBYN, L. C. 

Indian Coinage and Currency. Price 45. 
PULBROOK, ANTHONY. 

Responsibilities of Directors under the Companies Acts, 

1862-1900. Price 35. 6d. net. 

Handy Book on the Law and Practice of Joint Stock 
Companies Incorporated under the Companies Acts, 1862- 
1900, with Forms and Precedents. Bemg a Manual for 
Secretaries and others interested in the Practical Legal 
Management of the Business of a Company. Third, 
Revised and Rewritten edition. Price 45. 

QUESTIONS ON BANKING PRACTICE. 

Revised by, and issued under the sanction of, the Council 
of the Institute of Bankers. Fifth Edition, enlarged. 
Price 6s. 

RAIKES, F. W. (His Honour JUDGE), E.G., LL.D. 

The Maritime Codes of Holland and Belgium. Price 

105. 6d, 

The Maritime Codes of Spain and Portugal. Price 

75. 6rf. net. 
" Dr. Raikes is known as a profound student of maritime jurisprudence, and he 
has been able to use his knowledge in a number of notes, in which the law of England 
and of other countries is compare with that of the Iberian Peninsula." — Law Journal. 

Maritime Codes of Italy. Price 12s. 6d, net. 
RIGHTER, HENRY. 

The Corn Trade Invoice Clerk, Price Is, net 
ROBINSON. 

Share and Stock Tables ; comprising a set of Tables 
for Calculating the Cost of any number of Shares, at any 
price from l-16th of a pound sterling, or I5. 3d, per share, 
to £310 per share in value ; and from 1 to 500 shares, or 
from £100 to £50,000 stock. Seventh Edition, price 55 

ROYLE, WILLIAM. 

Laws relating to English and Foreign Funds, Shares 
and Securities. The Stock Exchange, its Usages, and the 
Rights of Vendors and Purchasers. Price 65. 

RUSSELL, RIGHARD. 

Company Frauds Abolition. Suggested by a review of 
the Company Law for more than half a century. Price I5. 6d. 

RUTTER, HENRY, 

General Interest Tables for Dollars, Francs, Milreis, 
etc., adapted to both the English and Indian Currency, 
at rates varying from 1 to 12 per cent, on the Decimal 
System. Price IO5. 6rf. 
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SAUNDERS, ALBERT. 

Maritime Law. Illustrated in the Form of a Narrative 

of a Ship, from and including the Agreement to Build her 
until she becomes a Total Loss. Price 21 s, 

SAWYER, JOHN. 

Practical Book-keeping. Suitable for all Businesses. 

Price 25. 6d. 

SCHULTZ. 

Universal American Dollar Exchange Tables, Epitome 
of Rates from $4.80 to $4.90 per £, and from 35. 10^. to 
45. 6d. per $, with an Introductory Chapter on the Coinages 
and Exchanges of the World. Price IO5. 6d, 

Universal Dollar Tables. Complete United States 

Edition. Covering all Exchanges between the United 

States and Great Britain, France, Belgium, Switzerland, 

Italy, Spain and Germany. Price 2l5. 
Universal Interest and General Percentage Tables on 

any given amount in any Currency. Price 75. 6d. 
English-German Exchange Tables, from 20 marks to 21 

per £ by '025 mark per £, progressively. Price 55. 

SENHOUSE, R. HINTON-, and G. F. EMERY, BarristeFS. 

Accidents to Workmen. Being a Treatise on the 
Employers' Liability Act, 1880; Lord Campbell's Act, and 
the Workmen's Compensation Act, 1898. Demy 8vo, cloth. 
Price 155. 

Case Law of the Workmen's Compensation Act, 1897. 
Second Edition. Price 35. 6^. net. 

SHEARMAN, MONTAGUE, and THOS. W. HAYGRAFT. 

London Chamber of Arbitration. A G uide to the Law and 
Practice, with Rules an d Forms. Second Edition. Price 25. 6d. 

SHEFFIELD, GEORGE. 

Simplex System of Solicitors* Book-keeping. Price 
35. 6d. net. 

SIMONSON, PAUL F., M.A. (Oxon.). 

Treatise on the Law Relating to Debentures and Deben- 
ture Stock issued by Trading and Public Companies and 
by Local Authorities, with Forms and Precedents. Second 
and Revised Edition. Price 2l5. 

Companies Acts, 1900, with Forms prescribed by the 
Board of Trade. Second Edition. Price 55. 

The Law relating to the Reconstruction and Amalga- 
mation of Joint Stock Companies, together with Forms 
and Precedents. Price IO5. 6d. 

SMITH, A. SKENE. 

Compound Interest : as exemplified in the Calculation 
of Annuities, immediate and deferred. Present Valu/es and 
Amounts, Insurance Premiums, Repayment of Loans, Capi- 
talisation of Rentals and Incomes, etc. Price I5. net. 

" It 18 written with a buslnesi-WVe exp\ic\lTie««,au<l cannot fail to prove useful."— 
Si^fsman. 
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EdLtion. Price 5j. 

STEPHENS, T. A. 

A Contribution to the Bibliography of the Bnnk nf 
England. Price IOj. M. 
STEVENS, W. J. 

Investment and Speculation in British Railways. Price 

ii. net. 

STEWART, F. S. 

English Weights, with their equivalents in Kilogrammes. 
Calculated from 1 pound to 1 ton by pounds, and from 1 
ton to 100 tuns by tons. Compiled expressly for the uae of 

Merchants and Shipping Agent); to fncilitate the mohrng 
out the Documenis for Foreign Custom Houses. Price 

STOCK EXCHANGE OFFICIAL INTELLIGENCE ; 

» Being a carefully compiled precis of information regard- 
ing British, American and Foreign Stocks. Corporation, 
Colonial and Government Securities, Railways, Banha, 
Canals. Docks, Gas, Insurance, Lnndi Mines, Shipping, 
Telegraphs. Tramways, Water- works and other Campanies. 
Published Annually under the sanction of the Committee. 
Price SO J. 

STRONG. W. R. 

Short-Term Table for apportioning Interest, Annuities, 
Premiums, etc.. etc. Price Is. 
STUTFIELD, G. HERBERT, and CAUTLEY, HENRY 
STROTHER. 

Rules and Usages of the Stock Exchange. Containing 
the Text of the Rules and an Explanation of the general 
course of business, with Practical Notes and Comments. 
Third and Revised Edition. Price 6s. net. 

__1ATE. 

^E^ Modern Cambist. A Manual of Foreign Eschanges, 
^^B The Modern Cambist : forming a Manual of Foreign 

^^P Exchanges in the various operations uf Bills of Exchange 

^^^ and Bullion, according to the practice of all Trading 

Nations; with Tables of Foreign Weights and Measures, 
and their Equivalents in English and French. 

ii Hill EiercJKd. lo aate it lo kup pice, irom Iltne lo time, with Ihe chuget In 
<l«mi>Det.rT^lemo(ro.eignn.lion.."-7'*e Timi%. 

Twenty-third Bdition. By Hehhank Schmidt. Price 12i. 
Counting- House Guide to the Higher Branches of 

Commercial Calculation. Price 7j. 8rf. 
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TAYLER, J. 

Red Palmer. A Practical Treatise on Fly Pishing. 

Fourth Edition. Price Is, 6d, net. 

A Guide to the Business of Public Meetings. The 
Duties and Powers of Chairman, with the modes of 
Procedure and Rules of Debate. Second Edition. Price 
25. 6d. net. 

The Public Man : His Duties, Powers and Privileges, 
and how to Exercise them. Price 35. 6d. net. 

THOMSON, R. T. 

The Workmen's Compensation Act, 1897. A Plea for 
Revision. Price 25. 6d. net. 

YAN DE LINDE, GERARD. 

Book-keeping and other Papers. Adopted by the In- 
stitute of Bankers as a Text- Book for use in connection 
with their Examinations. New and Enlarged Edition. 
Price 65. 6d, net. 

YAN OSS, S. F. 

American Railroads and British Investors. Price 
35. 6d, net. 

WALLACH, HENRY, F.R.G.S. 

West African Manual, with two Sketch Maps. Fourth 
and enlarged edition. Price 45. 

WALLIS, E. J. 

Royal Botanic Gardens, Kew. Thirty Full-page Illus- 
trations from Photographs taken by Permission. Price 
25. 6d. net. 

WARNER, ROBERT. 

Stock Exchange Book-keeping. Price 2^. 6d. net. 
WARREN, HENRY. 

Banks and their Customers. A Practical Guide for all 
who keep Banking Accounts from the Customer's point of 
view. By the Author of " The Banks and the Public ". 
Fourth Edition. Price Is. net. 

WATSON, ERIC R., LL.B. (Lend.). 

The Law relating to Cheques. Price 2s. 6d. net. 
WHADCOAT, GEORGE CUMING. 

His Lordship's Whim. A Novel. Price 65. 
WILEHAN, J. P., C.E. 

Brazilian Exchange, the Study of an Inconvertible 
Currency. Price 55. net. 

WILHELH, JOHN. 

Comprehensive Tables of Compound Interest (not 
Decimals) on £1, £5, £25, £50, £75 and £100. Showing 
Accumulations Year by Year for Fifty Years at Rates of 
Interest from 1 (progressing ^) to 5 per cent. Price 
25, 6d. net. 
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WILKINSON, T. L. 

A Chart of Ready Reference (t>r Office Use* Slwwin^ 
at a glance the Returns to be made and Hegi«t«f« to N 
kept by Companies Registered under the Ci>nin(\nirA AoU 
having Capitals divided into Shared, IVice !b« fM, not, 
post me : mounted on linen and varniHhed, 

VILLDET. 

Parities of American Stocks in London, New York Hnd 
Amsterdam, at all Rates of Bxohangc of the day. Pr)c« tti. 

WILLIAMS & HUSGRANE. 

Factory and Workshop Act, 1901. It« Oonoral HITcct 

and Parliamentary History. With Notes and the full T«Nt 
of the Act. Price 35. 6d, net. 

WILSON. 

Author's Guide. A Guide to AuthorH ; Hhowin^ how to 
correct the press, according to the mode udopted nnd undtr> 
stood by Printers. On Card. Price H</. 

Investment Table: showing the Actual IntoroHt or Profit 

per cent, per annum derived from any purchaM or Invtiil- 
ment at rates of Interest from 2ilto lOpcrctnt. Prlti« 'ii. nffl. 
Handbook of South African MineN, etc. A Guide* to 
the Kaffir Market. Price Si. not. 

WOODLOCK, THOMAS F. 

The Anatomy of a Railroad Report. Price 2a. (\fl, net. 

*' Careful peruial of thii uieful work will tnabl« tht poititii in an AttMrkan ratlrwil 
report to be grasped without diBcii\ty."-^St<Uitt. 

WRIGHT'S YIELD TABLES. 

Showing the Net Return on InveNtmentM in Khwr^M. 

Price 2s, net. 



RECENT PAMPHLETS, 
The Corporation of Foreign Bond Holders. 

A Narrative by W, H. BiSMOK Price If, 

Briton or Boer: which should Bale in South Afrio*. 

By Robert Bubks McCombik, Price If, 

Ezpskiision of Trade in China. 

By T. H. Whitehead, Member iff the f^Kiftl^l^r iUntrnM, 
HofOg'Kotif^ Price U. 

A Centary of Copper. 

Piart K StatMtice. By Sicou Hmmn »nd C, OfUHMi 7*mu 

BC'LL. i(}ui of PriniA 
Part 11^ EsmnititM €4 the indwitry ; OM (A Hntr^cti^m , i;««« 'A 

the Metal ; Dk^thmt'ufm (A the Or«#, etx'. $^fke fh, 

fakUaa Cvreoejr: An EmoLy. 

Bt WffXJAJi Pijwuuf, U..H. t^rke tt 
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Notes on Honey and International Exohanges. 

By Sir J. B. Phbar. Price Is, 

Cost Price Life Assurance. 

A Plain Guide to Offices yielding 2 and 4 per cent. Compound 
Interest per annum on Ordinary and Endowment Policies. Third 
Edition. By T. G. Rose. Price Sd. 

The Currency of China. 

(A Short Enquiry). By James K. Morrison. Price Is. 



Pamphlets, etc., on Bimetallism. 

BULL'S CURRENCY PROBLEM AND ITS SOLU- 
TION. Cloth, 25. ed. 

DICK'S INTERNATIONAL BULLION MONEY. Price 6rf. 
DOUGLAS (J. M.) GOLD AND SILVER MONEY: A 

Vital British Home Question, with Tables of Average Prices of 
Commodities and Silver from 1846 till 1892. Price 6^. 

GEORGE'S THE SILVER AND INDIAN CURRENCY 

QUESTIONS. Price Is. Sd, 

LEAVER'S MONEY: its Origin, its Internal and Inter- 
national Rise and Development. Price Is. 

MANISTY'S CURRENCY FOR THE CROWD ; or, 

Great Britain Herself Again. Price Is. 

MEYSEY-THOMPSON'S (Sir Henry M., Bart, M.P.) 
PRIZE ESSAY. Injury to British Trade and Manufactures. 
By Geo. Jamieson, Esq. Price 6d. 

MILLER'S DISTRIBUTION OF WEALTH BY MONEY. 

Price Is. 

MONOMETALLISM UNMASKED; OR THE GOLD 

MANIA OF THE NINETEENTH CENTURY. By A Senior 
Optime. 6d. 

MONEY, WHAT IS IT? AND WHAT IS ITS USE .> 

Price Is. 

NORMAN'S PRICES AND MONETARY AND CUR- 
RENCY EXCHANGES OF THE WORLD. Price 6rf. 

NORMAN'S SCIENCE OF MONEY. Price Is. 
SCHMIDT'S SILVER QUESTION IN ITS SOCIAL 

ASPECT. An Enquiry into the Existing Depression of Trade 
and the present position of the BimetaUic Controversy. By 
Hermann Schmidt. Price 3^. 

SCHMIDTS INDIAN CURRENCY DANGER. A 

criticism of the proposed alterations in the Indian Standard. 
Price Is. 6d. 
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SEYD'S SILVER QUESTION IN 1893. A Simple Ex- 
planation. By Ernest Sevd, F.S.S. Price 2j., doth. 

SEYD'S BIMETALLISM IN 1886; ANDTHE FURTHER 
FALL IN SILVER. By Ebnbst J. F. Sevo. Price lj. 

SMITHS BIMETALLIC QUESTION. By Sam. Smith, 

Esq., M.P. Price 2s. 6d. 

SOWERBY'S THE INDIAN RUPEE QUESTION AND 

HOW TO SOLVE IT. Price 6d. 
THE GOLD STANDARD. A Selection of Papers issued 

by the Gold Standard Defence Assoclaticin in 1895-1898 in Oppo- 

sitiLMi lo Bimetallism. Price 2s. 6.f. 
THE GOLD BUG AND THE WORKING MAN. Price 

6rf. 
TWIGG'S PLAIN STATEMENT OF THE CURRENCY 

QUESTION, with Reasons why we should restore the Old English 

Law of Bimetallism. Price Gil. 
ZORNS THEORY OF BIMETALLISM. Price 3^/. 



AGER'S TI'LEGRAM CODES. 
THE AYZ TELEGRAM CODE. 

Consisting nf nearly 30.000 Sentences and Prices, etc.. with a liberal 
supply of spare words. The Code words carefully compiled from 
the "OHicial Vocabulary". Price Ifo. net. 
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THE SIMPLEX STANDARD TELEGRAM 
CODE. 

Consisting of 205,S(K) Code Words. Carefully compiled in accordance 
with latest Convention rules. Arranged in completed hundreds. 
Printed on hand-made paper ; strongly bound. Price £S 5i, 

THE DU PLEX CO M BI NATION STANDARD 
CODE. 

Conslsllnj ar I30,0« Worda. 
With a Double Set of Figures for every Word, thus affording oppor- 
tunity for each Figure System of Telegraphing tn he used. 
E\'ery word has been compiled to avoid both literal and 
telegraphic similarities. Price £4 is. 

The Extension Duplex Code of about 45,000 more 
Words. 

Tllese are published with the view to being either used in connection 
with the "Duplex." or for special arrangement with the 

Figure System for Pbjva7b Codes by agreement. Price £1 Is. 
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THE COMPLETE DUPLEX CODE, 

Ot 195,000 Words in AEphabctical and Double Numerical "' 
the above two Codes bound together. Price £S Si, 

A|er'8 Standard Telegram Code of 100,000 Words. 

Compiled from the LanguaRes sanctioned at the Berlin Tele- 
graph Convention. Price £3 3s. 



1 



Ager's Standard Supplementary Code 
Merchants, 

The 10.250 Words with sentences. I 
"Standard". Price 21s. 



for General 
with the 



Ager'8 Telegram Code. SB.OOO good Telegraphic Words, 45.OW 
of which do not exceed eight letters. Compiled from the 
languages sanctioned by the Telegraph Convention, Th!«l 



Ager's Alphabetical Telegram Code. The Code Words In 

sequence to the 150.000 Words in the Duplex Standard Code. 
Price 25i. Two or more copies, 21s. each. 
N. B.— Can also be obtamcJ bound up with the Duplex or Preflx Code. 

With Appendix. ConsbtiRg 

ind 12,000 good Dutch Telegraphic 

sentences. Price 12j. 6rf. 



Ager's Telegraphic Primer. 

of about 19.000 good English 
Words. 12,000 of these hav< 



Ager's General and Social Code, For Travellers, Broken, 
Bankers and Mercantile Agents. Price lOs. fill. 

TELEGRAPH CODES. 
OFFICIAL VOCABULARY, BEBNE, 189*. A few copies 

of the Original Edition. Price on Application. 

Anglo-American Cable Code. Price 2 U. 

Bishop's Travellers' Telegraph Code. Specially for the 

use of Tourists, Compact and bound conveniently for th« 
pocket. Weight only 2 oz. Price li. 

Broomhall's Comprehensive Cipher Code. 

.Mining, Banking. Arbitrage, Mercantile, etc. Arranged for 
nearly 170.000 Phrases, Price £3 13i. firf., clolh. Limp leather, 
price £4 4s. 

Clauson-Thue'B ABC Universal Commercial Eleotrfo 
Telegraphic Code, 

Adapted for the Use of Financiers, Merchants, Shipowners. 
Brokers. Agents, elc. Fifth Edition. Price 203. nel. 

Figure Code for Stocks and Shares. 

To be used with the "Official Vocabulary," or any Mcillar 
>Ist of ntimbcred Words. Price 4Zs. 
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Hawke'8 Premier Cypher Telegraphic Code. 

Price 10s. <vj. See bac!< page o( this Catalogue. 

Lieber's Standard Telegraphic Code. 
HoNeill's Mining and General Telegraph Code. 

ArrHnged Cu meet the re^uiremencs. of Mining, Metallurgical aj 
Civil Engineers, Directors of Mining and Smelting Companie; 
Bankers, Brokers, Solicitors and others. Price 2lj, net. 

Horeing and Neal's General and Mitring Code. 

For the Use of Mining Companies, Mlnine Engiijeers. Stock- 
brokers. Financial Agents, and Trust and Finance Compar' 
Price 21j. 

Official Vocabulary in Terininational Order. 

Price 40.i. net. 

One-word " Firm Oifer " Telegraphic Code with One- 
word "5 Offers" Reply Code. Price 7i.e,;, 
Scott's Shipowners' Telegraphic Code. 
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Stockbrokers' Telegraph Code. 
Watkins' Ship-broker's Telegraph Code. 

Price £4 net. Two copies, £7 net. 

Western Union Telegraphic Code. 

Universal Edition. Leather, HSi. net; Cloth, 60i. 

Wbitelaw's Telegraph Cyphers. 338,200 in all. 

202,600 words, French, Spanish, Portuguese, Italian 
and Latin, Price ... 
S3,OI)0 English words .... 

42,600 German 

40.000 Dutch 

338,200 

400.000 Cyphers in one ( 
£12 lOi. 

68,400 Latin, etc., etc. (Origitiat Edition), in- 
cluded in the above 202.600 . 

2S.OO0 English (Original Edition), included 
in the above 53,000 

22,500 of the English words arranged 25 to 
the page, with the full width of the 
quarto page for Riling in phrases, 

14,400 of the Latin words arranged So as to 
represent any 3-letter group, nr any 
three 2-flgure groups up to 24 

WilUnk's Publio Companies' Telegraph Code. 

Price I2i. 6</, net. 
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Medium 410, SOO pp. Cloth, price IDs. 6</. 
THE 

PREMIER 

CYPHER TELEGRAPHIC 

CODE 

Containing close upon 120,000 Words and Ph 
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3icthoda dJ tabul*! 



At pOBE^hlc CTDublc flUE 



d ID deal wllb other 



"An VolliUadigVeit darlR u ti 
itaiea.'--FrankfiH,r ZiiKrng. 
" The tysTcms of tabulation Are 

Trilfint. CbitikKo. 



1 unaihEr considintion 

lulred lo be tmumiUnl on „t ■ 

-Finandal Nut!. 

ce Bt niDGugea ind Biisfltcily, o( 




Now ready. Cloth, price tOs. 6d. aet, 

100,000 WORD SUPPLEMENT 

THE PREMIER CODE. 

WILLIAM H. HAWKE. 

For api:ckil lables for ODiu^. Buyinfi. Selling, etc., the wortU B 
rum 00,000 to sg.grjg; tbeviords do DOI ulasl] wiib thoEp in (be Pua' 
tnu luc supplenientary lo ihpcn ; 1440 additional «ordi or ' 



LONDON : RFFINGHAM WILSON 
ROYAL EXCHANOB. 



Makers to the King by appointment 



PBS,HART&CO,Ltd. 

MANUFACTURE 

LOCKS, 

iteeTsafes, 

BULLION 

AND 

'ARTY-WALL DOORS, 

rO MEET ALL RISKS AND 
REQUIREMENTS. 



General Office and Manufactory: 
iRLINGTON STREET, LOITEON, N. 
Show Rooms: 76, CHEAPSIDE, E.G. 



Law Guarantee & Trust Sociei 



L.XTai.TEI>. 



Subscribed Capital, £2,000,000. 
Paid up and on Call, £200,000. IteseFves, £18IXti 



:■ Hon. Sib JOHN 

rOMAE RaWLE, Etq, 



;, Esq, 






K Hauhv JanaoK, I 

Mafus, STvt. 

U Sebac M(>HTDlOt» J 



F. R. M. Philuim. Em. 

RADCLYPPg WaLTIBE, E^. 



FIDELITY GUARANTEES. 

HOLIOIES are granted on favourable terms guaranteeing to 

J the lidelity of Managers. Secietariee. Cleiks, Cashiara, Tnil 

leetiirs, and uther Empluyei;* holdiug; HitnKlioDU of tnut or 

', BsiDkraptcj TmnteeB'. AdministratorB', and LuiUUiy 
mittee Bonds. 

MORTGAGE INSURANCE, 

The rotea are nwdernte anti vaiy aceordins t.. the SBcurity offbrtd. 
on Iteversiiitv and Life Interests guaranteed. 

DEBENTURE INSURANCE. 

The advantagSB of the Society's guarantee are — (1) DebentUTM 
placed at not lesd than par. {2} Interest ia kept down. 

LICENSE INSURANCE. 

UtpiTcintion uf propttrty in coneequenoe of lose of License iunured i 

CONTINGENCY INSURANCE. _^ 

ludeiniiitlesrf Loitt Du4:uinenU Missing Bene gciaries, Ilefeots in HU 
Marriage, Re-Marriage, and Inane RislcB, ha. 

TRUSTEESHIPS. 

f'HE Society is prepared to be appointed Kieoutot or TrUltM 1 
iJ Wille, .Mivn-iaje Settlements, or other Itistrunients. 

TRUSTEESHIPS for DEBENTURE-HOLDERS. 
SINKING FUND and LEASEHOLD REDEMPTION POLI^ 

Head Office: 49, CHANCERY LANE. LONDON, 
City Office: 56, MOORGATE STREET, EX. 

1, ^iHSgDV, BuManML L 
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STANFORD UNIVERSITY LIBRARIES 

STANFORD AUXILIARY LIBRARY 

STANFORD, CALIFORNIA 94305-6004 

(4151 723-9201 

All books may be recalled after 7 days 

DATE DUE 




